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COAL REGULATION BY I. C. C. 

The recommendations of the United States Coal Com- 
mission, in the fall of 1923, that the coal industry should be 
subject to federal regulation and that a special division be 
created in the Interstate Commerce Commission as the gov- 
ernmental agency for the purposes of such regulation, will 
shortly be before Congress for serious consideration. Rep- 
resentative James S. Parker, chairman of the House com- 
mittee on interstate and foreign commerce, after confer- 
ence with Republican leaders in the House of Representa- 
tives, has announced that his committee will now, in view of 
the settlement of the anthracite coal strike, take up the 
recommendations of President Coolidge with respect to 
regulation of the coal industry. The President’s recom- 
mendations were contained in his message to Congress in 
December, 1923, in which he referred to the report and 
recommendations of the Coal Commission. The President 
did not indicate in his message whether he agreed with the 
Coal Commission’s recommendation as to selection of the 
Interstate Commerce Commission as the federal agency for 
regulation of the coal industry. He limited his recommenda- 
tion to the enactment of legislation giving him, in case of 
prospective interruption in coal mining, authority to appoint 
a commission empowered to meet such a situation. As to 
peace-time regulation, he indicated approval of the creation 
of some agency for the publication of the facts about the 
coal industry. 

In The Traffic World of October 6, 1923, we expressed 
the view that legislation making it a part of the duty of the 
Interstate Commerce Commission to regulate the coal indus- 
try would mean the destruction of the Commission. We are 
of the same opinion now. Regulation of the coal industry 
may or may not be necessary. That is not the issue we are 
discussing. The issue which has now been raised is whether, 
if there is to be regulation of the coal industry, the regulator 
shall be the Commission. The Commission, if what is 
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being said in Congress about it may be taken as an indica- 
tion, is having a difficult time regulating the railroads to the 
satisfaction of a considerable number of members of Con- 
gress. With an industry that has such vexatious problems 
as has the coal industry, what would be said by members of 
Congress with respect to action of the Commission in regu- 
lating that industry? 


It may be complimentary to the Commission to have 
such a body as the United States Coal Commission recom- 
mend that its regulatory powers be increased to embrace 
regulation of the coal industry. Congressional action giving 
the Commission such power could be regarded in the same 
light. We have also had the suggestion that the Commis- 
sion should regulate railroad wages. Able as the Commis- 
sion is, however, we are at a loss to understand how it could 
function successfully if its present tasks were substantially 
increased. The scope of regulation provided by the inter- 
state commerce act, as amended by the transportation act, 
is so comprehensive that the Commission is already burd- 
ened to the limit. 


Not questioning in the least the sincerity of the mem- 
bers of the Coal Commission who recommended that the 
Commission be empowered to regulate the coal industry, it 
may be said that, if abolition of the Commission by indirect 
methods were desired, probably not a better course could be 
pursued than to delegate to it the power to regulate the coal 
industry. 

As the country grows and the transportation systems 
grow with it, the responsibility of the Commission, as regu- 
lator of the railroads, grows. Even if there should be no 
further increase required by law in its duties in that respect, 
its duties will naturally become greater in number rather 
than fewer. There is now pending in Congress a bill pro- 
viding for regulation of the motor common carrier in inter- 
state commerce. Passage of this bill would increase the 
duties of the Commission. There would be valid cause for 
imposing the duty of regulating interstate motor carriers on 
the Commission. We can see no valid cause for regulation 
of the coal industry by the Commission. The argument that 
coal and transportation are so linked together that the log- 
ical body to regulate the coal industry is the Commission 
may be applied with equal force to any other large industry 
that may be brought under the regulatory power of the gov- 
ernment. These things seem so obvious that it should not 
be necessary to call attention to them, but it will be neces- 
sary to call the attention of Congress to them when the 
House committee on interstate and foreign commerce begins 
hearings on proposed coal legislation. 
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February 20, 1926 


THE SANE VIEW ON TRANSPORTATION 
In this column, in the February 13 number, we began 
4 discussion of national transportation problems in which 
the truth is likely to be obscured by selfish interest on the 
part of those attempting to deal with them. In the previous 
editorial we treated the matter of adequate railroad revenue. 
Let us now take up the situation brought about by the Hoch- 
Smith resolution, adopted at the last session of Congress. 

That resolution provides for a general investigation of 
the rate structure of the country with a view to revision of 
rates in the interest of free movement of commodities, with 
special reference to agricultural commodities, on which it is 
provided that rates must be made as low as legally possible. 
The resolution, in our opinion, is one of the most pernicious 
pieces of legislation ever enacted. In the first place, the 
motive behind it was not sincere. It was a gesture by the 
demagogues in Congress to impress on the farmer their great 
solicitude for him. Those in Congress who cannot be ex- 
actly classed as demagogues voted for it either through in- 
difference and ignorance or because they feared to vote 
against anything that purported to be in the interest of the 
farmer. Having been adopted, it is now being used by the 
farmers and everybody who manufactures anything out of 
products of the farm in favor of lower rates. It bobbed up 
continually in the western rate case. No matter how much 
the western farmer bragged at these hearings about his 
qualifications to enter the poorhouse, it is a fact that his 
condition is at least better than it was when this resolution, 
based on an alleged agricultural depression, was adopted. 
And it is getting better every day. Even if that were not 
true, the Hoch-Smith resolution is bad legislation, based on 
a wrong theory of rate-making—a theory that prosperous 
business must pay high rates so that business that happens 
to be less prosperous at the time may have the advantage of 
lower rates. It is a wrong theory and one that could never 
successfully be put into practice. We should be revising 
our rate structure every time the market on this, that, or the 
other commodity changed. 


And there has been a strange apathy in some quarters 
toward demanding repeal of this legislation. The associa- 
tion of traffic clubs has declared squarely for repeal. It has 
been joined by the American Shortline Railroad Association 
and the Southern Traffic League. The larger railroads have 
taken no concerted action against it, though many prom- 
inent individual railroad men—among them Alfred P. Thom, 
general counsel of the Association of Railway Executives— 
have said it should be repealed. The National Industrial 
Traffic League, which is the body of shippers’ representa- 
tives, in a national sense, has done nothing since the adop- 
tion of the resolution but to advise the Commission what it 
thinks its conduct should be under the resolution, though it 
condemned such legislation before it was enacted and its 
statement filed with the Commission contains material 
enough for a dozen editorials condemning the resolution. 
It has its own reasons for its.refusal to join the movement 
for repeal, but those reasons cannot be good, for repeal is 
the only thing that will wipe this false theory of rate-mak- 
ing off the statute books and remove the stumbling block 
that is interfering with the consideration of rate situations 
that need attention. It may and does say that the resolution 
does not instruct the Commission to do anything that it had 
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not already the power to do; but the point is that it instructs 
the Commission to do something that it would not do with- 
out that instruction, power or no power, and that the injunc- 
tion laid on the Commission for a long investigation for a 
foolish end is hampering its work. 

In this connection we should say that the alleged states- 
men in Washington were not taking a broad and intelligent 
view when they enacted this legislation; those who hope to 
benefit by it are not taking the proper and fair view when 
they pursue their selfish ends under it; and those who stand 
by and refuse to help bring about its repeal are not doing 
their duty when they permit any consideration to interfere 
with that duty. We admit that repeal of a resolution that, 
on its face, is in the interest of the farmer, will be difficult 
at this session, where every effort is being made to do some- 
thing for him; but we can never do anything if we do not 
try, and even if we fail at this session, there are other ses- 
sions, and the sooner we begin the sooner will our efforts 
bear fruit. 


THE UNREASONING ADVOCATE 


There has recently come to our attention a study made 
by Alfred H. Ritter, transportation and port specialist, of 
the transportation economics of the Great Lakes-St. Law- 
rence Ship Channel. It is published by the Great Lakes- 
St. Lawrence Tidewater Association, under whose auspices 
it was made. We published a notice in regard to it in the 
February 13 Traffic World. It is put out in advocacy of 
the proposed ship channel and is an impressive collection 
of figures purporting to show to what extent the canal would 
be used if constructed. We do not know whether the fig- 
ures are correct or not. At best, most of them are merely 
the estimates of the man making the study. For the most 
part, however, the study is impressive. But we wish to call 
attention to one part of it that illustrates the illogical and 
foolish lengths to which even this kind of advocate will go 
in arguing his case, and is the kind of thing that, to a think- 
ing person, does much to discredit the whole study. 

Mr. Ritter describes the conditions that led up to the 
present situation with regard to steamship competition, 
through the Panama Canal, with transcontinental railroads 
and the efforts of the railroads to be permitted to make low 
rates to meet that competition. If the railroads were per- 
mitted to do this, he says, they would have to make up their 
deficiency in revenue by higher rates on other traffic. 
“This,” he says, “would involve assessing a higher burden 
on one class of shippers without compensating benefits to 
the public as a whole. Obviously, the large expenditure of 
public funds by the government in constructing the Panama 
Canal could only have been justified by commensurate re- 
turns to the public in the shape of decreased transportation 
cost. To permit rail carriers to defeat this object would be 
to nullify the purposes for which the canal was created and 
to deprive the American public of a route of great value in 
promoting commercial intercourse between our eastern and 
western slopes.” 

In other words, the Panama Canal was built in order 
to lower transportation costs; it takes business away from 
the railroads and, therefore, lowers their revenue; they must 
not be allowed to meet the low water rates because, then, 
they would have to increase rates on commodities and in 
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regions that are not involved in the competitive situation, 
and the effort to bring about low transportation costs, 
viewed as a whole, would have failed. What, then, does 
Mr. Ritter propose to do about the railroads? Obviously, 
they must earn an adequate revenue somehow or go out of 
business. He blithely deprives them both of the business 
in question and of the opportunity to recoup on account of 
the loss. How does he think they are going to make a liv- 
ing, under his plan? Of course, the answer is that he does 
not think about it at all. He is thinking about something 
altogether different. The railroads do not enter into his 
calculations, and they may go hang. 

He not only shows himself to be thoughtless as to the 
welfare of the railroads, our principal agency of transporta- 
tion, but is illogical, from his own point of view, in his treat- 
ment of the situation. If the railroads are not permitted to 
make low transcontinental rates to meet steamship compe- 
tition, they will be more than ever under the necessity of 
making higher rates on the traffic they do carry, since they 
will lose entirely the transcontinental business in question. 
So, permitting the carriers to make fourth section transcon- 
tinental rates has nothing to do with permitting them to 
“nullify the purposes for which the canal was built,” except 


that refusal of permission makes that “nullification” more 
necessary. 


POLITICAL REGULATION 


At the annual dinner of the Miami Valley Traffic Club, Feb- 
ruary 18, the following address was made by T. T. Webster, 
general traffic manager of C. H. Mead Company (Dayton, Ohio), 
first vice-president of the Associated Traffic Clubs of America, 
and a member of the executive committee of the National In- 
dustrial Traffic League: 


For a few moments, let us consider a graver crime, national in 
scope and so far reaching that it will affect every town and hamlet 
of our nation if permitted to go unchecked. I refer to the political 
strangulation of the Interstate Commerce Commission. 

In order properly to grasp the insidious nature of this crime, it 
is necessary briefly to review what has transpired in the last few 
years. The Transportation Act was passed in 1920. This has 
very properly been termed the most comprehensive and constructive 
transportation legislation ever enacted by Congress. But, of course, 
it did not please nor satisfy everyone. Before the ink was dry, its 
opponents commenced an attack upon its salient features. The fair- 
minded, conservative elements rallied to its support, culminating in 
the nation-wide adoption of the slogan ‘‘Hands off the Transportation 
Act.” The Associated Traffic Clubs of America, of which our club 
is a charter member, did much to quell the rising tide of discontent 
and to foster sound public sentiment in favor of a fair chance for 
the railways to rehabilitate themselves under the beneficient provi- 
sions of this act. 

Coincident with the demand for a fair trial of the Transportation 
Act there was a general condemnation of political rate-making and 
an insistence that appointments to the Interstate Commerce Com- 
mission be based on experience and ability; that is, that fitness 
rather than political influence or expendiency be made the test for 
membership. 

For a time, thoroughly aroused public sentiment prevented a 
successful attack on the Transportation Act, curbed efforts to fix 
rates by legislation and preserved a fairly virile Interstate Commerce 
Commission. But, unfortunately, the Transportation Act was not 
perfect. Few of its staunchest defenders claimed perfection for it. 
Thus, in a few years, conservative sentiment swung around to the 
viewpoint that changes and improvements in the law might be 
made without jeopardizing the improvement in transportation con- 
ditions that had been effected since the passage of the act. It is 
a peculiarly important coincidence that simultaneously with the 
change in viewpoint on the part of the conservative element, those 
who were disgruntled with existing conditions started their flank 
attacks upon the Interstate Commerce Commission. « 

It will throw light on the situation to mention a few specific 
cases. After a complete hearing in the Pullman surcharge case, 
the Commission upheld the charge. Thereupon the Senate passed a 
bill abolishing the surcharge. It was appended as a rider to an 
appropriation bill—a method frequently adopted to force through 
legislation of doubtful merit. Thanks to the action of the House, the 
Commission was not overridden in this instance. There were 
enough straight thinking members of the lower branch of our 
national legislature to uphould the arm of the Commission. How- 
ever, the opponents of the surcharge are still active politically. 
Evidently they harbor no hope of securing the sort of decision they 
want, on the merits of the case, from the Commission, so they have 
several bills before the present Congress which provide for the 
abolishment of the surcharge. 

It is an admitted fact that the farmers have been hard hit since 
the war. High freight rates have been cited as responsible in no 
small measure for their plight. The Commission found, in many 
cases that the rates on agricultural products were not unreasonable. 
But this was no answer to the elements in Congress that insisted 
that the rates paid by the farmers must be reduced. Forthwith the 
Hoch-Smith resolution was passed about a year ago. You are all 
informed with respect to it. It constitutes political rate-making of 
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the most objectionable character. Many proponents there 
openly avow its intent that agricultural products should pay 
cost of actual outlay and that other traffic should bear the entire 
burden of producing returns to cover overhead general eXpenseg 
taxes and profits. ‘ 

Another shining example of an effort to secure via the 
route an adjustment that cannot be secured through the Commissio, 
is the far-famed but infamous Gooding Bill. It is proposed by this 
bill to so circumscribe the authority of the Commission that it ma, 
not grant fourth-section relief to a rail line in order to permit it 
to meet competition by water lines. This is the old Intermountaj, 
rate case bobbing up in the halls of Congress. It is as old as many 
of you here tonight. The merits of the intermountain district’, 
contentions have been passed on time and again by the Commission, 
Because it has not seen fit to decide in their favor, those interest, 
now seek to gain their point by legislative enactment. 

Another bill now pending in Congress would prohibit granting one 
port lower rates than another on import traffic, regardless of th 
advantages of one over the other. There is every indication that 
this is simply another instance of endeavoring to secure, through 
political machination, a combination of parity and preference that 
the Commission has previously held is not warranted by the facts, 

Even the appointment of members of the Commission is being 
made a matter of political expediency. The President’s appointees 
are being catechized as to their political beliefs, prior affiliations 
and numerous other matters that have no bearing whatsoever upon 
their ability fairly to decide, in the public interest, cases that are 
brought before them. Without in any way disparaging the ability 
of a recent appointee. It is disheartening to know that the Senate 
Committee quickly voted to recommend his confirmation when he 
admitted having been kicked out of a railroad position. Ability 
and experience in the solving of transportation problems are being 
given little weight in passing on the qualification of appointees. 

A bill has now fairly well advanced that would divide the 
country into six districts and provide for the appointment of two 
commissioners from each district. If adopted, this will spell finis 
for the merited esteem in which the Commission has been held, 
Why? Because, instead of an impartial tribunal, we shall have one 
torn by sectional strife, a puppet of politics, dominated and con- 
trolled by selfish interests and subject to all of the sinister influences 
of public life from which it should be as free as the Supreme Court 
of the United States. 

These few high-lights indicate that we are facing in more acute 
form than ever before the regulation of transportation by political 
expendiency. Sound regulation is at stake. What is happening 
opens the way for direct legislative action on all transportation 
questions. Just for a moment picture the indescribable chaos we 
will be in should this influence extend to individual and specific cases, 
bearing in mind that politicians’ views are predicated largely on the 
vote-casting possibilities rather than upon the intrinsic merits of 
a proposition. 

Without unduly disparaging the qualifications of those whom we 
elect to represent us in the Halls of Congress, it must be patent to all 
of you that we are rapidly approaching the danger point where 
technical economic problems are likely to be dealt with through 
political channels rather than in an orderly way by quasi-judicial 
and administrative bodies whose members are qualified by training 
and experience to deal with them fairly to all interests. 

We have been to complacent. We have adopted resolutions con- 
demning political interference with the economics of transportation 
but the strangulation of the Interstate Commerce Commission goes 
on apace. It is a major national crime. What are we going to do 
to check it? 

If you agree with me as to the menace confronting us, are you not 
willing to use and summon every influence at your command to 
prevail upon our representatives in Congress to lend their support 
toward defeating the pending bills in Congress, which would strangle 
the Commission and make our whole transportation problem the 
foot-ball of politics? I bespeak your whole-hearted support in this 
effort and thank you for this opportunity to place before you a 
problem that I consider to be of most vital importance. 


REPARATION RULE MOVE FAILS 


The Commission has denied the petition of the Director-Gen- 
eral for reopening of No. 14543, H. C. Farrell vs. Director-General, 
as agent, et al., 102 I. C. C. 455, thereby bringing to an end, 
for the present at least, a move to have the Commission listen 
to arguments on the proposition that the decision of the Supreme 
Court of the United States in the Sloss-Sheffield case, handed 
down November 23, 1925, overruled the Commission’s reparation 
rule, laid down in Missouri Portland Cement Co. vs. Director- 
General, 88 I. C. C. 492. See Traffic World, January 2, 
1926, p. 28). 

In that Missouri Portland Cement case the Commission laid 
down the rule that, in awarding reparation, it was not required 
to go beyond the question as to whether the complainant had 
paid the charges and that if he had he was entitled to an 
award. In making the move looking toward a revision of the 
Missouri Portland Cement rule, the Director-General contended 
the decision in the Sloss-Sheffield case required the Commission 
to abandon the Missouri Portland Cement rule and return to 
the rule in effect immediately prior thereto, that it was required 
to find out, before making an award, who had paid and borne the 
freight charges as such. 

The Director-General, in filing his petition in the Farrell 
and similar cases, admitted that the Missouri Portland Cement 
case itself was barred by the statute of limitations. Therefore, 
he did not ask to have that case reopened, but he did ask for 
reconsideration in all the cases against him in which the cement 
case rule was applied. The ground set forth in each was the 
one exhibited in the Farrell case and the ruling in respect of 
that case disposes of the others of its sort. 

As the Commission seldom, if ever, assigns reasons for 
denying petitions of that sort, the effect is the same as if it 
were to say that none of the things set forth in the petition 
had weight enough with it to cause it to change its mind, on the 
point in question. 
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Losers Appealing to Congress.—Among men who remember 
the things that were done just twenty years ago to put teeth 
into the old act to regulate commerce, the speeches in Congress 
on the fourth section, the lake cargo coal case, and the Portland- 
Puget Sound ports grain case would be mirth provoking, but 
for their tragic aspect. In those days the cry was for a Com- 
mission that would exercise the power to say where a certain 
class of shippers or certain communities should be permitted, 
by means of just rates, to do business, instead of allowing the 
carriers to exercise it. The law was changed in 1906 so as to 
permit the Commission to make rates for the future. In the 
discussion on the question of the power of Congress to regulate 
commerce between the states and with foreign nations, it was 
agreed among the majority that passed the bill that the power 
was plenary within the constitutional prohibition to prevent con- 
fiscation. Another point on which there was general agreement 
was that Congress could not possibly do the work itself. In 
fact, that was agreed on in 1887 when the act to regulate com- 
merce was passed, and, as some thought, the Commission then 
was authorized to prescribe rates for the future. Nine years 
later the Supreme Court of the United States, having studied 
the language employed by Congress, said the legislative branch 
of the government had not authorized its agent to say what rates 
should be observed in the future. Ten years later Congress 
conferred that power on its agent in unmistakable language. 
Now the implication of many of the speeches in Congress seems 
to be that that body should take up the task of reviewing the 
work of its agent, at the behest of those who lose cases decided 
by the Commission and substitute its judgment for that of the 
informed agency. The decision about which Representative 
Summers, of Washington, complained (see Traffic World, Feb- 
ruary 18, p. 488), was rendered on complaint of grain dealers 
millers in Portland, Ore. Everybody interested, so far as 
humanly possible, was told to come in and show the Commission 
what it should do. The railroads did not take much part in the 
case. It was a fight between shippers without much interest 
to the railroads. After the decision was made, the case was 
reopened and the Commission again discussed the whole thing, 
and, broadly speaking, adhered to its former opinion. The farm- 
ers of the region believing itself adversely affected, told the 
Commission they believed they were losing three or four cents 
a bushel because of its decision which, admittedly, gave Port- 
land a better opportunity to do business in the affected region. 
The Commission, however, said the testimony did not sustain the 
allegation. When the railroads were deciding such questions 
they thought a parity between the Puget Sound ports and Port- 
land from the affected territory was proper. Only one of the 
commissioners has personal acquaintance with the subject. The 
other ten knew nothing other than was told them, under oath. 
They decided in favor of one faction of the shippers, not as 
thoroughly as the winning faction desired, and against the 
other. Then Mr. Summers told the House of Representatives 
that a cross-eyed school boy out his way could have settled the 
question in ten minutes fairly and with equity to all. Mr. 
Summers spoke what traffic men, as a rule, would regard as 
foolishness when he talked about the Commission making a 
rate of 40 cents on steel from Chicago via San Francisco for 
a Chinaman in Hong Kong, for a 2,300 mile haul while the 
farmer in America paid 80 cents a for a haul of 800 miles into 
Nebraska and Kansas, because they know that, if the trans- 
continental roads do not haul via San Francisco in competition 
with the routes via water, the Chinaman will get his steel from 
the eastern part of the United States or from Europe. In such 
event, the farmers in Kansas and Nebraska utimately would 
have dying roads on their hands and have to haul their steel in 
ox carts or do without, hurting, not the Chinaman, but American 
mills, American railroads, and American farmers who grow food 
for the mill workers and the American railroaders. Every case 
that has been discussed in Congress, it is believed, could be 
analyzed by disinterested traffic men so that the cross-eyed boy 
constituent of Mr. Summers and every other congressman who 
has been saying derogatory things about the Commission would 
see the point involved if they wanted to see it. 





Blocs for Rate-making.—Some genius in Congress, some day, 
may be able to organize a bloc and legislate away the dissatis- 
faction expressed by Pennsylvania and Ohio coal operators over 
the lake cargo coal situation, the Portland grain case, the 
Spokane long-and-short-haul complaint, and several other rate 
situations, including the Atlantic port differential matter in 
which Boston is interested. At this time, however, it looks 
a bit hopeless to think of combining Portland, the Puget Sound 


TRAFFIC WORLD 


485 


ports, the inter-mountain country and Chicago for a rigid fourth 
section. Chicago and other interior points, thus far, seem to 
have fondness for selling John Chinaman steel and other things 
in competition with the Briton, the Belgian, the Frenchman, and 
the German—hence, their fondness for rates to the ports lower 
than to intermediate points. The latter could not get their 
steel from the Briton, the Belgian, and the other Europeans 
mentioned at anything near as low as 80 cents per 100 pounds 
they now pay, on steel from Chicago, assuming that Mr. Sum- 
mers’ rate quotations are accurate. In the debate in which 
Mr. Summers pleaded for a rate parity in grain between Portland, 
on the one hand, and the Puget Sound ports, on the other, from 
south of the Snake River, Representative Allgood asked: “How 
can we get rid of this Interstate Commerce Commission.” That 
should be no task at all. Congress created the Commission and 
Congress can abolish it, almost with a wave of the hand. Then 
the railroads would decide all such questions and the “good old 
days” would be restored, with only the state commissions to 
restrain them and the hand of each state raised against each 
of its neighbors, Texas building a wall around itself and each 
state trying to do the same. Just about a century ago New 
York and New Jersey were about ready to go to war with each 
other over questions of commerce between the states which the 
courts later said could be answered by the national government. 
That restoration, it might be suggested, would be real reaction. 





McKellar Steps on State’s Rights.—Attention of state com- 
missions has been drawn by John E. Benton, general solicitor 
for the National Association of Railroad and Utilities Commis- 
sioners, to S. 3801, a bill introduced by Senator McKellar, of 
Tennessee, to create and endow with power, a “Muscle Shoals 
Commission” to have control of some of the property of the 
government at Muscle Shoals for the creation of electricity by 
water power, to sell it, and to regulate the rates at which 
electric power shall be sold to consumers if and when the 
commission shall sell any of the power it is authorized to create 
is sold to a public utility. “Should the commission sell a portion 
of such power to a public utility company for distribution, it 
shall have the power and it is hereby directed to regulate, by 
provisions in the contract, the prices to be charged by such 
utility company in the resale of such power to consumers,” is the 
part of the bill Mr. Benton has drawn to the attention of state 
commissioners. At the worst construction that could be made 
of that language, thinks Mr. Benton, the power of state commis- 
sions over the rates of electric companies buying power from 
the government project would be wholly destroyed, because the 
bill provides that there shall be no discrimination. At the 
best, it is his opinion, the power of the state commissions would 
be destroyed as to the electricity bought by public utilities 
companies for resale. Altogether, it is his view, the passage 
of the bill would be a serious blow at state rights, “which,” he 
said, “it is somewhat astonishing to find proposed by a southern 
Democrat.” He intends referring the bill to the association’s 
legislative committee. He suggests that it may be well for com- 
missions to communicate their views on the subject to their 
senators “respecting this proposed invasion of the field of local 
regulation by the federal government.” 





Colt Birth Rate Extremely Low.—Now that the scientists 
have well established their proposition that the horse of today 
has been evolved from a four or five-toed animal about the 
size of a small lap dog, the automobile appears to be the 
agency for putting the horse in the class with the dodo and the 
great auk. In the year just past there were only 41 colts 
foaled for each 1,000 of horses and mule population in the 
United States. In 1919, the number was 91. While the horse 
population between 1920 and 1925 decreased only six per cent, 
the colt population decreased 51 per cent. The great decrease 
in the birth rate was in the south central and range states, there 
being a small increase in the corn belt and northwestern states. 
If the tractor continues to displace horses for power purposes, 
it is deemed a certainty that horses will not be raised in the 
United States for leather and Americans never have taken to 
horse flesh as an article of diet. A horse needs too much ground 
to make it a profitable crop for leather, hair, bones, and fertilizer 
material; hence, the certainty that, in a few years, it would be 
of less value than the buffalo, the disappearance of which has 
caused poets to lament and a few breeders who liked free ad- 
vertising, to breed cattalo, without, however, making any per- 
manent impression on the livestock market. Were the buffalo 
an economic asset on a farm it would become more plentiful 
than it ever was in Indian days. It is not, however; hence, the 
United States has to advertise that it will give buffaloes to 
almost any zoological garden that will pay the freight bills in- 
curred in shipping them. The horse has lived because it has 
been, and perhaps still is, an asset on a farm. 





Illinois Central’s Diamond Year.—A little more than a week 
ago—February 10, to be precise—the Illinois Central passed 



















































































its seventy-fifth anniversary day. On that day, in 1851, the 
Illinois legislature passed the bill creating the part of that 
system now known as the charter lines. There was no delay 
after the passage of the bill in getting to work. The promoters 
were men of money and standing. They had fairly definite plans 
and their chief one was to hurry about the execution of those 
plans. The Illinois Central Magazine for February celebrated 
the day by publishing old photographs to supplement the text 
of a story on the subject, photographic copies of drafts and bills 
of lading, the latter showing shipments of things which the 
Volstead law has put in the index prohibitum, and a picture 
of the house, at West Centralia, Ill., in which Capt. George B. 
McClellan, afterward in command of the armies of the United 
States in the war between the states, lived while he was an 
Illinois Central superintendent. He was called a superintendent 
of operations. The anniversary material also reminds the 
reader, not directly, of the fact that Chicago is on a branch line 
of the Illinois Central, the branch leaving the main line at 
Centralia. The extreme northern end of the system, as laid out, 
is Dunleith, in the northwest corner of the state. Chicago, 
therefore, has merely the honor of being on the stub end of 
a branch line. Among the promoters were Governor Morris, 
descendant of one of the signers of the declaration of inde- 
pendence, Robert Rantoul, Jr., successor of Daniel Webster in 
the United States senate, William H. Aspinwall, New York 
merchant and shipowner, whose name.was given to one of 
the ports now serving the Panama Canal, and Robert Schuyler, 
then president of the New York and New Haven, who also 
became first president of the Illinois Central, there being no 
interlocking directorate prohibitory law then in effect. The 
Illinois Central project, in those days, the magazine asserted, 
was of as great magnitude as would be the proposal to build 
a 22,000 mile system in these days. The system, as planned, 
was to have a mileage of 700. Some one straining for effect 
called it the Colossus of Rail-Rhodes. A. E. H. 


HUDSON MULE ARGUMENTS 


The Trafic World Washington Bureau 


The Commission has done the unusual thing of setting down 
for argument a motion for rehearing and the objections thereto. 
It so acted in Nos. 9966, 9967, 10090 and I. and S. No, 1563, the 
various cases that collectively are designated under the title of 
the original case, Hudson Mule Company et al. vs. Louisville & 
Nashville et al. It will listen to arguments on the motion of 
the complainants for rehearing on March 4. Complainants be- 
fore the Commission, who were plaintiffs in the courts in suits 
for the recovery of the reparation that had been awarded by 
the Commission, asked for rehearing on account of the law as 
declared by the Supreme Court of the United States in J. W. 
Patterson et al. vs. Louisville & Nashville et al., the name of 
the mule case when it reached the highest court. (Traffic 
World, October 17, 1925, p. 889.) They asked the Commission to 
give them further hearing so they might present their case in 
the light of the court’s decision as to the law applicable to fourth 
section reparation. The usual course of the Commission is to 
dispose of motions for further consideration, hearing or argu- 
ment without argument by the parties or announcement by it, 
as to the particular reason for granting or denying an applica- 
tion of that sort. 

Novel questions have been raised in the Hudson mule mat- 
ter. The complainants contend, in effect, that they had no oppor- 
tunity to be heard in the matter in the light of the law as 
declared by the court, and that the Commission did not construe 
the statute as the court did so that, in substance, there has been 
no trial of the matter on the law as it exists. They want to be 
heard, 

Attorneys for the Director-General, who is one of the parties 
to the case, in an answer to the motion for rehearing, contend 
that all the matters in the case are res judicata. A. A. Mc- 
Laughlin, M. G. De Quevedo and Alexander M. Bull, his attor- 
neys, said they were not contending that the doctrine of res 
judicata should be applied by the Commission in its practice, but 
that, in so far as this case was concerned, the doctrine did apply 
to it as it did to lower courts. They said the motion for re- 
hearing should be denied because the Commission lacked juris- 
diction and because the motion set forth no good ground for 
rehearing. Throughout the argument they said it had to be re- 
membered that this was a proceeding involving an order for the 
payment of money; that the case brought in court to enforce 
the order had been actually tried and decided; that more than a 
year had elapsed since the order was issued, and that more than 
two years had passed since the cause of action accrued. 

On the jurisdictional phase of the matter they said there 
was no specific provision in law whereby a court could remand 
to the Commission for further proceeding and it was not done 
in this case. They said the court either affirmed the order of 
the Commission or dismissed the petition to enforce it and that 
the appellate court remanded the matter to the lower court, and 
not to the Commission. When a suit was brought in court to 
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enforce an order of the Commission the parties acquired new 
rights and that, obviously therefore the Commission lost its 
jurisdiction after the trial was had in court to enforce its order. 
Continuing, they said: 


The Supreme Court in the instant case said that the declaration 
and brief and argument in that court, made it clear that the only 
cause of action sued on was the violation of the aggregate of ip.: 
termediates clause of the Fourth Section, and therefore it did not 
have occasion to pass upon the questions discussed bearing upon the 
liability under Section 1. All questions, therefore, relating to the 
aggregate of the intermediates provision of the Fourth Section are 
concluded by the Supreme Court’s decision, and under the line of 
authorities suggested above the Commission can not grant a re. 
hearing on those questions. So that there only remains to consider 
=. this Commission can reopen the questions involving Sec. 
tion 


We believe that the decision and order of the Commission clearly 
passed upon the issues raised under Section 1 as well as Section 4, 
even though the suit in court was based on Section 4 only. The 
Supreme Court points out that allegations of violations of Section | 
were made before the Commission, and the Commission itself go 
states, 63 I. C. C., page 7. It is clear that the Commission through- 
out its two reports (63 I. C. C. 6; 74 I. C. C.. 419) considered the 
alleged violations of Section I, and it reviewed the evidence care- 
fully in respect thereto. This is emphasized by the dissenting opin- 
— and by the specific finding that the rates were not unreasonably 

gn. 


They said the Commission could not reopen for two reasons: 
first, because the matter was res judicata as to sections 1 and 4; 
and, second, because it was now barred by the statute of limita- 
tions. That the matter was res judicata, they said, was made 
clear by the decision of the Court of Appeals for the District of 
Columbia in United States ex rel. Donner Steel Co., Inc., vs, 
Interstate Commerce Commission, decided November 2, 1925, in 
which the court sustained the contention of the Commission on 
a similar point that the matter was res judicata, having been 
disposed of in a previous mandamus proceeding before the same 


court. The court, in sustaining the position of the Commission, 
said: 


It is said by the appellant that the question of certiorari was not 
given serious consideration either by the court or counsel in former 
proceedings. This, however, does not alter the situation, for the 
question was expressly raised in the case, and it was not reserved 


out = the judgment. It must therefore be considered as adjudicated 
therein. 


JONES & LAUGHLIN CASE 


The Trafic World Washington Bureau 


Illinois Classification territory lines have notified the Com- 
mission that they will publish rates in accordance with the 
criteria laid down by it in No. 15110, Jones & Laughlin Steel 
Corporation vs. Baltimore & Ohio et al., 96 I. C. C. 682, as soon 
as they can perform the physical labor connected therewith. 
They, therefore, will not be included in the definite order in, 
that case the Commission is expected to issue, except where it 
is necessary to maintain a technical record in the matter. They 
told the Commission they had always intended to publish rates 
in accordance with the terms of the decision in that case, but 
had been delayed in the matter by the negotiations they had 
conducted with the Central Freight Association lines, the nego- 
tiations having been had with a view to covering the whole 
territory involved in the case by simultaneous tariff publication. 
The negotiations were unsuccessful and the Commission was 
notified to that effect (see Traffic World, February 6, p. 355). 
Petitions for rehearing in that case, filed by both complainant 


and defendants, were denied (see Traffic World, January 14, 
p. 164). 


In a broad way of speaking the complainant and the Central 
Freight Association lines have contended, in the informal argu- 
ments that have been going on since the issuance of the deci- 
sion in April, 1925, that the decision required rates in the west- 
ern part of the highly competitive territory east of the Missis- 
sippi river that would leave the steelmakers in the western part 
of Pennsylvania, northern West Virginia and eastern Ohio in 
a relatively poorer situation to compete with rival steelmakers 
in the Chicago district for business in the territory immedi- 
ately east of the Mississippi river than they are now. The 
Central Freight Association lines, although the primary de- 
fendants in the informal arguments and negotiations since the 
issuance of the report, have been inclined to the views held by 
the eastern steel makers, although not going along with them as 
to reductions in the eastern part of the territory involved by 
the report of the Commission. The fight between the railroads 
and the steel makers, as nearly as it has been simmered down 
to a single issue, has been around the question whether the 
rates approved by the Commission, to be based on a mileage 
scale, would or would not give the steel makers in the Chicago 
district a greater advantage in the competitive district in Illi- 
nois classification territory than they have under the existing 
rates. If the Chicago district steel mills received such an in- 
crease in advantage as was argued they would, the Central 
Freight Association lines would lose revenue by their inability 
to haul steel from the Pittsburgh district. 











cost 
wer" 


gtru 
fall 
cha! 





» No, 8 


d new 
ost its 
order, 


‘ration, 
1e only 


of in.: 


lid not 
ON the 
to the 
On are 
line of 
a re. 
onsider 
= Sec. 


Clearly 
tion 4, 
+ The 
stion | 
elf so 
rough- 
ed the 
Care- 
, Opin- 
onably 


Sons: 
nd 4; 
imita- 
made 
ict of 
a 
25, in 
Nn on 
been 
same 
$sion, 


S not 
ormer 
r the 
erved 
cated 


[lli- 


ity 





February 20, 1926, 






BEDDING DECISION REVERSED 


The Commission, in a report on further consideration in No. 
13107, National Live Stock Exchange vs. Atchison, Topeka & 
Santa Fe et al., mimeographed (see Traffic World, February 13), 
announced its conclusion that all carriers were entitled to impose 
charges for the bedding placed in live stock cars and reversed 
its former reports in that regard, 80 I. C. C. and 87 I. C. C., in 
so far as they were inconsistent with the finding in this report. 
In the original report the Commission found the record indicated 
that the lines “west of the Missouri River” had included the 
cost of the bedding of such cars in their line-haul rates, and 
were not entitled to impose separate charges. 


Some of the lines running from the Missouri River con- 
strued the report not to apply to them, even though they might 
fall within the class of lines upon which the application of the 
charge was found unreasonable. The Commission said that, ob- 
viously, the construction placed upon its report was too narrow. 
To clear up the doubt the Commission changed its report so as 
to include them. 


In July, 1925, the Commission reopened the proceeding upon 
its own motion for reconsideration of the record. In this report 
on further consideration it affirmed its finding that the carriers 
had a right to make a reasonable charge for the bedding of live 
stock cars. Having affirmed its finding that the carriers had a 
right to make a reasonable charge for the performance of that 
duty, it turned its attention to a consideration of whether the 
charges of $1 and $1.50 for bedding single and double deck cars, 
respectively, were reasonable within themselves for such serv- 
ice. Upon that question it said the complainant and interveners, 
termed collectively the complainants, offered but little direct 
testimony, confining themselves, to a considerable extent, to the 
cross-examination of the railroad witnesses. 


After discussing the cost figures submitted by carriers, the 
Commission said that while the figures submitted by them might 
not be strictly accurate in all instances and while some might 
appear somewhat high, the record left no doubt that the charges 
proposed were at least not unreasonable. It therefore found 
that the present rule, considered as such, was not unreasonable. 

It said the representatives of individual lines which offered 
evidence at the further hearing were a unit in testifying that 
the cost of bedding was not considered when the rates were 
originally established. They asserted that the rates when first 
fixed applied from new and undeveloped regions and were on 
the basis to permit movement; and that competitive conditions, 
particularly cross-country competition, brought about various at- 
tending practices. The report said the evidence showed that 
some western carriers had uniformly carried separate charges 
for supplying bedding. It also said that different practices often 
prevailed at different points on the same line; for instance, at 
some points the carrier would deliver the bedding adjacent to 
the tracks and the shipper would place it in the car and at other 
points the shipper would furnish and place the bedding. The 
testimony, the report said, was that the matter of bedding was 
handled largely by the carriers’ operating departments. 

After reviewing litigation, before both the Commigsion and 
the courts, the report said: 


_, m Loading and Unloading Carload Freight, 101 I. C. C. 394, de- 
cided July 20, 1925, we had before us the proposal of respondents 
therein to cancel the then existing arrangements whereby they loaded 
and unloaded or assisted in loading and unloading carload pack- 
age freight without charge in addition to the line-haul rate at Chi- 
cago, Ill., Cleveland, Ohio; Pittsburgh, Pa., and Buffalo, Rochester, 
Troy, and Green Island, N. Y.; and to establish charges for certain 
of such services at Chicago, Pittsburgh and Buffalo, when performed 
on request of shippers. 

We there pointed out that the practices at the points above 
named had been in effect many years, were brought about by com- 
petitive conditions, and represented exceptions to the general rule 
oat toeere are required to load, and receivers to unload, carload 

eight, 

Protestants in that case took the position that the line-haul 

rates included loading and unloading. 
. Respondents replied that while it may have been true that the 
line-haul rates to and from the points there in question included 
loading and unloading in the tariff sense there was no extension or 
increase in the rates to cover the cost of such services as such costs 
Were never given any consideration in fixing the road-haul rates. 
We found the proposed cancellations justified and indicated certain 
loading and unloading charges as reasonable for the future. 

The sixth section of the act now requires among other things 
that common carriers subject to the act shall file with this com- 
mission and print and keep open to public inspection schedules 
which shall, among other things, 


also state separately all terminal charges, storage charges, icing 
charges, and all other charges which the Commission may require, 
all privileges or facilities granted or allowed and any rules or regu- 
lations which in any wise change, affect, or determine any part or 
the aggregate of such aforesaid rates, fares, and charges, or the 
value of the service rendered to the passenger, shipper, or consignee. 
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The rule under consideration in the instant case affects the aggre- 
gate charges. We have found it not unreasonable in itself and thus 
approve its separate statement. In the light of the issues as here 
framed, the record as now made, and the cases cited, we now find 
the rule not unreasonable for application by all defendants. Our 


former conclusions are therefore modified to that extent. An order 


will be entered dismissing the complaint. 


Commissioners Aitchison and Campbell dissented, but did not 
state their views. 


WOOL REPORT CORRECTED 


A corrected report on No. 13540, Boston Wool Trade Asso- 
ciation vs. Boston & Albany (New York Central Railroad Com- 
pany, Lessee) et al., mimeographed, was made by Chairman 
Eastman and corrects an erroneous statement of fact in con- 
nection with which an order had to be issued requiring the car- 
riers to file rates in conformity with the modified report not 
later than April 20, on statutory notice. The original report is 
77 I. C. C. 4e1. The error was as to the points to which propor- 
tional rates from Missouri applied. The Commission said that 
from points in Missouri the proportional fourth class rates on 
wool applied to the east bank of the Mississippi and might, 
therefore, be used in combination with the proportional com- 
modity rate on wool beyond the east bank points. The propor- 
tional rates from points in Iowa, the report said, did not apply 
to east bank points and that, therefore, the proportional appli- 
cable from such points should be made to apply from west bank 
points in Iowa, 

A further check of the tariffs, this report says, shows that 
the statement about the application of the proportional from 
points in Missouri was not accurate and that there were a few 
stations in northern Missouri from which the proportionals ap- 
plied only to the west bank points. The chairman said the 
record did not disclose any conditions pertaining to Missouri 
wool that would require different treatment than that accorded 
Iowa traffic. It made a finding to that effect and ordered the 
application of the east bank proportional from west bank points 
so as to put Iowa and Missouri on equal footing. Mr. Eastman 
said the record was not sufficiently definite to warrant a finding 
that the shippers named in the complaint made or received ship- 
ments, hence no award of reparation was made. 





DEGRADED COAL DEMURRAGE 


The Commission, by division No. 4, in No. 16763, William C. 
Atwater & Co., Inc., vs. Michigan Central (mimeographed), has 
found the demurrage charges on a carload of coal, held at Tekon- 
sha, Mich., in July, 1923, applicable and not unreasonable, dis- 
missing the complaint. The coal was shipped from Springton, 
W. Va., in transit the car in which it was loaded was damaged 
to such an extent that the lading had to be transferred to an- 
other car. In the transfer the egg size coal was degraded to 
such an extent that the consignee refused it. The complainant 
notified the Michigan Central that, inasmuch a sit was responsi- 
ble for the condition of the coal, it had better buy it at the 
mine price of $6 a ton and that claim fer the damage would 
be filed. The car- apparently, was detained for 12 days and the 
complainant, to avoid suit, paid the demurrage bill and then 
filed the complaint. In dismissing the complaint the Commission 
said: 


It is the contention of the complainant that the demurrage 
charges were the result of a railroad error and were, therefore, in- 
applicable under Item 10, Rule 8, Section E of the Demurrage Tariff 
which provides for the cancellation of demurrage where there is 
“error of any railroad which prevents proper tender or delivery.’’ 
Degradation of a commodity in transit due to its transfer from one 
car to another is not an error. The demurrage charges were appli- 
cable. Complainant further contends that if the demurrage charges 
were applicable, they were unjust. However, it does not offer any 
evidence to show that the demurrage charges were unjust except to 
state that that unjustness flows from the fact that the contents of 
the car were damaged in transit. It is further contended that if the 
demurrage was properly chargeable it is a part of complainant’s 
damage. Inasmuch as it has been held that degradation of coal is 
an incident of loss and damage, complainant is remitted to its remedy 
for loss and damage, which is not within the jurisdiction of this 
Commission. 


SLIGO RULE CASE 


A finding of overcharge and an award of reparation have 
been made by division No. 4, in No. 16815, Poston Brick Company 
vs. Illinois Traction et al., mimeographed, as to the rate applied 
on three carloads of brick from Springfield, Ill., to St, Peters- 
burg, Fla., shipped in February and May, 1924. Charges were 
collected at rates of 45.7 cents and 42.5 cents. The complainant 
contended the rule in the Sligo Iron Store case was applicable 
to this situation. The Commission said that applying the reason- 
ing employed in Standard Oil Co. vs. M. V. R. R. Co., 81 I. C. C. 


193, to the Boyd and Speiden tariffs led to the conclusion that 












488 






the combination rule published in the applicable Glenn tariff was 
a holding out by the Seaboard and the Atlantic Coast Line that 
the combination rule would be applied on the rates named in 
the three tariffs and had, therefore, to be protected. It found 
that the applicable rate was 38 cents and awarded reparation 
to that basis. 





FORMER FINDING AFFIRMED 


With Commissioner Lewis dissenting, the Commission, in 
No. 15065, LaFayette Box Board & Paper Co, vs. Big Four et al., 
mimeographed, upon further argument and reconsideration, has 
affirmed the finding, in 93 I. C. C. 579, that the rate on bitum- 
inous coal, from Harrisburg, Ill., to LaFayette, Ind., between 
October, 1922, and June, 1923, both inclusive, was and is not 
unreasonable. Division No. 3 made the finding which was af- 
firmed on further argument and reconsideration. Mr. Lewis 
said he believed the inconsistencies in rates established by the 
record as being violations of the undue prejudice section which, 
the Commission said, was not alleged, were of such a character 
as to amount to unreasonableness. He said the fact that the 
coal moved 273 miles should not confuse the fact that the short- 
line haul would have been only 236 miles, of which the originat- 
ing road would have had a haul of 190 miles. The fact that 
the Big Four did not use the 46 miles between Danville and La- 
Fayette, he said, should not be charged up to the geographical 
disadvantage of the locality. 


FLORIDA FERTILIZER RATES 


The Commission, by division No. 3, in No. 13514, Blackshear 
Manufacturing Co. vs. Atlantic Coast Line et al., mimeographed, 
on further hearing, has found rates on fertilizer, carloads and 
less than carloads, from Jacksonville, Fia., to destinations in 
that state, based on or lower than scales fixed by the Florida 
railroad commissioners, result in undue preference and advantage 
of producers of fertilizer at Jacksonville and shippers of fer- 
tilizer in intrastate commerce from that point, in undue prejudice 
to producers at Blackshear, Ga., and shippers from that point, 
and undue prejudice and unjust discrimination against interstate 
commerce. The order requires the carriers to remove the undue 
prejudice and unjust discrimination by May 8, in accordance 
with scales prescribed by the Commission for that purpose. 

In the original report, 87 I. C. C. 654, decided, February 18, 
1924, the Commission made a finding similar to the one made 
in this report on further hearing but made no order, expecting 
Florida rates to be revised by the Florida commission. No 





revision having been made, the Commission, upon motion of the. 


complainant for an order, reopened the case for further hearing 
solely upon the question of undue prejudice alleged in the com- 
plaint. The original finding covered points on the Seaboard 
Air Line, Louisville & Nashville and Atlantic Coast Line in 
northern Florida, viz., west of Jacksonville and on and north 
of the Jacksonville River Junction line of the Seaboard Air Line 
and the River Junction-Pensacola line of the Louisville & Nash- 
ville; points on the Atlantic Coast Line, Seaboard Air Line 
Florida and East Coast Railway in southern Florida, viz., south 
of Jacksonville and south of the Jacksonville-River Junction- 
Pensacola lines; and points in northern and southern Florida 
on the following short-line connections of those carriers: Atlanta 
& St. Andrews Bay, Apalachicola Northern, Charlotte Harbor & 
Northern, Georgia, Florida & Alabama, Live Oak, Perry & Gulf, 
and Tampa & Jacksonville. 


In summing up the contentions of the parties and disposing 
of the case the Commission said: 


The record shows that complainants are in active competition 
with shippers of like material to destinations on the East Coast under 
the intrastate rates maintained in Florida; that the conditions affect- 
ing intrastate traffic in Florida are not more favorable than those 
affecting interstate traffic from Bainbridge and Brunswick to these 
destinations; and that the existing rate situation operates to the dis- 
advantage of compainants and their traffic and to the advantage of 
—— competitors and their traffic moving intrastate in 

orida. 

Crate material takes the lumber basis in Florida. Complainants 
and intervener, Cummer Lumber Company, stress the claim that an 
increase in the intrastate rates on crate material would result in a 
disturbance of and probable increase in the rates generally on lumber 
in that State. Whether or not such a result would necessarily follow 
can not be determined here, and in any event the contingency may 
not control the disposition to be made of this case upon the issues 
and evidence presented. 

The rates from Bainbridge and Brunswick are, as stated, re- 
stricted to routes through Jacksonville. Complainants ask that we 
require the establishment of additional routes through junctions to 
the south of Jacksonville, namely, Palatka, Orange City Junction, 
and Enterprise Junction, Fla. They contend that, as the Florida 
intrastate rates apply via all junctions, thus allowing intrastate ship- 
pers to route traffic through the junction providing the lowest rate, 
interstate shippers should be accorded like treatment. On the basis of 
the rates to the junctions last named and the’ interstate basing 
scale rates beyond, the through rates from Bainbridge and Brunswick 
via those junctions would be somewhat lower than the present rates 
via Jacksonville. The present rates applying via Jacksonville are 
not unreasonable, and the record does not disclose a need for addi- 
tional routes. 

The complaint against the relationship between the rates from 
Brunswick and from Savannah is based on the fact that, while the 
distances from Brunswick are somewhat less than those from Sa- 
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vannah, the rates are the same. This feature of the case wag deal 
with but briefly. ~~ show that Brunswick has lower Tate. 
than Savannah to points in Florida on lines other than the 5 . 
Coast, and that on traffic in other directions, where the distance ‘ 
favor Savannah, that point has lower rates than Brunswick. Usin 
the record it does not appear that the complainant at Brunswick is 
being subjected to any undue prejudice or disadvantage by reason 
of the present parity of rates from that point and from Savannah, 

We find that the assailed rates from Bainbridge and Brunswick 
Ga., are not unreasonable and that the rates from Brunswick are no} 
unduly prejudicial in relation to the rates on like traffic from Sa 
vannah, Ga., to the same destinations. ‘ 

We further find that the assailed rates from Bainbridge and 
Brunswick to destinations in Florida on the Florida East Coast Rai. 
way are, and for the future will be, unduly prejudicial to com- 
plainants and their traffic and unduly preferential of complainants 
competitors shipping intrastate in Florida and their traffic, to the 
extent the factors from Jacksonville, Fla., used in the construction 
of the rates from Bainbridge and Brunswick, exceed, or may exceed 
the rates contemporaneously maintained on like traffic for equaj 
distances moving intrastate from points in Florida to the same des. 
tinations; that the maintenance of rates intrastate to the said dest. 
nations lower than those in effect for like distances from Jacksonville 
to the same destinations, applicable to interstate traffic from Bain. 
bridge and Brunswick, causes undue and unreasonable preference 
and prejudice as between persons and localities in intrastate com. 
merce on the one hand and interstate commerce on the other hand: 
and that the undue prejudice and preference which exists should be 
removed by increasing the intrastate rates to the reasonable inter. 
state basis. 

Complainants have not proved that they were damaged by any 
sage | areas which may have existed in the past, and reparation 
s denied. 

No order will be entered at this time, and the proceeding wij 
be held open for the purpose of affording the Florida authorities an 
opportunity to authorize such changes in the intrastate rates as will 
remove the undue prejudice and preference. If these changes are not 
effected within a reasonable time the matter may again be brought 
to our attention for appropriate action. 


CRATE AND BOX MATERIAL 


The Commission, by division No. 1, in No. 15614, Elberta 
Crate Company vs. Atlantic Coast Line et al., mimeographed, 
with Commissioner Lewis dissenting but not stating his views, 
found the rates on crate and box material, from Bainbridge 
and Bruswick, Ga., to destinations in Florida on the Florida East 
Coast not unreasonable. It was held the rates from Brunswick 
not unduly prejudicial in relation to rates from Savannah to the 
same destinations. 

However, it found the rates on the same commodities from 
Bainbridge and Brunswick to the same destinations unduly preju- 
dicial to the complainants and unduly preferential of their com- 
petitors shipping intrastate in Florida. 

No order was entered requiring the removal of the undue 
prejudice against the interstate shippers and undue preference 
for the shippers using Florida-made rates. The proceeding was 
held open to enable the Florida authorities opportunity to 
authorize such changes in the intrastate rates as will remove 
the undue prejudice and preference. Reparation was denied. 
The report also covers a sub-number, Georgia Veneer & Package 
Company vs. Atlanta, Birmingham & Atlantic et al. 

According to the Commission the main issue raised by the 


.complaints concerned the propriety of the existing rate situa- 


tion which resulted in relatively higher through charges on 
crate and box material from Bainbridge and Brunswick to 
Florida East Coast destinations than were applicable to ship- 
ments of like traffic originating at competitive points in Florida 
and moving intrastate to the same destinations. In disposing of 
the case the Commission said: 


A member of the Florida Railroad Commission, who appeared at 
the further hearing on behalf of that commission as an intervener, 
called attention to the fact that we have instituted on our own 
motion an investigation in respect of the rates on fertilizer through- 
out the southeast. He urged that action in the instant case be de- 
ferred until after the general investigation shall have been conipleted. 
He admitted that the rates on fertilizer between points in Florida 
need readjustment, but insisted that a readjustment of the rates in 
that State in accordance with our findings in this case would have the 
effect of causing great confusion in the rates on fertilizer in Florida, 
because, in this case, the only undue preference alleged is of Jack- 
sonville. The complaint brings in issue the rates on fertilizer and 
does not embrace fertilizer materials. There are two sets of rates in 
Florida, one applicable on fertilizer and the other applicable on fer- 
tilizer materials. From Blackshear to destinations in Florida the 
same scale of rates is in effect on fertilizer and fertilizer materials, 
no distinction being made in the description of those articles in the 
tariffs publishing the interstate rates. Those circumstances are urged 
by the member of the Florida Commission as constituting an addi- 
tional reason why action in the instant case should be deferred. 
Complainant’s representative stated that his company is anxious to 
get as much relief as it can at the earliest possible time, even if 
such relief is on a basis which may be temporary. 

. Defendants take the position that in fairness to complainant we 
should issue an order requiring the undue prejudice against Black- 
shear to be removed. They state that, although the bases Pe gm 
by us were considered by them too low, they have complied with the 
order by publishing the rates prescribed from Blackshear. They in- 
sist that they should be authorized to publish rates on the same bases 
from Jacksonville. 

Although some confusion may result in the rates on fertilizer be- 
tween points in Florida if defendants are directed to remove the un- 
due preference by establishing rates from Jacksonville on the same 
bases as those we prescribed in the original proceeding from Black- 
shear, and although there is pending a general investigation into the 
level of fertilizer rates throughout the southeast, complainant is en- 
titled to an order, on the record made in these proceedings, direct- 
ing defendants to remove such undue prejudice as has been shown 
to exist. The rates already published pursuant to our order will be 
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subject, as were our findings, to the conclusions which may be 
reached in the general investigation. In the interim complainant is 
entitled to rates which will permit it fairly to compete with pro- 
ducers at_ Jacksonville. 

We find that the circumstances and conditions affecting the 
transportation of fertilizer, in carloads and less than carloads, from 
Blackshear and Jacksonville to destinations in northern and southern 
Florida hereinafter described, execpt Sanford and other destinations 
in southern Florida to which water-competitive rates are published 
and maintained from Jacksonville, are substantially similar and that 
complainant at Blackshear is in direct competition with producers at 


‘Jacksonville in the sale of that commodity to be transported to said 


nations. 
deste further find that rates on the bases prescribed in our original 
report and now in effect on fertilizer, in carloads and less than car- 
joads, from Blackshear to said destinations, have resulted and will 
result in reasonable rates for the interstate transportation of said 
commodity from Blackshear to said destinations, and that defendant’s 
rates on said commodity, in carloads and less than carloads, from 
Jacksonville to said destinations, to the extent that they have been 
and are on lower bases than the bases governing the corresponding 
rates from Blackshear to said destinations, have resulted and _ will 
result in undue preference and advantage of producers of fertilizer 
at Jacksonville and shippers in interstate commerce of fertilizer 
from Jacksonville, in undue prejudice to producers of fertilizer at 
Blackshear and shippers in interstate commerce of fertilizer from 
Blackshear, and in unjust discrimination against interstate commerce. 

We further find that said undue preference and prejudice and 
unjust discrimination can and should be removed by the establish- 
ment and maintenance from Jacksonville to said destinations of rates 
on fertilizer as described below which shall not be lower, distance 
considered, than those now in effect on fertilizer, in carloads and 
less than carloads, from Blackshear to said destinations and herein 
found by us to be reasonable, as aforesaid, viz.: 

1. Carload rates for single-line movements of over 170 miles to 


destinations on the Seaboard Air Line, Louisville & Nashville and . 


Atlantic Coast Line in northern Florida, viz., west of Jacksonville and 
on and north of the Jacksonville-River Junction line of the Seaboard 
Air Line and the River Junction-Pensacola line of the Louisville & 
Nashville; 

2. Carload rates for single-line movements of over 140 miles to 
destinations on the Atlantic Coast Line, Seaboard Air Line and 
Florida East Coast Railway in southern Florida, viz., south of the 
aforesaid Jacksonville-River Junction-Pensacola lines of the Seaboard 
Air Line and Louisville & Nashville and south of Jacksonville; ex- 
cept Sanford and other destinations in southern Florida to which 
water-competitive rates are published and maintained from Jackson- 
ville; 

3. Less-than-carload rates to the destinations in northern and 
southern Florida described in paragraphs 1 and 2. 

4. Carload and less-than-carload rates to destinations on the 
Atlanta & St. Andrews Bay, Apalachicola Northern, Georgia, Florida 
& Alabama, Live Oak, Perry & Gulf, Charlotte Harbor & Northern, 
and Tampa & Jacksonville. 

Our findings and order herein with respect to undue prejudice 
shall not be construed as requiring the establishment or maintenance 
of intrastate rates on fertilizer from Jacksonville which are on higher 
bases than those contemporaneously applied by defendants in_con- 
structing rates on like traffic from Blackshear to the same desti- 
nations. 


The order requires the carriers to establish rates on a 30,000 
pound minimum as follows: 


1. For single-line movements of over 170 miles to destinations 
on the A wl oan) Air Line Railway, Louisville & Nashville Railroad, 
and Atlantic Coast Line Railroad in northern Florida, viz., west of 
Jacksonville and on and north of the line of the Seaboard Air Line 
Railway from Jacksonville to and including River Junction, Fla., and 
the line of the Louisville & Nashville Railroad from River Junction 
to Pensacola, Fla., inclusive, rates which shall not be lower than 
rates based on the following scale: . 


Rates per net ton 


Rates per net ton 
Single. Joint 


Single Joint 


Distance Line* Line . Distance Line* Line 
Miles Miles Cents Cents Miles Miles Cents Cents 
70 and under .......«- 190: 210 180 and over 170....... 320 340 
75 and over 70....... 190 210 190 and over 180....... 330 350 
80 and over 75....... 200. 220 200 and over 190....... 340 360 
85 and over 80....... 210 230 210 and over 200....... 350 370 
90 and over 85....... 210 230 220 and over 210....... 360 380 
95 and over 90....... 220 240 230 and over 220....... 370 390 
100 and over 95....... 230 250 240 and over 230....... 380 400 
105 and over 100....... 230 250 250 and over 240....... 395 415 
110 and over 105....... 240 260 260 and over 250....... 395 415 
115 and over 110....... 250 270 280 and over 260....... 410 430 
120 and over 115....... 250 270 300 and over 280....... 425 445 
125 and over 120.......260 280 320 and over 300....... 440 460 
130 and over 125....... 270 290 340 and over 320....... 455 475 
135 and over 130....... 270 290 360 and over 340....... 465 485 
140 and over 135....... 280 300 380 and over 360....... 475 495 
145 and over 140....... 290 310 400 and over 380....... 485 505 
150 and over 145....... 290 310 425 and over 400....... 495 515 
160 and over 150....... 300 320 450 and over 425....... 505 525 

170 and over 160....... 310 330 


*Single-line rates are for application over single lines 
of railway or over two or more lines under the same gen- 
eral management and control. 


2. For single-line movements of over 140 miles to destinations 
on the Atlantic Coast Line Railroad, Seaboard Air Line Railway and 
Florida East Coast Railway in southern Florida, viz., south of the 
aforesaid Jacksonville-River Junction-Pensacola lines of the Seaboard 
Air Line Railway and Louisville & Nashville Railroad and south of 
Jacksonville, except Sanford, Fla., and other destinations in southern 
Florida to which water competitive rates are published and main- 
tained from Jacksonville, rates which shall not be lower than rates 
based on the following scale: 


Rates per net ton Rates per net ton 

Single Joint Single Joint 

Distance Line* Line Distance Line* Line 
Miles Miles Cents Cents Miles Miles Cents Cents 
90 and over 85....... 220 240 210 and over 200....... 360 380 
95 and over 90....... 230 250 220 and over 210....... 370 390 
100 and over 95....... 240 260 230 and over 220....... 380 400 
105 and over 100....... 240 260 240 and over 230....... 390 410 
110 and over 105....... 250 270 250 and over 240....... 410 430 
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115 and over 110....... 260 280 260 and over 250....:.. 410 430 
120 and over 115....... 260 280 280 and over 260....... 430 450 
125 and over 120....... 270 290 300 and over 280...... 445 465 
130 and over 125....... 280 300 320 and over 300....... 460 480 
135 and over 130....... 280 300 340 and over 320....... 475 495 
140 and over 135....... 290 310 360 and over 340....... 490 510 
145 and over 140....... 300 320 380 and over 360....... 500 520 
150 and over 145....... 300 320 400 and over 380....... 510 530 
160 and over 150....... 310 330 425 and over 400....... 520 540 
170 and over 160....... 320 340 450 and over 425....... 530 550 
180 and over 170....... 330 350 475 and over 450....... 540 560 
190 and over 180....... 340 360 500 and over 475....... 550 570 
200 and .over 190....... 350 370 


*Single-line rates are for application over single lines 
of railway or over two or more lines under the same gen- 
eral management and control. 

3. To destinations on differential lines, viz,: Atlanta & St. 
Andrews Bay Railway, Apalachicola Northern Railroad, Charlotte 
Harbor & Northern Railway, Georgia, Florida & Alabama Railway, 
Live Oak, Perry & Gulf Railroad, and Tampa & Jacksonville Rail- 
way, rates as follows: (a) to destinations in northern Florida, rates 
which shall not be lower than rates based on the standard joint- 
line scale shown in the preceding paragraph hereof numbered 1, 
plus 50 per cent of that portion of said standard joint-line rate which 
the mileage over the differential line is of the total length of the 
haul; (b) to destinations in southern Florida, rates which shall not 
be lower than rates based on the standard joint-line scale shown 
in the preceding paragraph hereof numbered 2, plus 50 per cent of 
that portion of said standard joint-line rate which the mileage over 
the differential line is of the total length of the haul. 


NEWSPRINT REPARATION 


The Commission, by division No. 1, in No. 16355, Hartford 
Times of Hartford, Conn., et’ al. vs. Maine Central et al., mimeo- 
graphed, has found the rates on newsprint paper, carloads, from 
points in Maine and Vermont to destinations in Massachusetts, 
Rhode Island, Connecticut and New York unreasonable to the 
extent they exceeded the sixth class rates contemporaneously 
maintained from and to the same points, and awarded repara- 
tion to that basis. The newspaper publishers alleged the rates 
for the statutory period prior to October 2, 1924, were unreason- 
able, unjustly discriminatory, unduly prejudicial and illegal. 
Complainants based their claim, said the Commission, chiefly 
on the ground that lower sixth class rates were applicable and 
hence that the shipments were overcharged. The complainants 
made tariff interpretation contentions which the Commission 
said were not tenable. It found the rates not unjustly dis- 
criminatory or unduly prejudicial, but unreasonable as before set 
forth, 


COMMISSION ORDERS 


The Commission has dismissed No. 15361, Intermont Coal & 
Iron Corporation vs. Southern Railway; No. 16430, Tidal Refining 
Company et al. vs. Oregon-Washington Railroad & Navigation 
et al.; No. 16556, A. H. Jarecky & Co. vs. Southern et al.; No. 
17025, Smitherman & McDonald, Inc., et al. vs. Mansfield Hard- 
wood Lumber Company et al.; No. 17209, Reserve Gas Company 
vs. St. Louis-San Francisco Railway et al.; No. 17305, Cotto- 
Waxo Company vs. West Jersey & Seashore et al.; No. 17421, 
Dolcito Quarry Company vs. Louisville & Nashville et al.; No. 
17446, J. P. Shoemaker Grain Company vs. Big Four et al.; No. 
17587, Hyman-Michaels Company vs. New York, Chicago and 
St. Louis et al.; No. 17652, Mine and Mill Supply Company et al. 
vs. Atlantic Coast Line et al.; No. 17656, Harding Cream Com- 
pany vs. Missouri Pacific Railroad; No. 17677, Great Southern 
Refining Company vs. Akron, Canton & Youngstown et al; and 
No. 17712, Harding Cream Company vs. Kansas City Southern, 
upon request of complainant. 

The Commission has dismissed No. 17066, Liberty Cooperage 
and Lumber Company vs. Louisville, Henderson & St. Louis Rail- 
way et al., and No. 9076, C. Elton James et al. vs. Washington & 
Old Dominion Railway et al. 

The Commission has dismissed No. 15104, The Texas Com- 
pany vs. Director-General, as agent; No. 16245, Lake County 
Manufacturing Company vs. Director-General, as agent, the Nash- 
ville, Chattanooga & St. Louis et al.; No. 16868, Carlton-Moore 
Company vs. Atlantic Coast Line Railroad et al; and No. 17585, 
Meriwether Sand & Gravel Company, Inc., vs. St. Louis South- 
western Raflway et al., the complaint in each proceeding having 
been satisfied. 

The City of Longview and the Longview Chamber of Com- 
merce have been permitted to intervene in finance No. 5182, In 
the Matter of the Application of the Northern Pacific Railway, 
Great Northern Railway, and Oregon-Washington Railroad & 
Navigation Company for authority to operate certain of their 
joint passenger trains over the track of the Longview, Portland 
& Northern between the stations of Olequa and Longview 
Junction. 

The order in No. 13413, In the Matter of Automatic Train 
Control Devices, has been modified so as to provide that the 
effective date for fulfillment thereof shall be July 18, 1926, in 
lieu of February 1, 1926, with respect to the Chicago & North 
Western Railway. 

The order entered in No. 16217, Chamber of Commerce of 
the City of Boulder, Colo., vs. Santa Fe et al., on December 31, 
1925, which was by its terms made effective March 25, 1926, has 
been modified so that it will become effective on June 1, 1926. 







































































The Commission has reopened for further argument upon 
briefs, No. 15895, E. E. Forbes & Sons Piano Company vs. Ala- 
bama Great Southern et al. Briefs of all parties will be due on 
March 16, 1926. 

The Commission has reopened for further hearing No. 8819, 
West Coast Lumbermen’s Association et al. vs. Boston & Albany, 
Director-General, et al., solely for the purpose of determining the 
amounts of reparation due complainants. 

The Commission has reopened No. 13472, United Paperboard 
Company, Incorporated, vs. Greenwich & Johnsonville et al., for 
further hearing, solely for the purpose of permitting the Stevens 
& Thompson Paper Company, intervener, to prove damage. 

The Commission has reopened for further oral argument No. 
15770, Federal Match Corporation vs. Great Northern et al., at 
such time as the Commission may hereafter direct, upon com- 
plainant’s petition. 

The Commission has reopened for further hearing No. 16070, 
V. Erikson et al. vs. Ann Arbor et al., solely for the purpose of 
permitting the petitioner, Robert K. Airth, to prove damage. 

The Commission has denied the petition of defendants for 
reopening of No. 15837, Colgate & Co. vs. Pennsylvania et al., to 
hear evidence on their behalf. 

The Commission has dismissed No. 14080, American Bakers’ 
Association et al. vs. American Railway Express Company et al.; 
No. 14931, Lafayette Box Board and Paper Company vs. Chicago, 
Indianapolis and Louisville et al, and Sub-No. 1 thereto, Amer- 
ican Tri-State Paper Box Company vs. Chicago, Indianapolis and 
Louisville et al.; No. 15129, Donald Thompson vs. Director-Gen- 
eral, as agent; No. 15401, The Browning Company vs. Pennsyl- 
vania et al.; No. 15740, Bridgeport Traffic Association vs. New 
Haven et al.; and No. 15875, Board of Commerce of Augusta, 
Georgia, et al. vs. Aberdeen & Rockfish et al., because complain- 
ants failed to show cause why they should not be dismissed, 
after notification by the Commission that it would remove the 
complaints from the docket by dismissal, unless such showing 
was made. 

The Commission has dismissed No. 13568, Western Petroleum 
Refiners’ Association vs. Missouri Pacific Railroad et al., and 
No. 13584, the United States Potters’ Association vs. Pennsyl- 
vania et al., upon request of complainants. 

The Commission has further modified the order entered in 
No. 13513, Stuttgart Rice Mill Company et al. vs. Alabama & 
Vicksburg et al., on December 5, so as to require the establish- 
ment of the rates therein prescribed on or before March 4, 1926, 
upon not less than five days’ filing and posting in the manner 
prescribed in section 6 of the interstate commerce act. 


The petition of the Baltimore & Ohio Railroad (Sandusky, 
Willard, Stewartsville, Belpre, Ohio, and west) and the Chicago, 
Indianapolis & Louisville Railway Company, dated January 5, 
1926, for a modification of supplemental fourth section order No. 
8844 of December 10, 1925, has been denied, sufficient justifica- 
tion not having been shown. 


The Commission has modified the orders in No. 14883, West 
Virginia Pulp & Paper Company vs. Baltimore & Ohio et al., 
and Sub-Nos. 1 to 3, inclusive, and I. and S. No. 2130, pulpwood 
from Washington, D. C., to Tyrone-Lock Haven, Pa., group points, 
so as to change the period of notice prescribed from 30 days 
to 10 days so far as the Chesapeake & Ohio Railway is con- 
cerned, but in all other respects said orders shall remain in 
full force and effect. 


The petition of complainants in No. 15236, Cattle & Horse 
Raisers’ Association of Oregon et al. vs. Northern Pacific et al., 
for rehearing and reargument with respect to an award of rep- 
aration, has been denied. 

The Nebraska Cement Company has been permitted to in- 
tervene in No. 17330, Sub-No. 1, Illinois Coal Traffic Bureau 
vs. the Arkansas Valley Interurban et al. 


The Chicago Shippers’ Conference Association and Illinois 
Steel Company have been permitted to intervene in No. 17563, 
Illinois Coal Traffic Bureau vs. Santa Fe et al. 

The Southland Cotton Oil Company, C. R. Garner & Com- 
pany, Choctaw Sales Company, Feeders’ Supply Company and 
Humphreys-Godwin Company, Inc. have been permitted to inter- 
vene in No. 17565, Quanah Cotton Oil Company et al. vs. Santa 
Fe et al. 

The McGrath Sand & Gravel Company has been permitted 
to intervene in No. 17789, Missouri Gravel Company vs. Chicago, 
Burlington & Quincy et al. 

The Oklahoma Portland Cement and Nebraska Cement Com- 
pany have been permitted to intervene in No. 17854, Iola Cement 
Mills Traffic Association et al. vs. Santa Fe et al. 

Armour & Company has been permitted to intervene in No. 
17906, National Canners’ Association et al. vs. Ann Arbor Rail- 
road et al. 

The Commission has permitted the Alabama Iron & Steel 
Shippers Conference to intervene in No. 17823, Kansas City 
Structural Steel Company et al. vs. Alabama & Vicksburg et al. 

The Waco Chamber of Commerce has been permitted to in- 
tervene in Finance No. 3197, in the matter of application of 
Waco, Beaumont, Trinity & Sabine Railway Company, under 
paragraphs (18) to (21), section (1) of interstate commerce act, 
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for certificate of convenience and necessity authorizing construe. 
tion of its proposed extension from Livingston, Tex., to Beay. 
mont, Port Arthur and West Port Arthur, Tex.; and under para. 
graph (18), section (15-a) for permission to retain excess earp. 
ings; and Finance No. 5104, in the matter of application of 
Waco, Beaumont, Trinity & Sabine Railway Company, under 
paragraphs (18) to (21), inclusive, section 1 of the interstate 
commerce act for certificate of public convenience and necessity 
for the construction of an extension of its railroad from Weldon, 
Tex., to Waco, Tex.; and under paragraph (18), section 15-a of 
said act, for permission to retain for a period of 10 years the 
excess earnings derived from such extension. 

Complainant’s petition for modification of the report and 
order in No. 16044, Bolz Cooperage Corporation vs. Director. 
General, as agent, has been denied. 

Defendant’s petition for rehearing in No. 16074, Crescent 
Bed Company vs. Alabama & Vicksburg et al., has been denied, 

The Commission has denied the complainant’s petition for 
rehearing in No. 14031, Edward A. Glenn vs. Director-General, 
as agent. 

The Commission has denied the petition filed on behalf of 
the Director-General for reargument and reconsideration in No. 
17092, Yellow Pine Company of Philadelphia vs. Director-Genera] 
of Railroads, as agent. 

Complainant’s petition for rehearing in No. 16097, Erie Steam 
Shovel Company vs. Baltimore & Ohio et al., has been denied, 

The Board of Railroad Commissioners of the State of North 
Dakota and the Board of Railroad Commissioners of Montana 
have been permitted to intervene in No. 15037, Southwestern 
Millers’ League et al. vs. Santa Fe et al. 

The Commission has denied the petitions filed by Western 
Chemicals, Inc., and Wisconsin Traffic Association, protestants, 
for reconsideration and oral argument in I. and S. No. 2437, salt 
cake from Pacific coast to Wisconsin. 

The Commission has permitted the Illinois Coal Traffic Bu- 
reau to intervene in No. 16826, the Ann Arbor et al. vs. Baltimore 
& Ohio et al. ‘ 

The Commission has denied the petition filed on behalf of 
the Director-General in No. 13511, Albers Brothers Milling Con- 
pany vs. Director-General, as agent, for reargument or recon- 
sideration. 

The complainant’s petition and supplemental petition for 
reconsideration and reargument in No. 15239, Carnegie Steel 
Company vs. Pennsylvania Railroad et al., have been denied. 

The Commission has denied petition filed on behalf of Di- 
rector-General, in No. 12298, W. L. Moody Cotton Company vs. 
Director-General et al., and No. 13555, W. L. Moody Cotton Com- 
pany vs. Director-General et al., for reargument or reconsidera- 
tion. 

The Commission has denied the petition of complainants in 
No. 15236, Cattle & Horse Raisers’ Association of Oregon et al. 
vs. Northern Pacific Railway et al., for rehearing and reargument 
with respect to an award of reparation. 

The Lehigh Stone Company has been permitted to intervene 
in No. 17789, Missouri Gravel Company vs. Chicago, Burlington 
& Quincy et al. 

The Texas Industrial Traffic League has been permitted to 
intervene in No. 17823, Kansas City Structural Steel Company 
et al. vs. Alabama & Vicksburg et al. 

The Atlas Portland Cement Company, the Atlas Portland 
Cement Company (of Kansas) and Missouri Portland Cement 
Company have been permitted to intervene in No. 17854, Iola 
Cement Mills Traffic Association et al. vs. Santa Fe et al. 

The Edward Ford Plate Glass Company has been permitted 
to intervene in No. 17822, River Rains Paper Company vs. Chi- 
cago, Burlington & Quincy et al. 

The Texas Industrial Traffic League has been permitted to 


‘intervene in No. 17594, United Iron Works, Incorporated, vs. 


Alabama Great Southern et al. 

The Green Bay Association of Commerce has been permitted 
to intervene in No. 17620, Brown Company vs. Adirondack and 
St. Lawrence et al. 

The Texas Industrial Traffic League has been permitted to 
intervene in No. 17683, Butler Manufacturing Company vs. Ala- 
bama Great Southern et al. 


The Neal Gravel Company, Western Indiana Gravel Com- 
pany, The Northern Indian Sand and Gravel Company, Green- 
ville Gravel Corporation, the Strum and Dillard Company, Mil- 
lion Sand and Gravel Company, Mid-West Sand and Gravel Com- 
pany, Casparis Stone Company and Interstate Sand and Gravel 
Company have been permitted to intervene in No. 17817, Chicago 
Gravel Company et al. vs. Santa Fe et al. 

The Lutcher & Moore Lumber Company has been permitted 
to intervene in No. 17604, Alexandria Chamber of Commerce vs. 
Missouri Pacific et al. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for De- 
cember, 1925, shows 23,628 cars held overtime—a percentage 
of 09.98—as against 19,701—a percentage of 09.74—for De- 
cember, 1924. 
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Proposed Reports 


SYRUP RATES RECOMMENDED 


A finding of unreasonableness, the establishment of new 
rates for the future, and a denial of reparation have been recom- 
mended by Examiner Morris H. Konigsberg, in No. 16805, Cairo 
Syrup Company et al. vs. Atlantic Coast Line et al., as to rates 
on molasses and syrup from points in Georgia and Florida to 
points in Arkansas, Oklahoma and Texas. He said the Com- 
mission should find the rates in the past not unreasonable. He 
said the Commission should find the rates would be unreasonable 
for the future to the extent they exceeded the following scale: 


Cents Cents 
SOR MUUCH. «6010.0: 0000 se eseeeeeee 56 900 miles and over 875...... 76 
520 miles and over 500...... 57 925 miles and over 900...... 17 
540 miles and over 520...... 58 950 miles and over 925...... 78 
560 miles and over 540...... 60 975 miles and over 950...... 79 
580 miles and over 6560...... 61 1000 miles and over 975...... 80 
600 miles and over 580...... 62 1025 miles and over 1000...... 81 
625 miles and over 600...... 63 1050 miles and over 1025...... 82 
650 miles and over 625...... 65 1075 miles and over 1050...... 83 
675 miles and over 650...... 66 1100 miles and over 1075...... 84 
700 miles and over 675...... 67 1125 miles and over 1100...... 85 
725 miles and over 700...... 68 1150 miles and over 1125...... 86 
750 miles and over 725...... 70 1175 miles and over 1150...... 87 
115 miles and over 750...... 71 1200 miles and over 1175...... 88 
800 miles and over 775...... 72 1225 miles and over 1200...... 89 
825 miles and over 800...... 73 1250 miles and over 1225...... 90 
850 miles and over 825...... 74 1275 miles and over 1250...... 91 
$75 miles and over 850...... 75 1800 miles and over........... 92 


He said that in view of the fact that the rates proposed for 
future application would result in increases in certain instances 
and decreases in others, substantial justice would not be ac- 
complished were reparation awarded, and it should, therefore, be 
denied. 


TRANSIT FOR PORTLAND 


A finding of undue prejudice, and an order to remove it, 
have been proposed by Examiner E. L. Gaddess, in No. 16661, 
Crown Mills vs. Northern Pacific et al., as to the refusal of 
the defendants to accord north Pacific coast terminal rates on 
grain and grain products from points in ‘trans-continental 
groups F and G and other points on defendants’ lines east of 
Pasco, Wash., on the Northern Pacific and east of Spokane, 
Wash., on the Great Northern, via Portland, Ore., to destinations 
from Centralia, Wash., north to and including Seattle, Tacoma 
and Everett, Wash., on shipments routed via Portland, with 
milling and cleaning in transit at Portland. 


The complaint alleged the rates on grain and grain products 
from the points of origin and via the routes specified to the 
indicated destinations were unduly prejudicial to Portland and 
the mills there located and preferential of Tacoma, Seattle and 
Everett, in that mills located at the last mentioned points were 
accorded through rates and transit privileges which were 
denied Portland millers, in violation of the third section of the 
interstate commerce act. The Commission was asked to re 
quire defendants to desist from the alleged violation of the act. 
Rates for the future, the examiner said, were not involved 
except as the modification of existing rates might be necessary 
in order to remove the alleged discrimination. 


Shipments of grain and grain products, the examiner said, 
usually moved over the northern routes to Spokane or Pasco, 
thence to Portland for milling. Joint through rates with transit 
provisions, he said, did not apply over these routes to destina- 
tions north of Centralia, only combinations on Centralia being 
available. Via Puget Sound points to Portland, he said, joint 
through rates with transit privileges were in effect. Centralia 
is midway between Portland and Seattle. The complainant sought 
the same rates and transit privileges on grain moving via Port- 
land to Tacoma, Seattle and Everett, as were applicable via 
those points to Portland. Defendants objected to the grant of 
such privileges, because they claimed it would involve an 
additional service in connection with shipments moving over 
the Northern Pacific, of 126 miles to Tacoma, and 162 miles to 
Seattle and Everet. Complainant, he said, showed that the 
Great Northern now permitted transit at Tacoma with a back- 
haul of 73 miles to Everett and 95 miles to Sultan, Wash. 

The complainant asserted that on grains purchased from 
points in trans-continental groups F and G and other points on 
defendants’ line, it was at a disadvantage and could not compete 
in the Puget Sound markets on equal terms with local millers 
there, while the Puget Sound millers were on a parity with 
local millers at Portland and intermediate points. At the 
present time, they said, the Portland millers were compelled to 
absorb 12 to 15 cents per barrel on flour and $1.20 to $1.50 per 
ton on feed when selling their products in Seattle or Tacoma, 





in I. C. C. Cases 


and 15 cents per barrel, or $1.50 per ton additional when selling 
at Everett. The examiner said that an order requiring the 
removal of the undue prejudice should be entered. 


GRAIN CASE DISMISSED 


Examiner R. L. Shanafelt has recommended the dismissal 
of No. 15855, Board of Trade of the City of Chicago vs. Chicago, 
Burlington & Quincy et al., on a finding that rates on grain 
from points in northern Illinois and southern Wisconsin on 
designated lines of the Illinois Central, and the Chicago, Burling- 
ton & Quincy to the Chicago district, and on feed in the 
reverse direction, are not unreasonable or unduly prejudicial. 

A joint hearing was had by the federal commission’s ex- 
aminer and the Illinois Commerce Commission, the latter having 
before it a complaint attacking similar rates applicable within 
Illinois. This report, Examiner Shanafelt said, would be con- 
fined to the interstate rates. The interstate complaint alleged 
the rates on grain and products between points in Wisconsin 
on the Illinois Central and points in Illinois on both the Illinois 
Central and the Burlington, on and north of the line of the 
Burlington, from Chicago, through Aurora, Galva, and Alpha, 
Ill., to New Boston, Ill., on the one hand, and Chicago and other 
points in the Chicago district, as defined in Lowrey’s I. C. C. 
No. 66, on the other hand, were unjust and unreasonable, and, 
as compared with rates on those commodities from the same 
points of origin to East St. Louis, Granite City, Mounds, Brook- 
port, Metropolis and Cairo, Ill., St. Louis, Mo., Evansville, New 
Albany and Jeffersonville, Ind., Henderson, Owensboro and 
Louisville, Ky., and Cincinnati, O., were unduly preferential of 
those cities and grain dealers, millers and manufacturers there 
located and unduly prejudicial to the complainant and its mem- 
bers located in the Chicago district in violation of the first and 
third section. 

The examiner said the scope of the complaint was restricted 
by the evidence, to rates on grain to the Chicago district from 
northern Illinois and southern Wisconsin on the lines mentioned, 
generally speaking, west of a line drawn southwesterly through 
Perryville and North Dixon, IIl., on the Illinois Central and 
Stones, Deer Grove and Nekoma, IIl., on the Burlington; and 
to rates on animal and poultry feed, known also as mixed live 
stock feed and included in the tariffs of the carriers in this 
territory under the description of grain products, from the 
Chicago district to all points on the lines mentioned. 

The Merchants’ Exchange of St. Louis, Memphis Merchants’ 
Exchange, Louisville Board of Trade, Peoria Board of Trade 
and Board of Trade of Cairo intervened on behalf of the de- 
fendants. 

The burden of the complaint, the examiner said, was that 
on grain from the origin territory, local consumers in the 
Chicago district, were charged relatively higher rates than like 
consumers at the alleged preferred points. The rates to St. 
Louis, he said, were the base rates in the adjustment of local 
rates to those points and it was the St. Louis local rates upon 
which complainants deeply relied to support then allegation. 
That declaration was made in respect of rates on grain. As 
to the rates on feed from Chicago, the examiner said the ones 
assailed for the most part were local rates and in the cir- 
cumstances their reasonableness might not be tested by com- 
parison with proportional rates. He said the fact that local 
rates on fed lower than on grain were maintained to a few 
points was not convincing that the same basis should be ex- 
tended to all points. 


SUGAR CASE DISMISSED 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 15854, Utah-Idaho Sugar Company vs. Chicago, Rock 
Island & Pacific et al., and cases joined with it, namely, No. 
15960, Same vs. Utah-Idaho Central et al.; No. 15961, Same vs. 
Atchison, Topeka & Santa Fe et al.; No. 16616, Same vs. Chicago, 
Burlington & Quincy et al.; and No. 16766, Layton Sugar Com- 
pany vs. Chicago, Milwaukee & St. Paul et al, The examiner 
said the cases were closely related, the subject matter being 
rates on sugar from points of production in Utah and Idaho to 
destinations east of Colorado. 

The complaints, according to Smith, alleged that in the 
period between June 28, 1921, and February 29, 1922, the Utah- 
Idaho Sugar Company shipped 269 carloads of sugar to destina- 
tions in Missouri, Arkansas, Oklahoma and Texas; that the rates 
were unjust and unreasonable, and, in some instances unduly 
prejudicial, or in contravention of the fourth section of the act, 
to the extent they exceeded rates of 77 cents, 82 cents, and 85 
cents, to designated points in Missouri, Arkansas and Oklahoma, 
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and to the extent they exceeded rates of 87 cents to Texas com- 
mon points, and that by reason of the premises it was damaged 
in the sum of $29,513.85. No rates for the future were asked, he 
said. Reparation alone was demanded. He said that what had 
been said was a summary of what was covered by Nos. 15854 and 
15960, which were heard together, and No. 15961, which was 
heard separately, but by stipulation had to be considered 
therewith. 

As to the other group of cases, he said, the allegation was 
that in the period between March 3, 1922, and November 21, 1925, 
the complainant shipped 934 carloads and the Layton Sugar Com- 
pany shipped six carloads to various destinations in South Da- 
kota, Iowa, Minnesota, Wisconsin and Michigan; that the rates 
were unjust and unreasonable to the extent they exceeded rates 
ranging from 69.5 cents to 1.04 cents and that the Utah Sugar 
Company was damaged in the sum of $38,052.32 and the Layton 
Company in the sum of $290.16. 

Rates on sugar, Smith said, had rarely been made with 
primary regard to reasonableness. Ever since 1914, he said, 
when the report in Fourth Section Violation in Rates on Sugar, 
31 I. C. C. 511, was made, sugar rates to Chicago territory, to 
Mississippi River points, to Missouri River territory, and to 
Texas, had been made as they were in part made theretofore, 
mainly with regard to the competition from New Orleons, New 
York, San Francisco, and Colorado. Rates so made, he said, 
were sometimes in contravention of the fourth section, and the 
report just cited did not deny all fourth section relief. The rate 
basis of 77 cents, 82 cents and 85 cents, to which complainant 
asked reparation in docket Nos. 15854 and 15960, he said, were 
substantially, and in many instances exactly, the rates that were 
effective from Utah-Idaho points to destinations in Missouri, 
Arkansas and Oklahoma from June 25, 1918, to August 25, 1920. 

He said that the complaints should be dismissed because an 
award of reparation would amount substantially to the retroac- 
tive annulment of Increased Rates, 1920, 58 I. C. C. 220, and the 
ex post facto retraction of the suspension in I. and S. No. 1501, 
Sugar Cases of 1922, 88 I. C. C. 448. 


RIVETED STEEL PIPE RATES 


Attorney-Examiner John McChord, in a proposed report on 
No. 14488, Duluth Boiler Works vs. Atchison, Topeka & Santa 
Fe et al., and a sub-number, Same ys. Same, on further hearing, 
has proposed that the Commission shall find rates assessed on 
34 or 36 carloads of riveted steel pipe, from Duluth, Minn., to 
Howells, Cal., shipped between June 10 and November 15, 1920, 
both inclusive, unreasonable to the extent they exceeded the 
contemporaneous rates on pier tubing, $1.125 before August 26, 
1920, and $1.50 thereafter, and award reparation. In the 
original report, 92 I. C. C. 692, the Commission found the rates of 
$1.44 prior to August 26 and $1.92 thereafter applicable to 
“articles of iron and steel—pipe, riveted, minimum 30,000 
pounds,” were the proper ones to have imposed on these ship- 
ments. There was some dispute as to whether there were 34 or 
36 carloads. The examiner said the burden was on the com- 
plainant of proving there were 36 as claimed, but that the record 
at this time did not show more than 384. 

McChord said the articles listed under the higher rates in- 
dicated the rates were intended to cover bulky articles of light 
weight per cubic foot and that these shipments, consisting of 
riveted pipe made of one-inch steel plates, 42 inches in diameter, 
were more nearly akin to the articles in the item “pipe, wrought 
iron or steel, welded or seamless,” boiler flues or large steel 
conduit. He said there was no evidence in the record that the 
rates on riveted steel pipe should exceed those on the list men- 
tioning boiler flues. 

The examiner was called upon to pass on the question 
whether the complainant was entitled to recover. Inasmuch as 
the shipments were sent to a non-agency station, the complain- 
ant, in accordance with tariffs, prepaid the freight. He said it 
was obligated, under its contract with the consignee, to stand 
the freight rate in effect at the time of the contract, which time 
was prior to the increase of August 26, 1920. The contract re- 
quired the consignee to stand any increase in the freight rates. 
But the examiner said the contract between the consignor, the 
complainant, and the consignee created an agency under the 
terms of which the consignor was obligated to look after the 
freight charges. He said correspondence showed the consignee 
had ratified the agency and that settlement between the con- 
signor and consignee of any reparation awarded would be made 
without any controversy. He said a power of attorney author- 
izing the consignor to collect its share of the reparation was 
mailed by the consignee to the consignor subsequent to the 
original report, but that that was unnecessary. Complainant, he 
said, was legally entitled to sue in its own name. 

“With the rights or equities as between seller and purchaser 
it (the carrier) had and has no concern, nor need we concern 
ourselves with them,” said the examiner, quoting from Louisville 
& Nashville Railroad Co. vs. Sloss-Sheffield Steel & Iron Co., 
eo by the Supreme Court of the United States, November 

McChord said the Commission should find, other than as 
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hereinbefore set forth, “that complainant made shipments ag de. 
scribed and paid all the charges thereon and bore the charges 
partly in its own right and partly as agent as described above” 
and was entitled to reparation. 


RATES ON STAVES 

Examiner Alfred S. Knowlton, in No. 17154, Washington 
Building Lime Co. vs. Baltimore & Ohio, proposes the Commis. 
sion shall find rates on staves, from Strasburg Junction, Va., to 
Engle, W. Va., not unreasonable, but inapplicable to Bakerton, 
W. Va., listed as a non-agency station on the Baltimore & Ohio, 
2.3 miles from Engle. Bakerton, the examiner said, was a siding 
to the complainant’s plant near Engle, but, owing to the fact 
that it was so listed, the $2.02 per ton rate on staves from Strag. 
burg Junction to Engle was not applicable. He said the appli- 
cable rate was the distance commodity rate of 13 cents per 100 
pounds. Therefore, on all shipments within two years from the 
filing of the complaint, on which the $2.02 rate was applied, he 
said, there were outstanding undercharges. He said the Com. 
mission should find the 13-cent rate unreasonable, the $2.02 per 
ton rate reasonable for the future, and authorize the waving of 
the undercharges. 


WESTERN SALT REVISION 


A relatively large revision on rates on salt, those between 
western and southwestern points, has been proposed by Exam- 
iner Myron Witters, in a report on I. and S. No. 2414, parts of 
fourth section application No. 698 et al., I. and S. No. 2450, Salt 
in Texas and between Shreveport, La. Group Points; formal 
docket No. 17011, American Salt Company vs. Abilene & South- 
ern et al.; No. 17070, Armour & Co. et al. vs. Santa Fe et al.; 
No. 17218, Wilson & Company, Inc., of Oklahoma, vs. Chicago, 
Rock Island & Pacific et al., and No. 17347, Tulsa Traffic Asso- 
ciation et al. vs. Santa Fe et al. This revision may be regarded as 
a supplement to Salt Cases of 1923, 92 I. C. C. 388 in which the 
Commission prescribed a uniform commodity description to apply 
on all common salt in all forms, and a carload minimum of 45,000 
pounds to apply in all parts of the United States east of the 
Rocky Mountains. It also prescribed rates from all producing 
points in New York, Ohio, Michigan, Kansas and Louisiana to 
Chicago, the market all salt producers desired to reach on ac- 
count of the large consumption of salt by the packing industry. 

The two investigation and suspension proceedings and the 
four formal docket complaints covered by the report, according 
to the examiner, presented the following issues: 


1. In L & S. 2414 it is proposed to increase rates on salt, in 
carloads, from Kansas mines to Lincoln and Omaha, Neb., Fort 
Worth, Dallas, and other Texas common points. Rates from Louisi- 
ana mines to Fort Worth, Dallas, and other points in Texas are also 
under suspension, but increases are not proposed, except to points 
on the Trinity & Brazos Valley. The uniform commodity descrip- 
tion and minimum of 45,000 pounds applicable in connection with the 
rates from Louisiana mines under suspension result in increases in 
minimum weights in some instances and reductions in others. 

. In I, & S. 2450 respondents seek to cancel the rates on salt, 
» carloads, over certain routes from Shreveport, La., to points in 

exas. 

3. The complainant in No. 17011, filed April 20, 1925, alleges 
that the rates on salt, in carloads, from Hutchinson, Kanopolis, and 
Lyons, Kans., to Arkansas, Louisiana, southern Missouri, Oklahoma, 
and Texas were, are, and for the future will be unreasonable, un- 
justly discriminatory, and unduly prejudicial to the complainant, and 
unduly preferential of producers and distributors of salt from Louisi- 
ana and Texas producing points, unduly prejudicial to interstate 
commerce and unduly preferential of intrastate commerce in viola- 
tion of section 13 of the interstate commerce act, and in violation 
of the long-and-short-haul clause of the fourth section. 

4. Complainant in No. 17070, filed June 1, 1925, alleges that 
the rates on salt, in carloads, from Kansas producing points to 
Sioux City, Iowa, Denver, Colo., Oklahoma City, Okla., and North 
Fort Worth, Tex., were, are, and for the future will be unjust and 
unreasonable. 

The complainant in No. 17218, filed July 23, 1925, alleges that 
the carload rates and carload minima on salt from Kansas and 
Louisiana producing ints to Oklahoma City were, are, and for 
the future will be unjust and unreasonable, unjustly discriminatory, 
unduly prejudicial to complainant and unduly preferential of re- 
ceivers of salt at Fort Worth and North Fort Worth, and in viola- 
tion of the long-and-short-haul clause of the fourth section. 

The complainant in No. 17347, filed July 21, 1925, alleges that 
the rates on salt, in carloads, from Kansas producing points to 
Tulsa, Okla., were, are, and for the future will be unjust and un- 
reasonable. 

Complainants and interveners in the formal cases ask the Com- 
mission to prescribe just and reasonable and nonprejudicial rates 
for the future and to award reparation. Except as noted, rates will 
be stated in cents per 100 pounds. 


The examiner proposed the following findings: 


There would seem to be strong arguments for a higher rate to 
be applied on table salt in containers than on the lower grades of 
salt, but no such distinction was drawn in the Salt Cases of 1923, 
and the present record affords no basis for such a distinction. 

The Commission should find that the proposed rates to Lincoln 
and Omaha and other points have not been justified and that rates 
of 17.5 cents to Lincoln and 20 cents to Omaha, minimum 45,000 
pounds, will be reasonable for the future. 

The Commission should find that the rate assailed to Sioux City 
since May 23, 1925, was, is and for the future will be, unjust and un- 
reasonable to the extent that it exceeded, exceeds or may exceed 22.5 


ts. 
— The withdrawal of the Southern Pacific and Gulf Coast Lines 
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from the rates from Kansas mines would have no appreciable effects, 
and the same may be said of the withdrawal of the Kansas lines 
from participation in the rates from Louisiana. There is therefore 
no adequate basis for a finding of undue prejudice. Ashland Fire 
Brick Co. vs. S. Ry., 22 I. C. C. 1165. 


Findings Rates to Southwest and Denver. 


The Commission should find that the suspended rates from Kan- 
sas salt producing points, Kanopolis, Little River, Lyons, Sterling, 
Hutchinson, and Anthony to points in Texas have not been justified 
and that since May 23, 1925, the rates on salt, common (sodium 
chloride), in packages, in_ blocks, or in bulk, C. » Minimum 45,000 
pounds, from Kansas producing points to all points in southern Mis- 
souri covered by the Memphis Southwestern Investigation, all points 
in Arkansas and Louisiana, and that part of Oklahoma included in 
Scale III territory as defined in Iola Cement Mills Traffic Assn. vs. 
A. W. Ry. Co., supra, and all of Texas Common point territory on 
Class I carriers, were, are, and for the future will be unjust and 
unreasonable to the extent that they exceeded, exceed, or may exceed 
the scale of distance rates shown in Appendix “A,” and that the 
rates on salt under the uniform commodity description and minimum 
from Kansas producing points to Denver, to all points in that por- 
tion of Oklahoma included in Scale IV territory of cement rates, and 
to all points in Texas differential territory, on Class I carriers, since 
May 23, 1925, were, are, and for the future will be unjust and un- 
reasonable to the extent that they exceeded, exceed, or may exceed 
a scale of distance rates 20 per cent higher than the scale shown in 
Appendix A, and that the rates on salt, in carloads, from and to 
the same points, prior to May 23, 1925, were not unreasonable. 

Although the rates from Louisiana producing points, Anse La 
Butte, Avery, Bob Acres, Jefferson Island, Lafayette, Salt Mine, 
Weeks, and Weeks Island to points in Texas under suspension are 
somewhat lower per ton per mile than the present rates and the 
rates herein found reasonable from Kansas mines, it does not appear 
that such rates are unreasonably low; and there is no adequate 
basis for a finding of undue prejudice. The Commission should find 
that the rates from Louisiana to Texas under suspension have been 
justified except to points on the Trinity & Brazos Valley, and that 
the rates to points on that line have not been justified. The rea- 
sonableness of the rates to other points in Texas from Louisiana 
mines is not in issue, and there is no adequate basis for a findin 
of undue prejudice as to these rates. The Commission should fin 
that the rate from Louisiana mines to Oklahoma City was, is, and 
for the future will be unjust and unreasonable to the extent that 
it exceeded, exceeds, or may exceed the scale of distance rates 
shown in Appendix A. Respondents offered no evidence in support 
of the proposed increaed rates from Shreveport, La., to points in 
Texas, suspended in I. & S. No. 2450, and the Commission should 
find these proposed increased rates not justified. 

The Commission should further find that the Texas intrastate 
rates to points in Texas differential territory on salt under the 
uniform commodity description and minimum are and for the future 
will be unduly prejudicial to shippers from Kansas mines and un- 
duly preferential to shippers from Texas mines and _ unduly pre- 
judicial to interstate commerce and unduly preferential of intra- 
state commerce to the extent that they are less than the rates here- 
in found reasonable on Class I carriers from Kansas mines to points 
in Texas differential territory for like distances. Such undue pre- 
judice should be removed. 


Application of Distance Scale. 


In checking in rates herein prescribed, the scale should be ap- 
plied to the average distance from each producing point in the group 
to the destination computed over the shortest route embracing the 
lines or the parts of lines of not more than three carriers via ex- 
isting connections for the interchange of carload traffic, except that 
where through routes for the transportation of salt are now in use 
which embrace more than three carriers, over which the distances 
are less, distances over such latter routes are to be used. Lines 
under common control or ownership shall be considered as a single 
line. Where the same line is used twice, it may be counted each 
time. Specific rates computed on the bases herein prescribed should 
be published. In applying the scale 20 per cent higher than the 
scales shown in Appendix A, fractions of one-fourth should be in- 
creased to one-half, and fractions of less than one-fourth should 
be dropped. Fractions of three-fourths should be increased to one 
cent and fractions between one-half and three-fourths should be 
reduced to one-half cent. 


Fourth Section Relief, 


Fourth Section Application No. 698, filed by F. A. Leland and 
J. F. Tucker, agents, by which the carriers ask for authority to 
continue rates for the transportation of salt from East St. Louis, 
Ill., St. Louis and Kansas City, Mo., New _ Orleans, Cypremort, 
Weeks Island, Salt Mine, La., Memphis, Tenn., Hutchinson, Nickerson, 
Sterling and other points in Kansas, Toledo, Cleveland and other 
points in Ohio, Detroit, Ludington and other points in Michigan, 
also points in Illinois, Indiana and Wisconsin to points in Texas 
without observing the long-and-short-haul provision of the fourth 
section, was assigned for hearing with I. & §S. No. 2414, together 
with such portions of twenty-one other applications filed by in- 
dividual carriers which cover departures in the rates here considered 
or which are related to those included in Application No. 698. The 
carriers offered no evidence in support of these applications, but re- 
quested that no action be taken upon these applications until after 
the decision in these cases. It is recommended that no action be 
taken until after the decision herein. 

Defendants will be authorized to establish and maintain over 
all routes from, to, or between points in the territories here con- 
sidered, the lowest rate prescribed herein as maximum rates over 
any route between certain points, and to maintain higher rates from, 
to or between intermediate points; provided that the rates from, 
to or between the said intermediate points shall not exceed the 
rates prescribed herein, and shall in no case exceed the lowest 
combination; and provided further that the relief herein granted 
shall not apply (1) where the distance over the short line or 
route is 500 miles or less and the longer line or route is more 
than 70 per cent circuitous; (2) where the distance over the short 
line or route exceeds 500 miles, but does not exceed 1,000 miles, 
and the longer line or route is more than 50 per cent circuitous, 
except that where the short line or route exceeds 500 miles, and the 
longer line or route does not exceed 850 miles relief will apply to 
such longer line or route even though said longer line or route is 
more than 50 per cent circuitous. 


Reparation. 


The Commission should further find that complainants, Wilson 
& Co., Inc., of Oklahoma, Armour & Co., of Illinois, Armour & 
Co., of Delaware, Armour & Co., of Maine, North American Pro- 
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vision Co., Cudahy Packing Co., Purity Corp., Griffin-Goodner Corp., 
Quality Ice Cream Co., made shipments of salt, in carloads, from 
and to points here considered, and paid and bore the charges thereon 
at the rates herein found unreasonable, and have been damaged 
and are entitled to reparation in the amount of the difference be- 
tween the charges paid and those which would have accrued at the 
rates herein found unreasonable. These compainants should comply 
with rule V of the rules of practice. Further opportunity should be 
afforded to the following complainants to prove payment and bear- 
ing of the charges on shipments made by them: American Salt Co., 
Barton Salt Co., Carey Salt Co., Western Salt Co., Independent 
Salt Co., Swift & Co. 


The scale, described as appendix A, is as follows: 


(Rates in cents per 100 pounds.) 





Distance Single Joint Distance Single Joint 
Miles Miles Line Line Miles Miles Line Line 
10 and under........ 7.5 9.5 270 and over 260...... 20.5 21.5 
20 and over 10 10 280 and over 270...... 21 22 
30 and over 5 10.5 290 and over 280...... 21.5 22.6 
40 and over 11 300 and over 290...... 22 23 
50 and over 5 11.5 320 and over 300...... 22.5 23.6 
60 and over 12 340 and over 320...... 23 24 
70 and over 5 12.5 360 and over 340...... 23.5 24.5 
80 and over 70...... 11 13 380 and over 360...... 24 25 
90 and over 80...... 11.5 13.5 400 and over 380...... 24.6 25.5 
100 and over 90...... 12 14 425 and over 400...... 25 26 
110 and over 100...... 12.5 14.5 450 and over 425...... 25.5 26.5 
120 and over 110...... 13 15 475 and over 450...... 26 27 
130 and over 120...... 13.5 15.5 500 and over 475...... 26.5 27 
140 and over 130......14 16 525 and over 600...... 27 27 
150 and over 140...... 14.6 16.6 550 and over 525...... 27.5 27.5 
160 ond oved 150...... 15 17 575 and over 550...... 28 28 
170 and over 160...... 15.5 17.5 600 and over 575...... 28.5 28.5 
180 and over 170...... 16 18 625 and over 600...... 29 29 
190 and over 180......16.5 18.5 650 and over 625...... 29.5 29.5 
200 and over 190...... 17 19 675 and over 650...... 30 30 
210 and over 200...... 17.5 19.5 700 and over 675...... 30.5 30.5 
220 and over 210...... 18 20 725 and over 700...... 31 $1 
230 and over 220...... 18.5 20.5 750 and over 725...... 31.5 31.5 
240 and over 230...... 19 21 775 and over 750...... 32 32 
250 and over 240...... 19.5 21 800 and over 775...... 32.5 32.5 
260 and over 250...... 20 21 


DUNNAGE ALLOWANCE CASE 


Examiner H. G. Cummings, in No. 17040, Edward Hines Yel- 
low Pine Company et al. vs. Akron, Canton & Youngstown et al., 
said the Commission should find the defendants’ failure to pro- 
vide an allowance for dunnage on shipments of piling and poles 
in open-top cars, from points on the Mississippi Southern, to 
interstate destinations, unreasonable and prescribe an allowance 
of 500 pounds. He said reparation should be denied for the rea- 
son set forth in Berry Lumber & Stave Company vs. M. & O. 
R. R. Co., unreported opinion No. A-771, involving shipments 
of logs from Lauderdale, Miss., to Chattanooga, Tenn. In that 
case the Commission said that substantial justice did not require 
that reparation be awarded on past shipments. 





BRICK COMPLAINT DISMISSED 


An order of dismissal has been recommended by Examiner 
Horace W. Johnson, in No. 17093, Augusta Face Brick Company 
et al. vs. Atlantic Coast Line et al., on a finding that rates on 
common brick from Augusta, Ga., to points in Virginia, the 
Carolinas, Tennessee, Kentucky, Alabama and Florida, for dis- 
tances in excess of 150 miles, are not unreasonable. The com- 
plaint alleged the rates were unreasonable and unduly preju- 
dicial to the extent they exceeded 80 per cent of the rates con- 
temporaneously in effect on building tile and other clay products. 


PROPOSED PULP BOARD RATES 


A finding of undue prejudice and an order to remove it in 
the manner indicated have been proposed by Examiner Morris 
H. Konigsberg, in No. 17323, Sonoco Products Company vs. At- 
lantic Coast Line et al., as to rates on pulp board not corru- 
gated, nor indented, in carloads, from Hartsville, S. C., and Can- 
ton, N. C., to eastern points. He said they should be found 
unduly prejudicial to the extent they exceeded those contempo- 
raneously in effect on wrapping paper and unduly preferential 
of manufacturers at Gordon, Ga., and Roanoke Rapids, N. C., to 
the extent indicated. 


RATES ON POLES 


Examiner Paul O. Carter, in No. 17193, Lindsley Brothers 
Company vs. Great Northern et al., said the Commission should 
find the rates charged on one car of poles, shipped from Min- 
neapolis, Minn., to Zwingle, Ia., on June 25, 1924, originally 
shipped from Colville, Wash., to Minneapolis, should be found 
not unreasonable, unjustly discriminatory or unduly prejudicial 
except that the local rate of 18.5 cents from Minneapolis to 
Zwingle was unduly prejudicial prior to June 15, 1925, to the 
extent it exceeded a rate of 15.5 cents to Minnesota Transfer 
and Cologne, Minn. He said that as no damage had been shown 
to have resulted from the undue prejudice, reparation should 
be denied. 





MISSISSIPPI CENTRAL REPORT 


In a tentative valuation report on the Mississippi Central 
Railroad Company’s property, as of June 30, 1918, the Com- 
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mission found the value of that company’s property, owned, for 
rate-making purposes, to be $4,775,000 and the total used $4,776,- 
055. Its line, in Mississippi, is 162.69 miles long. The com- 
pany’s capitalization was $7,569,000, divided into $3,940,000 in 
capital stock and long term debts and $3,629,000 in funded debts. 
The book investment was $8,317,928. Restated in accordance 
with the Commission’s rules, that item is shown as $7,921,091. 
The Commission said the reproduction value of the property, 
new, was $5,395,069 and, less depreciation, $4,412,760. It said 
the road was apparently an industrial railroad, its total tonnage 
being 531,662, of which 339,604 was furnished by the J. J. New- 
man Lumber Company and the Homochitto Lumber Company, 
controlled by the same interest that controlled the railroad. 


TENTATIVE VALUATION REPORTS 


Woodstock & Blockton Railway Company, as of June 30, 1917, 
owned, $276,200. 

Belt Line Railway Company (Montgomery, Ala.), as of June 
30, 1917, $213,250; used, $205,000. 

Durham & Southern, as of June 30, 1918, $946,000. 

Boyne City, Gaylord & Alpena, as of June 30, 1918, $1,706,500. 

Escanaba & Lake Superior, as of June 30, 1918, $1,740,000. 

Houston & Shreveport, as of June 30, 1918, $752,710. 

Ft. Smith, Subiaco & Rock Island, as of June 30, 1919, $130,- 
042. 

Morgan & Fentress Railway Company owned and used 
$304,550, as of June 30, 1918. 

Brownstone & Middletown Railroad Company, as of June 30, 
1917, owned, $70,378. The railroad is situated in Dauphin county, 
Pennsylvania. 

Montana, Wyoming & Southern Railroad Co., as of June 30, 
1917, owned and used, $506,840. 

Philadelphia & Chester Valley Railroad Company, as of 
June 30, 1917, owned, $825,135; and used, $830,379. 

Joplin Union Depot Co., second supplemental report, as of 
June 30, 1914, $554,500 used for common carrier purposes; $32,- 
280 owned but not used for common carrier purposes, consisting 
of cash and materials in excess of $12,000 allowed for working 
capital. 

Potato Creek Railroad Co., as of June 30, 1917, $577,715. 


FINAL VALUATION REPORTS 


The Commission, by division No. 1, in valuation docket No. 
302, Gulf and Ship Island Railroad Company, opinion No. B-153, 
106 I. C. C. 111-40, has found the final value of the property of 
that carrier, as of June 30, 1916, for rate-making purposes, owned 
and used for common carrier purposes, to be $9,034,850 and of 
property used but not owned, $1,452. The carrier, owning and 
operating a line from Jackson to Gulfport, Miss., 160.94 miles 
long, with a branch from Mendenhall to Maxie, 104.83 miles long, 
and another from Saratoga to Kingston, 42.64 miles long, and 
yard tracks and sidings bringing the total track length to 414.84 
miles, protested the tentative valuation. A hearing was had and 
the Commission corrected or said that in future it would correct 
its report., on some points. It ruled against the contention of 
the carrier for inclusion of an item representing its expenditure 
for channel and anchorage purposes at Gulfport in the value of 
the property. The item claimed, $624,359, was incurred by it in 
a co-operative improvement of the water front at Gulfport be- 
tween itself and the government. The company claimed that 
that expenditure added to the value of its property. The Com- 
mission said the carrier admitted the payment was not for any 
tangible property which might be value to it as either owned 
or used. The Commission therefore held that that expenditure 
did not come within the terms of the valuation section directing 
the making of a valuation on property owned or used by a Car- 
rier subject to the act. It said the addition of such an item was 
not warranted on any theory of valuation. 

The carrier asserted a book investment of $14,170,083. The 
Commission found the cost of reproduction new of the carrier’s 
property to be $8,981,453 and less depreciation $6,950,749. 

The Commission, by division No. 1, in valuation docket No. 
68, Monson Railroad Company, opinion No. B-167, 106 I. C. C. 
339-46, has found the final value, for rate-making purposes, of 
the property of that carrier, as of June 30, 1916, owned and used 
for common carrier purposes, to be $77,113. The company owns 
and operates a line from Monson to Monson Junction, Mo., a 
distance of 6.21 miles. No protest was filed against the tentative 
valuation. 

The Commission, by division No. 1, in valuation docket No. 
99, Muncie Belt Railway Company, opinion No. B-170, 106 I. C. C. 
367-76, has found the final value of the property of that carrier, 
as of June 30, 1915, owned and used for common carrier purposes, 
for rate making purposes, to be $62,654, and used but owned, 
$1,373. 

In Valuation Docket No. 427, Sewell Valley Railroad Com- 
pany et al., opinion No. B-160, 106 I. C. C. 236-56, the Commission 
has found the final value for rate-making purposes of the prop- 
erty of the Sewell Valley, owned and used, to be $423,365, and 
of property used but not owned, $232,000, as of June 30, 1916. 
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The report also covers the property of the Loop & Lookout Raj. 
road Company, which is leased to the Sewell Valley, the value of 
$232,000 being applicable to the Loop & Leokout. On date of 
valuation the Sewell Valley owned and operated a line of rajj. 
road extending from Meadow Creek to Rainelle, W. Va., a dig. 
stance of 21 miles. The Loop & Lookout line extends from 
Rainelle to Nallen, W. Va., a distance of approximately 18 miles. 
The carrier protested the tentative valuation. 

In Valuation Docket No. 345, Stewartstown Railroad Com. 
pany, opinion No. B-169, 106 I. C. C. 357-66, the Commission has 
found the final value for rate-making purposes of the property 
of the carrier, owned and used, to be $156,040, as of June 30, 
1916. The line extends from New Freedom to Stewartstown, Pa, 
a distance of approximately 7 miles. No protest was made 
against the tentative valuation. 

In Valuation Docket No. 255, New Park and Fawn Grove 
Railroad, opinion No. B-168, 106 I. C. C. 347-56, the Commission 
has found the final value for rate-making purposes of the car. 
rier’s owned and used property to be $106,020, as of June 30, 
1916. The line extends from Stewartstown to Fawn Grove, Pa,, 
a distance of approximately 9 miles. No protest was filed 
against the tentative valuation. 


In Valuation Docket No, 163, Massillon Belt Railway Com. 
pany, opinion No. B-155, 106 I. C. C. 147-54, the Commission has 
found the final value for rate-making purposes of the carrier's 
owned and used property to be $19,123, as of June 30, 1916. The 
property is in Massillon, O. No protest was filed against the 
tentative valuation. 


In valuation docket No. 316, Akron Union Passenger Depot 
Company, opinion B-164, 106 I. C. C. 305-17, the Commission has 
found the final value for rate-making purposes of the property 
of the company, owned and used for common-carrier purposes, to 
be $401,713, and of the property used but not owned, $4,050, as 
of June 30, 1916. 

In the tentative valuation the Commission stated the value 
of the carrier’s property owned and used as $301,713. The car- 
rier, protesting, claimed a value of $636,280.74. The Commission 
said the latter amount included $151,452.35 for excess cost of 
condemnation and damages or of purchase of lands over present 
value, which it was no longer required to report. 

On June 30, 1916, the date of valuation, the carrier owned 
a brick passenger station and certain appurtenant facilities, in- 
cluding less than a mile of main track and less than a mile of 
yard tracks and sidings, at Akron, O. These facilities were used 
jointly by the Cleveland, Akron & Cincinnati (the Pennsylvania 
Company system), the Baltimore & Ohio, and the Erie, on a 
maintenance and rental basis. The carrier’s books recorded an 
investment of $202,491.39 in its carrier property which, if adjusted 
under the Commission’s accounting procedure, would amount to 
$212,791.29. The Commission found the cost of reproduction new 
of the property, exclusive of land, to be $192,823, and the cost of 
reproduction, less depreciation, $153,351. The present value of 
lands owned and used was found to be $244,534.20. 


CHECKING VALUATION ITEMS 


How state commissions may aid in checking railroad valua- 
tion items and in eliminating errors is pointed out in a bulletin 
to members by Eugene W. Reed, special valuation counsel of the 
National Association of Railroad and Utilities Commissioners. 
Mr. Reed says: 


The question has frequently been asked: What service 
can state commissions, which have an inadequate engineering and 
technical staff to enable them to check the valuation of railroads 
and prepare evidence where errors have been discovered, render 
in securing a fair valuation of railroad property in their respec- 
tive states? 

The statutes of many states require all railroads to report 
in detail the cost of new construction during the fiscal year. Many 
of these reports show the quantities of various materials used as 
well as the cost of the materials and labor expended. It often 
happens that the property can be definitely identified in the inven- 
tory as set out in the tentative valuations. A check of these 
items often reveals discrepancies which should be called to the at- 
tention of the Interstate Commerce Commission within thirty days 
after the tentative valuation is served. 

In some states valuations have been made by state commis- 
sions. In such cases the carriers have generally been required to 
furnish a detailed inventory with specifications of their proper- 
ties, profiles of cuts and fills, and to show the classification when 
the road was built. If there is a wide variance between these 
earlier reports and the tentative valuation, or what the carrier 
now claims, this should be made the subject of inquiry. Some of 
the state commissions have followed this practice with beneficial 
results. A specific instance may be cited: 

The tentative valuation of the Sumpter Valley Railway, located 
in Oregon, was issued on June 22, 1921. The same property had 
been appraised by the Oregon Commission in 1912. The carrier 
had furnishhed the Oregon Commission an inventory of its prop- 
erty as of June 30, 1909. In that inventory all its grading ma- 
terials had been classified, showing the proportion of earth, loose 
rock and solid rock encountered when the road was built. A com- 
parison of this report with the tentative valuation revealed a wide 
discrepancy. The matter was called to the attention of the Inter- 
state Commerce Commissiion, and a resurvey was ordered. The 
inspection was made in the latter part of 1923 by A. C. Olney, of 
the federal bureau of valuation, and H, E. Abrey, of the Public 
Service Commission of Oregon. They were accompanied by an 
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February 20, 1926 


engineer representing the carrier. The report of Mr. Olney to the 
supervising engineer of the bureau is dated November 16, 1923. 

The tentative valuation shows the following classification of 
grading materials: Common (earth) 25 per cent; loose rock, 40 
per cent; solid rock, 35 per cent. The recommended revision is: 
Common, 63 per cent; loose rock, 17 per cent; solid rock, 20 
er cent. 

. The recommended reduction of the valuation under Account 
3, Grading, is 43.5 per cent. The total reduction, including all 
accounts, is 23.16 per cent. 

As a result of this investigation the classification of grading 
on many miles of other railroads in California, Oregon, Washing- 
ton, and some other western states has been rechecked by en- 
gineers of the bureau of valuation. We have not seen reports of 
the other investigations, but it is our understanding that im- 
portant corrections may be expected. 

I make mention of this to show that in such an extensive 
work as the Interstate Commerce Commission is carrying out in 
the valuation of all the railroads of the country it is impossible 
to avoid errors, and that the state commissions by cooperation 
can aid in their detection and correction. I am glad to say that 
the ——— Commerce Commission invites and welcomes 
this aid. 


B. R. AND P. VALUATION 


Editor The Traffic World: 

In regard to the tentative valuation placed by the Interstate 
Commerce Commission, as of June 30, 1917, on the property of 
the Buffalo, Rochester & Pittsburgh Railway Company and its 
leased lines, viz.: The Clearfield & Mahoning Railway Com- 
pany, Allegheny & Western Railway Company, Allegheny Ter- 
minal Company and the Mahoning Valley Railroad Company. It 
will be of interets to those who have followed the progress of 
railroad valuations to note that, in common with tentative valua- 
tion heretofore issued, prices as of June 30, 1914, have been 
applied to the property as it existed June 30, 1917, without regard 
to cost of property created between those dates and price levels 
as of date of valuation. 

The tentative valuation for rate-making purposes of $57,- 
529,352 is based on cost of reproduction new, less depreciation, 
as of June 30, 1917. The carrier’s investment in road and equip- 
ment on that date amounted to $60,505,000, and its outstanding 
ped and bonds, including those of subsidiary companies, $52,- 
785,915. 

Additions and betterments to the property made since June 
30, 1917, amounting to about $13,000,000, are not included. 

Approximately 20 per cent has been deducted for deprecia- 
tion as determined theoretically by the so-called straight line 
method, altthough the government engineers found the property 
normally maintained and so reported to the Bureau of Valuation. 
Instead of the property being in a depreciated condition, it was 
actually in an appreciated condition, but no allowance has been 
made for appreciation. 

Nothing has been allowed for cost of development. 

Land values have been measured in part by the value of 
so-called similar and adjacent land, but apparently without ade- 
quate consideration being given to their adaptability for railroad 
use or the carrier’s actual cost experience. Deductions have 
been made to represent so-called non-carrier use. 

Nothing has been allowed to cover the cost of impounding 
reservoirs, four in number, located in Pennsylvania, which sup- 
ply the major portion of water for transportation purposes in 
that state, and without which the carrier would at times be 
seriously affected. 

The carrier’s one-half joint ownership in the Ontario Car 
Ferry Company, Ltd., is not included in the valuation, although 
this property furnishes its principal outlet for freight and pas- 
sengers to Canadian points. 

Nothing has been included to cover the earning power of 
the carrier or its peculiar strategic position geographically. 

An inadequate allowance has been made for coal support 
owned by the carrier in Pennsylvania, which has been acquired 
to insure the safety of its trains traversing coal territory, where 
there would otherwise be a considerable hazard if the coal were 
removed. 

In answering the tentative valuation, the railway company 
will state that the proper amount representing the value of its 
property and rights enjoyed by it will approximate $100,000,000 
as of June 30, 1917. 

W. T. Noonan, President, 
Buffalo, Rochester & Pittsburgh Railway Co. 
Rochester, N. Y., Feb. 11, 1926. 


ABANDONMENT AUTHORIZED 


The Commission, by division No. 4, in finance docket No. 
4687, abandonment of branch line by New York Central and 
Beech Creek railroad companies (mimeographed), has author- 
ized the applicants to abandon the operation of a branch line 
in Clearfield county, Pennsylvania. The branch extends from 
Kerrmoor to Gazzam, a distance of 2.98 miles. The Pennsylvania 
commission held the hearing at which objections to abandon- 
ment were stated by a merchant of Ansonville, a village more 
than a mile from the branch line. He contended the branch 
line would have business as soon as timber in that region was 
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cut. The branch was built in 1884 as part of the Beech Creek, 
Clearfield & South Western to serve a mine that was abandoned 
in 1913. The New York Central holds that railroad under a 
999 year lease. From January 1, 1919, to June 30, 1924, the ap- 
plicants said, the earnings of the branch were $287.38, of which 
they estimated $16.81 came from interstate business. They esti- 
mated the cost of operation in that period at $21,144.24. The 
Commission came to the conclusion that, inasmuch as the village 
of Gazzam had been abandoned when the mine was closed be- 
cause there was no more coal to be mined profitably, that there 
was no prospect of future traffic. The tracks will be left where 
they are, the applicants said, and used for storage purposes. 


LITTLE OUTLAY, BIG REVENUE 


In a report on finance application No. 5106,.a joint one by 
the Litchfield & Madison and Chicago & North Western railway 
companies, Examiner H. C. Davis has recommended a finding in 
favor of construction by them of extensions to their lines, total- 
ing about three miles, which will give a new line into St. Louis 
and bring about an amazing estimated increase, for a small 
outlay, in the gross and net incomes of the applicants. 

As simmered down at the hearing, the Litchfield proposed 
to add about half a mile to its line and the Chicago & North 
Western about two and a half miles. The outlay of the Litch- 
field for an extension of a little more than a mile was estimated 
at $56,532, with a proportionate decrease if only half a mile were 
built. The cost of the North Western’s extension was estimated 
at $99,200. 

For such small expenditure the Litchfield estimated an in- 
crease in gross revenue, annually, of $225,000 and a net of 
$80,000. The North Western estimated its annual increase in 
the gross at $936,000 and an annual addition to its net of $281,- 
000. These are the figures they submitted as their estimates 
for the first five years of the proposed connecting links. After 
the first five years they estimated the increase at ten per cent 
per annum. Each said it would finance the construction from 
current funds now available and begin construction as soon as 
authority was granted and some remaining rights of way matters 
were arranged and complete the construction as rapidly as 
possible. 

The Wabash, the Davis report said, protested, claiming, in 
general, that the public convenience and necessity had not been 
shown to require the proposed construction; that the territory 
was served amply by four steam railroads and one electric line; 
that no additional facilities were nedeed in view of the existing 
connection between its line and that of the North Western 
through the mine tracks of the Consolidated Coal Co. at Benld, 
Ill., where the North Western’s southern Illinois division ends; 
and that the proposed route would impair the efficiency of exist- 
ing lines, as it would cross the double track ,railroad of the 
Wabash and the single track of the Illinois Traction system. 
The proposal was to have the Litchfield build across the tracks 
of the Wabash and the Illinois Traction to the north line of 
those roads and the North Western to build down to the exten- 
sion of the short line. 

The estimated increase in revenues of the two carriers is 
based upon the fact that the Litchfield has northbound coal to 
turn over to the North Western and the latter has southbound 
iron ore to give the Litchfield whereby the two roads would 
avoid empty car mileage. The present traffic of the North West- 
ern’s southern Illinois division consists largely of northbound 
coal, of which there is a large amount, with a corresponding 
empty movement southbound, If the connection with the Litch- 
field is permitted, it is estimated the North Western will bring 
southbound from 400,000 to 600,000 tons of iron ore from Wis- 
consin and Michigan for a plant at Granite City, Ill., the capacity 
of which, the report says, it is expected will be doubled. The 
North Western’s traffic destined to East St. Louis and beyond, 
the report says, now moves principally to Chicago and is there 
delivered to the Chicago-St. Louis lines. If the proposed exten- 
sions are allowed, cars will be assembled at the concentration 
yards at Baraboo and Butler (Milwaukee), Wis., and moved via 
uncongested North Western cross lines to Nelson and thence 
south over the southern Illinois division of the North Western. 
The latter predicted it’ would be able to expedite the traffic, to 
reduce operating expenses by eliminating the necessity of taking 
that ore traffic through the Chicago terminals, balance its traffic 
and obtain a maximum haul on the ore. In addition to ore, the 
North Western said other commodities originating on its lines 
would move via the proposed line and that among other com- 
modities were grain and grain products from Iowa, South Dakota 
and Minnesota. 

The loaded movement of the Litchfield, the report said, was 
southbound coal for the St. Louis-East St. Louis district. Coal, 
by means of the connection, would be moved north to points 
on the North Western to which markets operators on the Litch- 
field now do not have access, the report says. Apparently, the 
examiner said, the connection would increase traffic over the 
Litchfield in both directions. 

Heretofore, the examiner said, the trunk: lines serving East 
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St. Louis had denied the Litchfield right to participate in taraffs 
except on ore moving to the Granite City plant, but not on the 
products of that plant northbound. The proposed connection, 
he said, would enable it to solicit traffic to and from the south, 
southeast and southwest, as well as to and from St. Louis and 
East St. Louis, destined to or originating in North Western 
territory. He said the Litchfield’s facilities were not used to 
capacity and that a much larger volume of business could be 
handled without impairment of its service. By means of an 
agreement with the Alton & Eastern, once a part of the Chicago, 
Peoria & St, Louis, the Litchfield would have a direct line-haul 
movement, without switching at East St. Louis, to and from 
industries served by it and the Alton & Eastern. 

As to the interchange between the North Western and the 
Wabash over the mine company tracks, which is contingent upon 
the mine not working, the examiner said that when, in 1920, 
the North Western broached the subject, the Wabash showed no 
interest in the proposed arrangement. It did not show interest 
until after the present application was filed. An arrangement of 
that sort, he said, was made some time in October, 1925. A few 
cars, he said, had been delivered to the Wabash by the North 
Western, but that, up to the time of the hearing on this applica- 
tion, there had been no reciprocal deliveries by the Wabash. It 
was apparent, he said, that the Wabash would not be interested 
in keeping the route open for northbound traffic, as that would 
deprive it of the long haul to Chicago. Upon the completion of 
the proposed extensions, he said, there would be a continuous 
train movement to the East St. Louis district and thus form a 
new route of traffic to and from St. Louis. 


OPERATION OF ILLINOIS LINES 


The Commission has announced that, by report and order in 
finance dockets Nos. 5069, 5070, 5071, 5072 and 5073, it has ap- 
proved (1) acquisition and operation by the Springfield, Havana & 
Peoria Railroad Company of a line of railroad in Tazewell, Ma- 
son, Menard and Sangamon counties, Ill.; (2) operation by the 
Chicago & Illinois Midland Railway Company over the Illinois 
Central under trackage rights between Pawnee Junction and 
Springfield, Ill.; (3) acquisition of control by the Chicago & 
Illinois Midland of the Springfield, Havana & Peoria by pur- 
chase of capital stock; (4) issuance by the Springfield, Havana 
& Peoria of $1,960,000 of first mortgage bonds and $500,000 of 
common capital stock; and (5) issuance by the Chicago & Illi- 
nois Midland of $4,600,000 of first mortgage bonds and $600,000 
of common capital stock. Consideration of that part of the ap- 
plication of the Chicago & Illinois Midland for authority to ac- 
quire control of the Springfield, Havana & Peoria by lease of 
the properties of that company, was deferred. Chairman East- 
man dissented... The cases involve acquisition and operation of 
parts of the old Chicago, Peoria & St. Louis. 

In its formal report in the cases involving acquisition by the 
Springfield, Havana & Peoria of a part of the old Chicago, 
Peoria & St. Louis, and other matters, the Commission said 
the financial structure of the applicants was far from ideal, but 
that no alternative plan for continuing the railroad in service 
had been suggested and that no one could see anything but 
ultimate abandonment of operation if the present plan were not 
accepted. It said approval of the plan had the substantial merit 
of insuring adequate service to the people on the line. Chair- 
man Eastman, in his dissenting opinion, said: 


This case has points of considerable public interest. It illustrates 
a species of business greed which at least we ought not to abet. The 
facts, as I understand them, are these: 

The Chicago, Peoria & St. Louis is a railroad whose abandon- 
ment we have authorized. It has since been operated by the receiver, 
at great burden upon the bondholders, pending its sale, in sections, to 
such carriers as might have use for and be willing to operate portions 
of the line. The bondholders have shown solicitude, at considerable 
cost to themselves, for the public served by the line. Their attitude 
has been characterized by the reverse of the quality mentioned above. 

The Chicago & Illinois Midland is a small railroad controlled by 
the Commonwealth Edison Company of Chicago, which serves prin- 
cipally coal mines frim which the Edison obtains much of its fuel 
supply. Its earnings have been large enough so that a proceeding 
is now pending before us to determine the extent, if any, to which 
they are subject to recapture. At present the Midland moves the 
coal which it originates comparatively short distances to connections 
with other lines, which haul it to Chicago. By securing trackage 
rights for 17 miles over a line of the Illinois Central and acquiring 
the portion of the line of the Chicago, Peoria & St. Louis extending 
from Springfield to Pekin, the Midland can haul the coal a much 
longer distance toward Chicago. 

In pursuance of this plan the Edison has driven a hard bargain 
with the bondholders of the Chicago, Peoria & St. Louis, agreeing 
to buy the Springfield-Pekin line for a price which the majority say 
“apparently does not exceed scrap value.” Before it would agree 
to do even this, however, the Edison insisted that owners of property 
along the line donate enough land to make the right of way 200 feet 
wide. It is represented that this additional land may at some future 
time be needed for double tracking and electrification. Whether it 
will also be useful for transmission lines of the Edison or allied 
electric interests does not appear. 

To acquire the Springfield-Pekin line, the Edison proposes to 
organize the Springfield, Havana & Peoria. This company, according 
to its plan, is to issue $1,960,000 of 6 per cent bonds and $1,000,000 
par value of stock. All of these securities, when the transaction is 
completed, will be owned by the Midland and pledged under its mort- 
gage. In turn the Midland will issue a like amount of its stock and 
6 per cent bonds, which will be owned, for the present at least, by 
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the Edison. The effect of the transaction will be that the Edison 
will pay par for the bonds and substantially nothing for the stock, 
Part of the proceeds of the bonds will go to pay the purchase pricg 
for the Springfield-Pekin line and the remainder will be used for 
the rehabilitation of that line. 

A further part of the plan is that the Springfield shall be leased to 
the Midland at a rental which will cover the interest on the former's 
proposed bonds and 8.24 per cent upon its proposed stock. It is egtj. 
mated that the earnings of the combined property during the first 
year of operation will be ample to support this rental and leave at 
least a fair return for the Midland. If the earnings eventuate as 
anticipated, the Edison Company will ultimately be able to sell 
the 6 per cent bonds at a profit and reap upon the stock, for which 
it will have paid substantially not a cent, a return of 8 per cent 
or more on par value. : 

In support of the issue of the $1,000,000 of stock, it is urged 
that the fair value for rate-making purposes of the Springfield. 
Pekin line, including the donated land, is much more than the pur- 
chase price and ample to cover this stock. In estimating this value 
the Edison figures that, judged by adjoining property, the donated 
land is worth $216,225 and that, if condemnation had been necessary, 
the cost to the carrier would have been $500,000. This latter figure 
it deems the value for rate-mdking purposes. 

It is obvious that the Edison does not propose to use the Shy- 
lock bargain which it has been able to drive with the distressed 
bondholders of the Chicago, Peoria & St. Louis and landholders along 
the line as a means of reducing the cost of electricity in Chicago, 
Instead it proposes to use it as a means of reaping a most hand- 
some side profit in an investment in the securities of a common 
carrier. ‘ 

Whether or not the courts will eventually recognize a rate- 
making value for the property of the enlarged Midland system in 
accordance, or even partially in accordance, with the pleasant an- 
ticipations of the Edison I do not know. I sincerely trust that they 
will at least disappoint its expectations in the matter of donated land. 
Upon this point I refer to the views which I expressed in San Pedro, 
Los Angeles & Salt Lake R. R. Co., 75 I. C. C. 463, 561-3. However, 
whatever the constitutional rights of the Midland to a “fair return” 
may ultimately prove to be, it clearly has no constitutional right 
to have any rate-making value, actual or fictitious, translated into 
capitalization. It may only issue such securities as we find “rea- 
sonably necessary and appropriate” for a lawful object and ‘‘compat- 
ible with the public interest.’’ It should be borne in mind that the 
amount of its capitalization has no bearing whatever upon its op- 
portunity to pay to its security holders in interest and dividends 
such return as it may be able and entitled to earn. 

It seems to me clear that neither the securities sought nor 
those approved in the majority report are “reasonably necessary 
or appropriate” for the acquisition of the line in question, and that 
they are not “compatible with the public interest.’’ The _ securities 
issued should instead be held to the amount of the actual cash in- 
vestment in this property, in order that the actual profits ultimately 
realized upon the transaction may in no way be disguised but on 
the contrary may plainly appear so that he who runs may read. 
What is more, the Commission can not sanction the capitalization 
of the value of donated land and in good conscience later question 
the right to a return upon such value. As for working capital, the 
company is apparently well supplied and no issue of securities for 
the purpose of obtaining such capital is now necessary or even sought. 


CONSTRUCTION AUTHORIZED 


The Commission, by division No. 4, in finance docket No. 
5105, construction of line by Sacramento Northern Railway 
(mimeographed), has authorized the Sacramento Northern to 
construct a thirteen-mile line in Yolo and Solano counties, Cali- 
fornia, to afford railroad facilities for an area in the Sacramento 
Valley now dependent for transportation upon river boats and 
small boats that enter the sloughs of the district at irregular 
intervals. The Southern Pacific has a line along the Sacra- 
mento river opposite to the line proposed by the applicant. 

The Commission has also authorized the applicant to obtain 
trackage rights over the San Francisco-Sacramento between 
West Sacramento and Lisbon, a distance of about eight miles. 
The proposed line will not be connected with any other line 
of the applicant except by trackage rights as herein indicated. 
The new line is to be leased to the San Francisco-Sacramento 
for ten years, but the trackage rights, are to run for 99 years, 
those rights to be used after the expiration of the lease. The 
Western Pacific owns the stock of the applicant and will finance 
the construction, estimated to cost $501,528. 


TRACKAGE RIGHTS AUTHORIZED 


The Commission, by division No. 4, in finance docket No. 
5065, Operation of Line by Los Angeles Juncticn Railway Co., 
mimeographed, has issued a certificate authorizing the carrier 
mentioned to operate, in interstate commerce, under trackage 
rights, a part of the so-called Vernon spur of the Los Angeles 
& Salt Lake Railroad Company, immediately west of Boyle ave- 
nue, in Los Angeles county, California. The railroad commission 
of California advised the Commission tliat it had no objection to 
the project. No objection was presented by anybody. 


SANTA FE LEASE ACQUISITION 


The Commission, by division No. 4, in finance docket No. 
5188, Control of Rocky Mountain & Santa Fe by Atchison, 
Topeka & Santa Fe Railway Co., mimeographed, has approved 
and authorized the acquisition proposed. Chairman Eastman 
dissented. The Santa Fe owns the stock of the Rocky Moun- 
tain, except directors’ qualifying shares. The latter owns a 
little more than 100 miles of the Santa Fe system in New 
Mexico. The parent company held the property under lease, 
which expired on July 1, 1925. The proposal was to make a new 
lease for 10 years from July 1, 1925, renewable from year to year 
and terminable at the option of either party on 90 days’ notice 
in writing. 
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February 20, 1926 | 


SUSPENDED TARIFFS 


In I. and S. No. 2597, the Commission has suspended from 
February 15 until June 15 schedules as published in supplement 
No. 4 to Howard’s I. C. C. No. H-711. The suspended schedules 
propose to assess baggage charges on all baggage checked in 
regular baggage car service, belonging to passengers traveling 
in special, private or chartered cars to which special baggage 
car equipment is assigned. Such baggage is at present carried 
without additional charges when not in excess of 150 pounds per 
passenger. , 

In I. and S. No. 2598, the Commission has suspended from 
February 15 until June 15 certain schedules as published in 
Leland’s I. C. C. No. 1804. The suspended schedules propose 
to change the mileages used in connection with distance rates 
on cottonseed, carloads, between Cairo, Ill., and various points 
in southeastern Missouri. 

In I. and S. No. 2599, the Commission has suspended from 
February 15 until June 15 schedules published in supplements 
Nos. 15, 16 and 17 to St. Louis-San Francisco I. C. C. No. 8209. 
The suspended schedules propose to increase the carload mini- 
mum weight on plaster and articles taking same rates from 
30,000 and 40,000 pounds to 60,000 pounds when from Oklahoma 
producing points to certain points in Kansas, Nebraska and Okla- 
homa. The following is illustrative: 


From Southard, Okla., to Beatrice, Neb., present minimum 30,- 
000, proposed minimum 60,000; to Manhattan, Kans., and Darrow, 
Okla., present minimum 40,000, proposed minimum 60,000. 


In I. and S, No. 2600, the Commission has suspended from 
February 15 until June 15 the schedules as published in the fol- 
lowing tariffs: The Denver & Rio Grande Western R. R. Co., 
I. C. C. No. 221; Union Pacific Railroad Company, I. C. C. No. 
3639; E. B. Boyd, agent, Supplement No. 39 to I. C. C. No. A-1468, 
and Supplement No. 7 to I, C. C. No. A-1584. The suspended 
schedules propose to revise the rates on grain and grain prod- 
ucts, carloads, from points in Idaho, Oregon and Utah to points 
in the southwest, and to points in Alabama and Mississippi; 
they also propose to restrict the routing so as to prohibit the 
movement of this traffic through the state of Texas. The pro- 
posed adjustment would result in both increases and reductions. 
The following will serve to illustrate: 


Wheat: From Ogden, Utah, to New Orleans, La., present 17, 
proposed 81; Shreveport, La., present 81144, proposed 78; Vicksburg, 
Miss., present 77, proposed 78. 

The Commission, in I. and S. 2601, has suspended supple- 
ments 55 and 56 to Dearborn’s I. C. C. No. 1, from February 18 
to June 18. The suspended schedules propose to assess charges 
for ice in excess of 7,500 pounds placed in the body of cars, at 
point of origin, when loaded with vegetables or other perishable 
freight originating on the Pacific coast and at southern points, 
on the basis of the freight rate applicable on the lowest rated 
commodity in the car. 


The Commission, in I. and S. 2602, has suspended from Feb- 
ruary 19 to June 19. Speiden tariffs proposing to increase com- 
modity rates on green and green salted hides, carloads, from 


Mississippi Valley territory to Trunk Line and New England des- 
tinations. 


UNCONTESTED FINANCE CASES 


The Atlantic Coast Line has been authorized to assume 
obligation and liability in respect of $5,000,000 of equipment trust 
certificates to be sold to J. P. Morgan & Co. of New York at not 
less than 97% per cent of par and accrued dividends. The pro- 
ceeds are to be used in the purchase of 45 locomotives, 2 mail 
cars, 30 mail cars, 5 mail and baggage cars, 10 passenger and 
baggage cars, 26 passenger coaches, 500 box cars, 500 gondolas 
and 300 coal cars. The estimated cost of the equipment to be 
bought is $6,400,000. 

_The Commission has authorized the Los Angeles Junction 
Railway Company to operate, in interstate commerce, under 
trackage rights, that part of the Vernon spur of the Los Angeles 
& Salt Lake, extending from Downey boulevard to Boyl avenue 
In Los Angeles county, California. 

The Yale Short Line Railroad Company has been authorized 
to operate, in interstate commerce, a line of railroad, 12.52 miles 
long, in Clark, Cumberland and Jasper counties, Illinois, extend- 
ing from Casey to Yale. The line to be operated is part of the 
Chicago, Peoria & St. Louis, the complete abandonment of which 
the Commission authorized. It has been cut up into segments, 
so that its operation will be continued, although not as an entity. 

The Commission has authorized the Pennsylvania Railroad 
Company to acquire control of the Western Allegheny Railroad 
Company by. the purchase of its capital stock. 

The Commission has authorized the Union Pacific to con- 
struct a branch, about ten miles long, in Goshen county, Wyom- 
ing, from a point near Yoder in a southerly direction. 

Authority has been given the Oklahoma & Rich Mountain 
Railroad Co. to build a line, in LeFlore county, Oklahoma, ex- 
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Page to a connection with the St. Louis-San Francisco at Tali- 
hina, a distance of approximately 35 miles. The company has 
also been authorized to retain excess earnings. 

The Commission has authorized the Pennsylvania-Castle- 
man Valley Railroad Co. to issue $2,500 of common capital stock, 
each share to have a par value of $50. 

The Inter-Mountain Telephone Company has been authorized 
to acquire the properties of the Holston Telephone Company. 

The Commission has authorized the Orange & Fredericks- 
burg Railroad Co. to acquire and operate a railroad in Orange 
and Spottsylvania counties, Virginia, extending from Fredericks- 
burg to Orange, a distance of a little more than 37 miles, and 
to retain excess earnings. 


FINANCE APPLICATIONS 


The Venice, Englewood -& Southern Railway Co. has ap- 
plied to the Commission for authority to construct a thirteen- 
mile line from a point on the Seaboard Air Line at Venice, 
Sarasota county, Florida, to Englewood. The construction is to 
be financed by the Seaboard. The plan of the latter contem- 
plates the eventual extension of the line to a connection with 
the Charlotte Harbor & Northern in Charlotte county, only a 
few miles from the proposed end of the new line. The whole 
project, when completed, the applicant said, would result in a 
shortening of the Seaboard’s gulf line. The Seaboard intends 
to acquire the applicant by the purchase of stock and/or lease. 
Eighteen months is the time specified in the application for 
the completion of the line, which is intended to furnish railroad 
facilities for new developments in that part of Florida. Among 
the developments mentioned is a 27,000-acre track in which the 
Brotherhood of Locomotive Engineers, according to the applica- 
tion, is interested. 

The Port St. Joe Dock & Terminal Railway Co. has asked for 
authority to extend, for five years, from September 15, 1925, 
$500,000 of its first mortgage 6 per cent gold bonds and $2,000,000 
of its refunding mortgage gold bonds. 

The Apalachicola Northern has asked for authority to ex- 
tend, for five years, the maturity date of $2,000,000 of its 5 per 
cent gold bonds. 


The Norfolk & Portsmouth Belt Line has asked for authority 
to issue a one-year promissory note for $40,000 at 5% per cent, 
the funds to be procured by means of that note from the Norfolk 
National Bank, to be used for current miscellaneous expenses. 

The Seaboard Air Line Railway Company has asked for 
authority to renew and extend the payment of, and to pledge 
with the Guaranty Trust Company of New York, corporate trus- 
tee of the first and consolidated mortgage, equipment trust ob- 
ligations totaling $551,250, against which it is proposed to draw 
down deposited cash held by the corporate trustee in reimburse- 
ment of the applicant’s treasury. 

The Chicago & Eastern Illinois has applied for authority to 
issue and sell $930,000 of 5 per cent equipment trust certificates 
to Kuhn, Loeb & Company at 99% per cent of par in connection 
with the acquisition of 500 hopper cars at a cost of $1,250,000. 

The Minnesota Western Railroad Company has applied for 
authority to sell $1,140,000 of 6 per cent gold bonds to stock- 
holders at not less than 90 cents on the dollar to finance com- 
pletion of the company’s line between Lake Lillian and Dawson, 
Minn., a distance of 57 miles. 


The Wichita Falls & Southern Railroad Company has applied 
for authority to issue 5% per cent notes aggregating $86,738.21 
to the American Car & Foundry Company in connection with 
purchase of 50 box cars. 

The Pittsburgh & West Virginia Railway Company has ap- 
plied to the Commission for permission to issue equipment trust 
certificates amounting to $2,000,000, at 4.5 per cent and to sell 
them to Dillon, Read & Co. at 97.49 per cent of par and accrued 
dividends, the proceeds to be used to acquire 400 hopper cars, 
700 gondolas, 300 composite gondolas and 6 cabooses, at an esti- 
mated cost of $2,450,000. 

The El Dorado & Wesson Railway Company has asked for 
a certificate of public convenience and necessity to construct an 
extension from Edgar to Lisbon, Ark., a distance of about 15 
miles, in Union county. The extension is intended to provide 
transportation facilities for a new oil field that is being devel- 
oped in that county. 

The Chesapeake & Ohio has applied for authority to con- 
struct an extension of its line from a point near Edwight to 
Surveyor, W. Va., to be known as the Marsh Fork extension, 
a distance of about 19.5 miles. The extension is to be built to 
enable the applicant more economically to transport westbound 
coal originating in that part of the New River coal district on 
the headwaters of the Marsh Fork of Coal River in the vicinity 
of Surveyor and the eastbound coal originating on the Marsh 
Fork extension of the Cabin Creek branch in the vicinity of 
Edwight. The territory through which the proposed extension 
will run is now without railroad service. 

The Twin Branch Railroad Company has applied for author- 
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ity to construct a line, seven miles long, in St. Joseph county, 
Indiana. 

The Kansas, Oklahoma & Gulf Railway Co. has presented a 
form of financing, for the approval of the Commission, which 
it claims will enable it to have its property taken out of the 
hands of the receiver and give it sufficient funds and such a 
financial and physical structure as will enable it to function as 
an efficient and economical unit of transportation. It has asked 
for authority to issue $1,410,000 of 6 per cent collateral notes 
to the Director-General of Railroads in exchange for a like 
amount of government lien notes; $4,000,000 of first mortgage 6 
per cent gold bonds, of which $1,999,000 are to be sold at par 
and the proceeds used for additions and betterments, and $2,001,- 
000 to be given to the Director-General as collateral security 
for the first mentioned note. 

It further desires to issue $2,845,326 of 6 per cent, series A, 
preferred stock, cumulative from January 1, 1926, in exchange 
for a like amount of 6 per cent, series A, bonds; $281,919 of 
series B 6 per cent non-cumulative preferred stock in exchange 
for a like amount of cumulative series B bonds; and $5,785,550 
series C 6 per cent non-cumulative preferred stock in exchange 
for a like amount of series C bonds. 

The Baltimore & Ohio has asked for authority to issue 
$6,125,000 of refunding and general mortgage 6 per cent bonds 
to be used in refunding a like amount of the company’s Pitts- 
burgh Junction & Middle Division first mortgage 3.5 per cent 
gold bonds. 


PETITIONS FOR REHEARING, ETC. 


The Pennsylvania Railroad Company has asked the Com- 
mission for modification of certain passages of its report in I. 
and S. No. 2086, absorption of switching charges at Portsmouth, 
Va. 

The respondents in I. and S. No. 2444, cheese from Iowa, 
Minnesota and Wisconsin to Illinois and Wisconsin, have asked 
the Commission for postronement of the effective date of the 
order, and reargument before and reconsideration by the entire 
Commission. 

The St. Louis Independent Packing Company, Krey Pack- 
ing Company and Heil Packing Company have asked the Com- 
mission to reopen docket No. 14771, John Morrell & Company 
et al. vs. New York Central et al., and other cases embraced 
in the report, for the purpose of reargument. 

Agent R. H. Countiss has asked the Commission, in No. 
13211, West Coast Lumbermen’s Association et al. vs. Abilene 
& Southern et al. and related cases, for extension of effective 
date of the order for at least sixty days from March 20, 1926. 

In a supplemental petition filed with the Commission in No. 
16161, and Sub-Nos. 1 and 2, Lone Star Gas Company vs. Santa 
Fe et al., the complainant has asked for rehearing. 

The complainant in No. 15147, William Cameron & Company, 
Inc., vs. Abilene & Southern et al., has asked the Commission 
for reargument in that the cases bracketed with it, namely, No. 
13211, West Coast Lumbermen’s Association et al. vs. Abilene 
& Southern; No. 15214, the Lumbermen’s Association of Texas 
vs. Abilene & Southern et al., and No. 15357, Wichita Board of 
Commerce vs. Atchison, Topeka & Santa Fe. 

The Rochester Chamber of Commerce has asked the Com- 
mission to open No. 15006, anthracite coal investigation, to be 


heard with respect to findings in supplemental report, 104 I. C. C. 
514. 


PARTLY ROUGH GRANITE RATES 


E. W. Cox of the Mid-West Service Company, Fort Wayne, 
Ind., in connection with the report of Examiner Paul O. Carter 
on No. 16046, B. C. Southworth & Son et al. vs. New York, New 
Haven & Hartford, Director-General et al. (Traffic World, Feb- 
ruary 13, p. 430), makes the point that the complainant did not 
contend that the granite shipped from Quincy Adams, Mass., to 
Plymouth, Ind., and Keokuk, Ia., was rough granite, as stated, 
but that the shipments were of granite partly rough and partly 
polished and that the rates imposed were illegally assessed. 
The examiner recommended dismissal on a finding that the 
commodities shipped were not rough quarried granite or sawed 
granite but partly polished and partly dressed, which brought 
them within the description of the commodities on which the 
fifth class rates were applicable. Exceptions to the examiner’s 
proposed report have been filed. 


ITALIAN CLAIMS DISMISSED 


The Commission has dismissed No. 12576, Italian Govern- 
ment Commission vs. Director-General, as agent, Baltimore & 
Ohio et al., five sub-numbers having the same title, and No. 12585, 
Italian Government Commission vs. Director-General, as agent, 
and Philadelphia & Reading Railway Company, because no good 
cause was shown by the Italian government why they should 
not be dismissed. Notice to show cause, within ten days, was 
served in the first-mentioned line of cases on October 26, 1925, 
and on the other case on October 25, 1925. They had been held 
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in abeyance, as to the first group of cases, since June 20, 199) 
and as to the last-mentioned case since November 1, 1921. 

Nothing more than the formal announcement was made by 
the Commission, The records in the cases showed that in the 
summer of 1921 the Italian commission in this country askeq 
for the postponement of hearings because it had not been able 
to assemble the material needed for the formal hearings. Prior 
thereto, the records showed the commission had been negotiat. 
ing with the United States Railroad Administration and with 
the traffic officials of the various railroads with a view to having 
the claims settled. : 

Storage charges imposed on war supplies bought by the 
Italian government from American manufacturers between May 
1, 1916, and February 28, 1920, the Italian government commis. 
sion asserted, were unreasonable. In the informal conferences 
with the Railroad Administration the claim was made that the 
storage charges were made without tariff authority and, there. 
fore, were in the nature of overcharges. Much, if not all, of the 
storage was ground storage for which warehouse storage rates 
were collected. 

French government claims of that sort were passed upon 
by the Commission and large awards of reparation were made, 
They were handled by American lawyers. The Italian claims, 
apparently, were handled by Italian officials, without the assist- 
ance of American lawyers. 





PUBLISHERS DISSATISFIED 


The American Newspaper Publishers’ Association has asked 
the Commission to reconsider its petition to be made a party to 
No. 9200, the railway mail pay case. In a statement the asso- 
ciation makes a point, in a statement about the matter, that 
the Commission, without hearing or argument, rejected the peti- 
tion, as requested by the carriers in their motion to dismiss. 
The publishers expressed the opinion that the dismissal was 
based on errors of fact and law. They contended, among 
other things, that the declaration of the railroads that the gov- 
ernment had always had a monopoly in the business of collect- 
ing, handling, and distribution of the mails was not accurate 
because it was in competition with other distributing agencies. 
For that reason, among others, the publishers believe they have 
a right to intervene and be heard to show the government does 
not have a monopoly and that the government, where it has a 
monopoly, so uses it not only as to injuriously affect the public 
in general, but the petitioner’s members in particular. 

The petitioning publishers claim that the Commission, con- 
trary to the contention of the railroads, not only has the author- 
ity to inquire into the practices of the Post Office Department 
in the handling of the mails, but that it has been intrusted by 
Congress with the duty to do so. They make a point of what 
they assert to be the fact that the Post Office Départment today 
uses almost exclusively the most expensive transportation it 
could buy for any commodity to transport the cheapest as well 
as the bulkiest of all commodities it handles. 

The Commission, in the handling of the case, has dealt with 
it as if it were a dispute between a shipper of the mails and the 
carrier performing service for such shipper and that the pub- 
lishers could not come within its intervention of rule, the main 
part of which is that one who desires to intervene must be 


such a one as also has a right in his own name to file such a 
complaint. 


SOUTHEASTERN OIL ATTACK 


Attorneys for the Transcontinental Oil Company have pre- 
pared a complaint, directed against the Alabama & Vicksburg 
and other carriers participating in oil rates from Texas and 
Oklahoma to southeastern and Carolina territory, which is 
acknowledged to be an attack on the whole structure, such as 
the Commission seemed to have invited by its observations in 
connection with its dismissal of No. 15373, Piedmont Oil Co. vs. 
Alabama & Vicksburg et al., mimeographed (Traffic World, No- 
vember 7, p. 1112). Fayette B. Dow, W. W. Klingensmith, Willis 
Crane and Harry §S. Elkins, the attorneys, assailed the rates from 
Bristow and Boynton, Okla., and from Fort Worth and Hodge, 
Tex., to all states in southeastern and Carolina territory as being 
unjust, unreasonable and unduly prejudicial. They took the 
trouble to point out the destinations to which shipments were 
made, chiefly gasoline, on which they were making demand for 
reparation and other groups of points, in each state, to which 
the complainant had made shipments. 

The Piedmont case was dismissed, as the Commission said, 
among other things, because it was not broad enough to bring 
in issue the whole adjustment of rates from the southwest to 
the southeast. , 

Nominally the fight is against the through rates, As a mat- 
ter of fact, however, the attack is upon the factors from the 
Mississippi crossings to the destinations in the southeast, al- 
though the pleadings are such that, if the development warrants, 
attention will be given to the factors from the west to the river. 
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RAILROAD LABOR BILL 
The Trafic World Washington Burcais 


The House committee on interstate and foreign commerce 
continued consideration of the railroad labor bill in executive 
session February 12. Reading of the bill was completed. 

The committee continued its consideration of the bill Feb- 
ruary 16. Chairman Parker said it would be reported this week 
with few changes in it. Chairman Parker and Representatives 
penison, Newton, Barkley and Rayburn, representing the House 
committee, conferred the preceding day with the Senate inter- 
state commerce committee on the bill. The Senate committee 
was advised that the House committee would report the bill 
practically without change. No final action was taken by the 
Senate committee. 

Arrangements were made by House leaders this week to set 
aside February 23 and 24 for consideration by the House of the 
railroad labor bill. The House committee on interstate and for- 
eign commerce held an executive session on the bill February 
16, at which Alfred P, Thom, general counsel of the Association 
of Railway Executives, and Donald R. Richberg, general counsel 
for the organized railway employes, were present. Proposed 
changes in the bill were discussed with the spokesmen for the 
railroad managements and the organized employes. 

Representative Hoch, of Kansas, has urged an amendment 
to the bill providing, in effect, that awards of boards of arbitra- 
tion shall have the same status as wage agreements arrived at 
between the parties by conference. It was understood that Mr. 
Hoch contended such an amendment was necessary so that the 
Commission, in considering a petition for increased rates, could 
take an arbitration award providing for increased pay into con- 
sideration just as it would take into consideration an agreement 
for increased pay reached by the parties. Mr. Hoch’s thought 
appeared to be that’ because, under the terms of the bill, an 
arbitration award would be binding on both parties, the Commis- 
sion would have to accept the award in considering petitions for 
rate increases whether or not in its opinion the increase in 
wages was a justifiable expense to be passed on to the public. 

The House committee, late February 17, completed consid- 
eration of the bill. Although no formal vote was taken, the 
committee agreed on the bill as submitted by the railroad mar- 
agements and railroad employes, with a few changes not regarded 
as affecting the main provisions. Final formal action on the Dill 
was to be taken by the committee Friday, after which it was to 
be favorably reported to the House. 

The committee rejected the amendment proposed by Repre- 
sentative Hoch with reference to arbitration awards. 

An amendment providing that the members of the Labor 
Board and its employes shall be paid for thirty days after enact- 
ment of the bill was adopted. The bill abolishes the board as 
of date of passage. 

An amendment was adopted providing that terms of mem- 
bers of the Board of Mediation shall be five years, instead of 
seven, as provided in the bill submitted by the railroads and 
employes. 

The railroad labor bill as revised by the House committee 
on interstate and foreign commerce was introduced in the House 
by Chairman Parker of the committee, the number of the Dill 
being H. R. 9463. This procedure was followed so that the com- 
mittee could report the bill to the House without amendment 
and thus eliminate the necessity for taking up the committee 
amendments on the floor of the House. 

A favorable report on the railroad labor bili was adopted 
February 19 by the House committee. A motion to report the 
bill was adopted without objection. No record vote was taken. 


MONEY FOR LABOR BOARD 


The Traffic World Washington Burcau 


An appropriation of $285,220 for the Railroad Labor Board 
for the fiscal year ending June 30, 1927—the amount recom- 
mended by the Bureau of the Budget—is carried in the inde- 
pendent offices appropriation bill reported by the House com- 
mittee on appropriations February 15. For the present fiscal 
year, $296,805 was appropriated. In its report on the bill the 
committee did not discuss the appropriation recommended for 
the Labor Board. 

L, M. Parker, secretary of the board, appeared before the 
committee when the Budget estimate was under consideration. 
Mr. Parker said that when the railroad labor bill, which would 
abolish the board, was introduced, the board “slacked down a 
little bit, especially in connection with matters affecting wages, 
because it is thought that if the board is abolished that matter 
Should be up to the new board.” He said the board did not say 
that, but that he was expressing his own opinion. 

In the course.of his testimony Mr. Parker remarked that 
the Pennsylvania was the worst offender with respect to ignor- 
ing the Labor Board. 

‘There was considerable discussion about action of the board 
baying the operator of its telephone switchboard $1,700 a year. 
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Some of the committee members thought that was rather high. 
The Bureau of the Budget recommended that it be cut to $1,500. 
Mr. Parker thought $1,500 would be ample for the services of 
the operator. He said the operator had received $1,500 and that 
one day he received a note to the effect that the board had 
increased the salary $200. 

If the railroad labor bill is passed at this session of Con- 
gress, the Labor Board will be abolished before the appropria- 
tion recommended could be used. 


LABOR BOARD HEARING 


That the strike vote taken on the Texas Pacific among the 
engineers, firemen and trainmen, had been favorable to striking 
was indicated at the hearing of the dispute of those employes 
as to whether they or employes of the Missouri Pacific should 
operate Missouri Pacific trains run over the track jointly oper- 
ated between Alexandria and Gouldsboro, La., before the Railroad 
Labor Board, February 12. 

It was the position of the men that, on the basis of a series 
of agreements running from 1914 to date, that the employes of 
the T. & P. should operate the Missouri Pacific trains over the 
joint track. They pointed out that, through the course of the 
agreements, the matter had been left to the officers of the labor 
organizations to decide, and that they had said that T. & P. men 
should operate all trains. The men also pointed out that em- 
ployes of a like class on the Missouri Pacific were willing that 
T. & P. engineers, firemen and trainmen should handle M. P. 
trains over the joint track. 

J. L. Lancaster, president of the Texas Pacific, said the 
Texas Pacific was powerless in the matter, though it was the 
management struck against. He said the road could do nothing 
even if the strike were successful, because it could not control 
the employments made by the Missouri Pacific. He said the 
joint track operation was the result of a contract under which 
the Missouri Pacific had the right to run its own trains with 
its own crews over the joint track. He pointed out that, since 
the beginning of the contract, there had been partial departures 
from it by the M. P., allowing T. P. men to run some crews on 
M. P. trains under organization agreements. 


CONSOLIDATION OF RAILROADS 


The Traffic World Washington Bureau 


With Senators Cummins, Couzens, Goff, Sackett and Wheeler 
present, Alfred P. Thom, general counsel of the Association of 
Railway Executives, began his testimony on proposed railroad 
consolidation legislation before the Senate interstate commerce 
committee February 16. 

Mr. Thom said he would not discuss the advantages of con- 
solidation because he assumed, from enactment by Congress of 
the present consolidation law and from the President’s remarks 
on the subject, that there was in existence an accepted policy 
that the railroads should be consolidated on wider and proper 
lines. He read from an article on railroad consolidation, writ- 
ten by Walker D. Hines for the Harvard Business Review in 
1923, in which Mr. Hines pointed out some of the advantages 
that would accrue from consolidation. Senator Cummins said 
he intended to call Mr. Hines as a witness. 

The Association of Railway Executives, Mr. Thom said, 
passed a resolution October 23, 1925, for his guidance in appear- 
ing for the association before the committee. The resolution 
declared for permissive and not compulsory consolidations, with 
power in the Commission to approve or disapprove proposed con- 
solidations, and, if necessary, to permit a consolidation with 
modifications or On conditions, The resolution said, if the 
modifications or conditions were found to be impracticable, or 
the terms on which they could be carried out were found to be 
unreasonable, the right should be reserved to submit the facts 
to the Commission, which should have the power to consider the 
proposed modifications and conditions anew in the light of the 
facts, and to modify them, annul them, or prescribe terms on 
which they might be availed of. The resolution also declared for 
federal methods and machinery which might be availed of to 
carry into effect any consolidation which was approved and DPer- 
mitted by the Commission. The resolution also declared for a 
report to Congress by the Commission, at the expiration of a 
given term of years, of what had been accomplished at that time 
in the way of consolidations, and the Commission’s recommenda- 
tions, in the light of conditions then existing, of further pro- 
ceedings. 

Senator Wheeler raised a question about strong roads taking 
over weak roads, and Mr. Thom said the executives had that in 
mind when they suggested that the Commission have power to 
authorize consolidations on certain conditions of which the roads 
might avail themselves. 

Mr. Thom said it’ was essential that Congress create ma- 
chinery by which any authorized consolidation could be carried 
through. The railroads objected, Mr. Thom said, to the pro- 
vision in the Cummins bill providing for condémnation of the 
physical property of a carrier by another carrier. He thought 
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such a provision in the law would create consternation among 
owners of railroad properties and greatly affect railroad credit. 

Assisted by the law committee of the association, Mr. Thom 
said he had prepared a draft of a bill to carry out the policy of 
Congress. He said the bill had been under study for two years 
and that the problems involved in consolidations had been con- 
sidered from many angles. He said the bill was not drafted for 
introduction in Congress, but that he hoped that Senator Cum- 
mins would adopt many of the suggestions in the bill. He be- 
lieved that, so far as general principles were concerned, there 
were a great many things in common in the bill and in Senator 
Cumming’ bill. 

Mr. Thom remarked that in the Commission’s bill no pro- 
vision was made for the creation of machinery to carry con- 
solidations into effect. Senator Cummins said the Commission 
bill had not been introduced in Congress and that it was not 
before the committee. He said he did not know that the Com- 
mission bill ever would be introduced. 

Mr. Thom said he was not appearing in any contentious or 
critical spirit and wished to be helpful in commenting on the 
Cummins bill, He made the point that the definition of railway 
property in the Cummins bill should be made to include non- 
carrier property, so that all property accumulated by a railroad 
company could be included in a consolidation, if that was desired. 
He believed that the first consolidations that would be effected 
after Congress had acted would be those of large existing com- 
panies obtaining control of other companies—that new compa- 
nies would not be created, but that such systems as the Santa 
Fe, the Union Pacific, the Pennsylvania and the New York Cen- 
tral, for example, would acquire other properties, and that in 
some instances the properties would be subsidiaries. 

Senator Cummins indicated he had no objection to the bill 
defining property, as desired by Mr. Thom, except that he said 
he would not agree to the value of the non-carrier property being 
included for rate-making purposes. Mr. Thom said the present 
law on that point would be applicable to the non-carrier prop- 
erty no matter who owned it. 

Mr. Thom said, if the policy of consolidation was to be 
justified, it must be justified by the beneficial effect on the 
transportation systems through making them stronger. Senator 
Cummins remarked he did not wish to make any strong road 
weak as the result of consolidation. Mr. Thom said his point 
was that the strength of a strong road should not be diluted by 
being compelled to take in weak roads. He said such roads 
would not be taken in except on terms that were commercially 
justifiable. He said he was told by one of the most important 
railroad men in the country that, if the railroads now operated 
by his company were separated into their original parts, hardly 
one would be self-supporting, while operated together they 
formed one of the strongest systems in the country. This was 
stated in connection with discussion as to whether strong roads 
would take over weak roads, Mr. Thom making the point that 
weak roads in many instances could be made valuable feeders 
to stronger roads. 

Senator Wheeler expressed fear that consolidation would be 
proposed for the financial benefits that would accrue to those 
controlling the companies, rather than for the public interest, 
and mentioned the Nickel Plate merger in that connection. Mr. 
Thom believed that the railroads would be governed by a broad 
conception of their duty to the public interest when proposing 
consolidations. 

Mr. Thom did not put his bill in the record, indicating he 
would use it simply as a basis for discussion in connection with 
the Cummins bill. He was to resume his testimony later, 


Mr. Thom resumed his testimony before the Senate commit- 
tee February 18, comparing provisions in the draft of the bill 
prepared by counsel for the railroads and the Cummins bill. He 
pointed out that, with reference to procedure, there was much in 
common between the two measures. He was to take up sharp 
points of difference later. 


Senator Wheeler, of Montana, said he had been studying the 
Nickel Plate merger case and that he did not think the Com- 
mission should permit a merger of that kind. He said he would 
not want to vote for a bill for consolidation unless it provided 
of elimination of what he believed were objectionable features 
of the Nickel Plate merger. He asked Mr. Thom whether he 
would have any objections to adding such provisions to the Dill. 


Mr. Thom said he would like to confer with his associates 
before he answered such an inquiry. He said he had not studied 
the Nickel Plate case; in fact, that he had purposely kept out of 
the case. He did say, however, that the Cummins bill and the 
railway executives’ bill eliminated from the consideration of the 
Commission mere private rights which he said should be settled 
in the courts and not before the Commission. He said it seemed 
to him that the spectacle before the country of a hot controversy 
before the Commission based almost entirely on an assertion of 
private rights had been very unfortunate, the reference being to 
the attack of the minority stockholders in the Nickel Plate case. 
He said the Commission was not the place for the assertion of 
private rights, and that only questions relating to the public in- 
terest should be passed on by the Commission. He said there 
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ought to be a place for dissatisfied owners of stock to go an 
that that was in the courts—that dissenting minority stockhold 
ers should be relegated to a tribunal other than the Commission, 
He referred to the decision in the Nickel Plate case as having 
been delayed for six months, although he did not name the “a= 
specifically, and indicated it was his belief that if the issue ro 
been restricted to what was in the public interest the case could 
have been decided long ago. 

Mr. Thom pointed out that the Cummins bill set forth wha; 
a petition for authority to consolidate or unify properties should 
contain. He said his bill would let the Commission determine 
what such a petition should contain. 

Senator Couzens at this point in the discussion declared that 
Congress left too much latitude “to these damned bureaus anq 
commissions.” Senator Wheeler said he agreed with that 
sentiment. 

Mr. Thom pointed out that the Cummins bill required the 
Commission to find, in approving a consolidation, that it would 
be in the public interest. He said his bill simply required that 
the Commission find that the public interest would not be ad- 
versely affected. He believed if the provision were stated that 
way, it would be simpler for the Commission. However, he said 
oo not contending for the exact language of his bill on that 
point. 

Chairman Watson and Senators Sackett, Wheeler, Cummins, 


Smith, Pittman, Howell, Couzens and Fernald attended the hear. 
ing on February 18. 


WOULD HOLD UP NICKEL PLATE CASE 


Senator Wheeler, of Montana, has introduced a resolution 
calling on the Commission to withhold its decision in the Nickel 
Plate merger case and cases of a similar nature until Congress 
has amended the consolidation provisions of the transportation 
act. The resolution was referred to the Senate interstate com. 
merce committee. The text of the resolution follows: 


Whereas, there is now pending before the Interstate Comm 
: : s e 
Commission the application of the New York, Chicago & St. Laue 
Railroad Company and other common carriers, looking to their 
common control and consolidation; and 
_ Whereas, there are now before Congress for consideration ccr- 
} erplace nancengior len = one to a commerce, dealing with 
s under which consolidati er’ 
a effectuated; pose ons of railway property may 
ereas, decisions by the Interstate Commerce Commission 
os above mentioned application of the New York, Chicago & st 
ol oF Go ae and —— prior to the expression of the 
ress may a i ; 
Gums bce y versely affect the public interest; 
Resolved, That the Interstate Commerce be and it is hereb 
requested and directed to withhold decision on the said pete 
cation or others of the same nature until Congress has by amend- 
ments to the act to regulate commerce, resulting from pending 


bills, prescribed the conditions and mean i - 
solidations may be effective. a a 





NON-VOTING STOCK ISSUES 


The Trafic World Washington Bureau 


. President Coolidge, this week, manifested such an interest 
in the question of the policy involved in the issuance of non- 
voting capital stock by a considerable number of large corpora- 
tions that he had Prof. W. Z. Ripley at the White House to 
discuss the subject generally with him. On aceount of the fact 
that Professor Ripley, at the request of the Commission, pre- 
pared the draft of a tentative railroad consolidation plan, that 
the question of non-voting stock has arisen in the Nickel Plate 
merger case, and that a proposal of such character is discussed 
at considerable length in a report written by Examiner Thomas 
F. Sullivan in finance docket No. 5244, stock of the Pittsburgh 
and West Virginia, the President’s interest in the matter at- 
tracted considerable attention at the Commission. 

While no statement was made at the White House as to the 
President’s precise reason for desiring to go into the subject, 
the fact that he talked with Professor Ripley was taken as 
indicating that he thought considerably about the point the 
professor had made in magazine articles to the effect that, while 
big corporations were inviting their employes and the public to 
buy their stock, some of them were taking pointed steps to con- 
trol the companies, as at present, even if they were able to sell 
a large percentage of stock to employes and the public. Pro- 
fessor Ripley made that point in the nature of an answer to 
assumptions by other writers that this sale of stock to employes 
and the public was resulting in a democratization of corpora- 
tions. His views on the point were that, in instances in which 
such control was retained, those presently in control of the 
properties were pointing out a way whereby, notwithstanding 
the declaration to the contrary, it was possible for one to eat 
his cake and still have it. 

Examiner Sullivan, in his report on the proposal of the Pitts- 
burgh and West Virginia to put out non-voting preferred stock 
of a face value of $15,117,600 and an equal amount of common 
capital stock having voting power, in exchange for $30,235,100 
of outstanding common capital stock, each share having a face 
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yalue of $100, the new preferred to have a face value of $100, 
while the voting stock would have a par of $50, said: 


The record indicates that one of the reasons, if not the main 
reason, for the adoption of the proposed plan, is to enable the present 
stockholders to get back a part of their investment through the sale 
of the proposed preferred stock but at the same time to retain con- 
trol of the company. In order to make this stock attractive, pro- 
vision is made for the payment of dividends on a 6 per cent cumu- 
lative basis, but general voting power is withheld. This will result, 
in effect, in the public taking over one-half of the investment in the 
company but without the right of participation in its management. 
such an arrangement does not appear to be compatible with the pub- 
lic interest and the Commission’s order herein should authorize the 
issue Of the preferred stock only on the condition that it shall be 
accorded the same voting power as the common stock. 

There appears to be no sound reason of record, or otherwise, 
for the proposed reduction of the par value of the common stock 
from $100 to $50 per share. The applicant should therefore be au- 
thorized to issue $15,117,500 of new common stock of the par value 
of $100 per Share, and its plan should be modified to provide for 
the exchange of one-half share of new common and one-half share 
of new preferred for each share of common stock now outstanding. 


MERCHANTS ACT ON RAIL BILLS 
The Traffic World New York Bureau 


Action has been taken by the merchants’ association on 
two railroad bills in Congress. The bills were taken up by the 
directors, on a report made by Charles S. Keene, director of the 
American Tobacco Company, who is chairman of the association’s 
committee on transportation. 

One bill acted on, according to the committee’s recommenda- 
tion, was the Morrow bill, which would enable any railroad to 
construct any new line or make an extension of any old line, 
irrespective of public necessity. The committee advised that 
this bill be opposed, and the directors so ordered. ; 

The other proposal considered favors giving the railroads 
ihe right to follow their own business judgment with respect to 
consolidation with other carriers, subject only to the preserva 
tion of such competition and individuality as may be in the pub- 
lic interest. In order to bring this about, it would be necessary 
to repeal that part of the interstate commerce act which re- 
quires the Interstate Commerce Commission to lay down a def- 
inite plan for the consolidation of all the railroads in the coun- 
try into a limited number of systems. Such legislation was 
indorsed by the board. At the same time, the directors opposed 
the mandatory features of the Cummins bill, which would com- 
pel consolidation at the end of three years if it had not been 
voluntarily effected at that time. 





MOTOR VEHICLE REGULATION 


Objections to Senate bill S-1734, introduced by Senator Cum- 
nins, for the regulation of motor vehicle common carriers, have 
been set forth by the New England Traffic League in a circular. 
The circular says that, while shippers generally have no objec- 
tion to regulation, ill conceived regulation, having its birth 
in immature findings, would strangle promising developments 
in the industry. It says the bill was not drafted by anyone 
familiar with shippers’ requirements for motor truck service 
and that no provision is made for the separation of the bus 
from the truck, though, in the opinion of the league, the work 
of each is so different that they require separate legislation. 

The circular states the objections by sections. The constitu- 
tionality of section three is questioned; section four is said to 
be illegal in that, under it, the certificate of an operator already 
in business may be taken away and the operator put out of 
business, contrary to the fourteenth amendment. It says that 
section five of the bill would allow a railroad-owned trucking 
frm to eliminate all competition in a given district, and that 
section six is further monopolistic. Further objections are that 
it might create a condition where it would be difficult, if not 
impossible, to obtain a motor truck for industrial work for 
emergency purposes. The bill contemplates, according to the 
circular, that no operator can enlarge his fleet without permis- 
sion of the board, a condition that would put the motor truck- 
Man out of business, though a railroad can hire cars to meet 
peak movements without application to anybody, hiring its cars 
from connections. With relation to section ten, regarding the 
fling of rates, the circular says that, due to the character of 
service rendered, uniform rates by truck are impracticable. It 
Says there is no relation between the cost of trucking and rail- 
toad hauling, It says, also, that there is no great hue and cry 
by shippers for regulation of rates charged by motor carriers for 
hauls intra- or interstate. The statement, in the circular, con- 
tinues as follows: 


_ What the shippers, in general, want is a regular dependable serv- 
Ice by a company that is financially responsible for any goods which 
it may undertake to handle. The Interstate Commerce Commission 
has had no experience in making motor truck rates, and, if given 
jurisdiction of the rates of motor truck companies, it would be many 
years before it could arrive at that point where it could undertake 
to make the rates on a so-called scientific basis. Then, again, it 


might be expected that, considering what they thought the value 
of the service and the advantages offered by the motor truck, re- 
gardless of the cost of operation, the Commission, in order to pro- 
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tect rail revenue, would make the rates higher than there would be 
any justification for, and force the manufacturer to discontinue the 
use of motor trucks, much to their embarrassment. The idea is 
absurd that the Interstate Commerce Commission should regulate 
the rates of motor trucks engaged in interstate commerce. The 
Commission has today more work than it can do now, and is not 
able to render decisions in cases before it, frequently for many 
months, and oftentimes for several years. 


WATERWAYS AND FOURTH SECTION 


The Traffic World Washington Bureau 


The debate in the House on the War Department appro- 
priation bill carrying $50,000,000 for river and harbor improve- 
ments, Representative Moore, of Virginia, asked Representative 
Denison, of Illinois, whether there was any prospect of the 
House committee on interstate and foreign commerce bringing 
in any legislation at this session dealing with the relation of 
railroad rates to water rates. 

Mr. Denison said that was a subject about which there was 
a great deal of controversy and that there was legislation pend- 
ing in Congress pertinent to that issue. He said he believed 
that the legislation was going to be considered and reported 
to the House. He said that, personally, he thought it ought to 
be passed. 

“And personally I think if these enormous appropriations for 
rivers and harbors work are to continue we are doing something 
that is to have a far less value than it ought to have, unless we 
undertake legislation that will insure the maintenance of trans- 
portation by water,” said Mr. Moore. 

“Yes; and to me it is absolutely absurd for Congress to 
continue to appropriate large public funds to improve our rivers 
for the purpose of restoring transportation on the rivers 
and at the same time to allow another branch of the govern- 
ment to put into effect a system of freight rates which will 
destroy water transportation,” said Mr. Denison, who is a mem- 
ber of the House committee on interstate and foreign commerce. 
“T think the time is coming when Congress should adopt a rea- 
sonable course and let us have water transportation.” 


GOODING BILL 


The Gooding long-and-short-haul bill may be taken up in 
the Senate some time next week. Advocates of passage of the 
bill, it was learned, will seek to have the bill called up for con- 
sideration. The bill is now pending on the Senate calendar. 

In a circular headed ‘The Real Menace in the Gooding Bill,” 
G. E. Collinson, manager of the Denver Chamber of Commerce, 
says the bill offers no relief to the farmers and that its enact- 
ment would be a blow to Colorado’s prosperity. The circular 
asks if the Colorado Fuel and Iron Company, whose representa- 
tive opposed the bill at the hearing before the Senate interstate 
commerce committee, with its big expansion program, its pay- 
rolls, and its local purchasing power, is a menace to the state, 
and, if so, should not big industries be invited to stay out of 
Colorado? It asks why should the opening of the Burlington’s 
three-million-dollar machine shop at Denver be celebrated and 
then the property be junked, and whether the junking of rail- 
roads has contributed to Colorado’s prosperity. The circular 
declares that the Gooding bill will not solve Colorado’s rate 
problem, will not reduce rates to Colorado, that it may increase 
rates, and that it is a menace to the manufacturing of the state. 
The remedy, the circular says, seems to lie in the regulation of 
Panama Canal traffic by the Commission, adding that that is the 
thing to work for. 


ESCH ANSWERS ASHBURN 


Commissioner Esch, answering criticisms by Brigadier-Gen- 
eral T. Q. Ashburn, chairman of the Inland Waterways Corpora- 
tion (See Traffic World, February 6, p. 365), suggested that the 
general, in his testimony pertaining to the Gooding fourth 
section bill, might have been discussing something other than 


the bill and that, therefore, he (Esch) misunderstood him. The 
letter follows: 


Permit me to acknowledge receipt of your letter of the 29th 
ultimo, in which you take exception to comments made by me at the 
hearing before the Senate Committee on Interstate Commerce on the 
Gooding bill, S. 575, in regard to certain statements made by you in 
your testimony before that body on the same subject. 

That portion of my testimony before the Senate Committee to 
which, apparently, you most seriously object is that in which I stated 
to the Committee that there was no ground for the statements made 
by you that the railroads had been granted fourth-section relief by 
the Commission to charge lower rates for longer than for shorter 
distances to meet water competitive conditions, and to reimburse 
themselves for losses on the long-haul traffic by charging higher than 
reasonable rates on the short-haul non-competitive traffic. his, you 
state was based upon an erroneous conception of what you said and 


quote in your letter the following as the statement which you made 
before the Committee: 


“that rail carriers have been granted relief from section 4 in 
the past, and may again be, under the law, and authorized to 
charge lower rates for longer than for shorter distances to 
meet water competitive conditions and to reimburse them- 
selves for losses on this traffic by charging higher rates to 
intermediate points than for the full distance.” 


I did not attempt to repeat verbatim the exact language of your 
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testimony, but merely stated what seemed to me to be the sub- 
stance of certain statements which, as I have indicated above, were 
to the effect that the Commission had granted fourth-section relief 
to rail lines “to charge lower rates for longer than for shorter dis- 
tances to meet water competitive conditions and to reimburse them- 
selves for losses on this traffic by charging higher rates to inter- 
mediate points than would have been charged if the lower rates 
were not applied on the competitive traffic.”” I may have gotten the 
wrong impression of what you intended by these statements; and 
from what you now say in your letter, I assume that I did. I must 
confess, however, that I am still unable to see any substantial dif- 
ference between the statement I made to the Committee in regard to 
what I understood you had said with reference to the relief granted 
by the Commission and the above quotation. In other words, in this 
quotation, it is stated that, ‘‘carriers have been granted relief from 
section 4 in the past * * * and authorized to charge lower rates for 
longer than for shorter distances to meet water competitive condi- 
tions and to reimburse themselves for losses on this traffic by charg- 
ing higher rates to intermediate points than for the full distance.” 
This is what I understood that you said to the Committee, but I 
can find nothing to support such a statement. 

It is true that the Commission has granted relief to carriers 
under the fourth section to charge lower rates for longer than for 
shorter distances to meet water competition, and has likewise 
granted similar relief to meet rail competition. This relief included 
authority to maintain higher rates to intermediate points than to 
more distant points, but such relief has not been granted where the 
lower rates to the more distant point did not yield something over 
and above the cost of handling the traffic. There was, therefore, no 
loss sustained by the carrier in operating under these rates. Under 
the present Act, as pointed out in your letter, the Commission is not 
authorized to grant permission to establish a lower rate for a longer 
than for a shorter distance unless such lower rate is reasonably com- 
pensatory; and we have laid down the rule and principle that the 
words “reasonably compensatory” as used in the amended act will 
be held to imply that a rate properly so described must 


(1) cover and more than cover the extra or additional ex- 
penses incurred in handling the traffic to which it applies; 
(2) be no lower than necessary to meet existing competition; 
(3) not be so low as to threaten the extinction of legitimate 
competition by other carriers; and (4) not impose an undue 
burden on other traffic or jeopardize the appropriate return 
on the value of carrier property generally, as contemplated in 
section 15a of the act.” 


This rule His been and is now rigidly applied in granting relief 
under section 4. I am inclined to think from some of the quotations 
made in your letter that perhaps you may have intended to state 
that the carriers in the past have established lower rates to more 
distant than to intermediate points to meet water competition and 
reimbursed themselves for any losses incurred in handling the long 
distance traffic by charging higher rates to intermediate points, 
rather than to charge the Commission with having granted carriers 
relief to establish rates of this character. I am led to this conclu- 
sion by your reference to the case of the Railroad Commission of 
Nevada v. S. P. Co., 21 I. C. C. 329 (345, 351, and 352), wherein much 
of the discussion related to situations which had prevailed prior to 
the amendment to section 4 of June 18, 1910, before which time car- 
riers were at liberty to establish lower rates for longer than for 
shorter distances without the authority of this Commission. If this 
was in fact what you intended to say, I can fully agree with you that 
there were undoubtedly many rates of this character established by 
carriers prior to this amendment. However, no such rates have been 
authorized by this Commission since the passage of that amendment; 
and I do not concede that there is any possibility of such rates being 
authorized unless the Commission should disregard entirely the plain 
provisions of the present law and the rules and principles by which 
it has been governed in the administration of section 4. 


There was one instance referred to in your statement before the 
Committee dn which you asserted that the Commission had granted 
rail lines permission to establish a rate of $2 per ton on manganese 
ore from Mobile, Ala., to the Birmingham district. As pointed out in 
my testimony, however, no such relief was granted by the Commis- 
sion; and I now understand from your letter that your statement in 
regard to this situation was in error. You state that I misapprehend 
your purpose in referring to this rate, and I regret that this should 
have occurred. I think, however, that you will agree that there was 
ample reason for the construction which I placed on your statement. 
Your testimony, as I understood it, was in support of the Gooding 
bill which would prohibit the granting of relief to carriers to estab- 
lish lower rates for longer than for shorter distances to meet water 
competition. Your position, as I understand it, is that the passage 
of this bill will prevent to some extent the destruction of water 
competition; 9nd the situation referred to was mentioned as an 
instance in wnich railroads could destroy water competition if they 
so desired ‘‘on this system of rate making.’’ The only system of 
rate making under consideration was of course the establishment of 
lower rates for longer than for shorter distances to meet water com- 
petition. I naturally assumed, therefore, that the instance mentioned 
was one which you thought could be corrected by the passage of the 
Gooding bill, especially as you also stated that it was one where 
relief had been granted by this Commission to charge a lower rate 
for a longer than for a shorter distance to meet water competition. 
May I add that I am quite sure that the impression I received re- 
garding your statement was shared by others; and in this connec- 
tion, I invite your attention to the fact that Senator Howell of Ne- 
braska, a member of the Committee, questioned me concerning the 
relief said to have been granted in this situation before I mentioned 
it in my testimony. 


You state that you will be glad to have an explanation as to why 
the rate on manganese ore from Mobile to Birmingham was reduced. 
I have made no investigation of the matter and regret, therefore, 
that I am not in position to advise you upon this point. I may say, 
however, that no protest was made against this rate; and there was 
nothing irregular in connection with its establishment which called 
for any action or investigation by the Commission. 


The reduction was made in the manner prescribed by law, that 
is, by publication, filing with the Commission, and posting at stations 
30 days prior to the effective date thereof just as other rates are 
made effective. 

You also refer to a statement in my testimony regarding a situa- 
tion mentioned by you in which a carrier having its own rails from 
the cotton fields in Oklahoma to the port of Galveston has threatened 
to reduce its all-rail rates on cotton to that port to meet rail-and- 
water rates on cotton from the same points of origin to New Orleans 
via rail to Memphis and thence to destination in connection with the 
Mississippi River barge line. This you stated had resulted in the 
service of notice upon the barge line by its rail connections of their 
desire to cancel and withdraw the joint rail-and-water rates. You 
stated further that, “if this withdrawal of joint rates is permitted by 
the Interstate Commerce Commission, it will be only another instance 
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of the adroitness in which the railroads seize every opportunity ¢ 
destroy water transportation. An illustration of the danger lurking 
in the exception clause of the fourth section: The rates already in 
effect are only reasonably conpensatory, as the railroads have claimed 
and have been sustained in this contention by the Interstate Com. 
merce Commission, and if now they be permitted to lower their Yates 
to meet actual water competition, they must be lowered beyond a 
compensatory basis with the sole idea of forcing a rate war involving 
a barge line, reducing its revenues beyond reason.” In commenting 
upon this situation, I pointed out that section 4 did not prohibit the 
withdrawal of joint rail-and-water rates and, therefore, that the 
passage of the Gooding bill would not affect a case of this kind, 

You state that it seems strange to you that I should have mig. 
taken the purpose of your reference to this situation. May I point 
out, however, that it was mentioned in your discussion of a bill pro. 
posed as necessary to prevent the destruction of water competition 
and as “an instance of the adroitness with which the railroads seize 
every opportunity to destroy water transportation’’; and I naturally 
assumed that you fntended it to illustrate a condition for which the 
proposed bill would be an effective remedy. I was also led to this 
conclusion by your further statement that: 

“The extent to which a railroad is justified in competing with 

a lower rate established by joint rail-and-water routes is stil] 

to be determined. It is possible that the Interstate Commerce 

Commission may very soon be called upon to give its inter- 

pretation of the law in this matter.” 

Section 4 is the provision of the interstate commerce law under 
which a question of this kind would most likely be considered. I may 
add in passing that the propriety of and the extent to which an all- 
rail route may be permitted to meet the rates of a joint rail-angq. 
water route has already been considered under section 4 in proceed- 
ings before this Commission. Furthermore, in referring to the rail 
carrier which has threatened to reduce rates on cotton from Okla- 
homa to Galvestion, you stated that these are “reasonably compen- 
satory rates’’ and that if the rail line is permitted to reduce thege 
rates to meet water competition they must be lowered beyond a 
compensatory basis. 

This term “reasonably compensatory’’ is used only in section 4 
of the interstate commerce act. Under all the circumstances, there- 
for, and taking into consideration the fact that the hearing was upon 
the question of a proposed amendment to section 4 that the question 
of competition between all-rail and rail-and-water rates had been 
and in all probability would be considered under that section and 
your use of the terminology employed in that section in referring to 
the present all-rail rates from Oklahoma to Galveston, I think it 
must be admitted that there was some ground for the inference that 
in mentioning this situation you intended to imply that it is one to 
which the proposed amendment to section 4 would have some appli- 
cation. Of course if the committee fully understood that your dis- 
cussion in this situation had no relevancy to the subject of the pro- 
ceeding but was injected merely for the purpose of supporting your 
contention that the railroads are seizing every opportunity to destroy 
water competition, it was of course unnecessary for me to have re- 
ferred to the matter. In any event, I wish to assure you that I had 
no intention of entering into a controversy with you upon the sub- 
ject, and regret that there should have been any misunderstanding 
of our respective positions in the matter. 

I am not quite sure that I fully understand the last three para- 
graphs of your letter in regard to the withdrawal of concurrences. 
As I understan e situation from your statement, there are now in 
effect from points in Oklahoma via rail lines to Memphis and thence 
in connection with the barge line to New Orleans joint through rates 
on cotton published with the concurrence of the rail lines. You 
state that these concurrences could not be withdrawn over your 
protest except by the consent of the Commission. May I point out 
that the withdrawal of concurrence does not of itself result in the 
lawful cancellation of joint through rates. These may be cancelled 
only by appropriate amendment to the schedule in which they are 
published as provided in the Commission’s rules and regulations gov- 
erning the publication and construction of tariffs. If any cancellation 
of the rates with your line was attempted, you would have the right 
under section 15 of the Act to protest such cancellation; and the 
tariff would be subject to suspension under the provisions of that 
section irrespective of whether or not the cancellation had been made 
on ace of a threatened reduction in the rates via some other 
routes. 





CONTROL OF WIRE SYSTEMS 
Acquisition by the government through the Post Office De- 
partment of the telephone and telegraph properties of the coun- 
try is provided for in a bill (H. R. 9275) introduced in the House 
by Representative Shallenberger, of Nebraska, by request. 


LIABILITY ON GRAIN SHIPMENTS 


Representative Denison, of Illinois, has introduced in the 
House a bill (H. R. 9215) to enforce the liability of common 
carriers for loss of or damage to grain shipped in bulk. The 
bill is identical with that (S.3069) introduced in the Senate by 
Senator Willis, of Ohio, the text of which was published in The 
Traffic World of February 13. 





REORGANIZATION OF I. C. C. 


Senator Trammell, of Florida, has introduced the following 
bill (S.3120) providing that the members of the Commission 
shall be appointed from different sections of the United States 
and that not more than one member shall be appointed from 
any one state: 


That the members of the Interstate Commerce Commission 
shall be appointed, one from the New England states, one mem- 
ber from the north Atlantic states, one member from the south 
Atlantic states, one member from the Gulf states, one member 
from the central southern states, one member from the Great 
Lakes states, one member from the central west and southwestern 
states, one member from the northwestern states, one member 
from the Pacific coast states, one member from the central interior 
states, one member from the United States at large. Not more 
than one member shall be appointed from any one state. 

Sec. 2. The terms of the present commissioners shall not be 
affected by the provisions of this act, but the President shall, in 
making appointments to all vacancies that may hereafter occur, 
conform to the requirements set forth in section 1 of this act. 
That the provisions hereof shall not alter or change existing law 
except as herein expressly provided. 
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February 20, 1926 


MONEY FOR I. C. C. 
The Trafic World Washington Bureau 


The House committee on appropriations reported to the 
House February 15 the independent offices appropriation bill 
carrying $6,153,157 for the Commission for the fiscal year ending 
June 30, 1927. This was the amount recommended by the Presi- 
dent in transmitting to Congress the estimates of the Bureau 
of the Budget. It represents a reduction of $700,805 as com- 

red with the amount appropriated for the present fiscal year. 

The total amount proposed in the bill for the Commission 
is divided as follows: Salaries, $139,500; general expenses, 
$2,318,660; Bureau of Accounts, $1,035,269; safety systems, 
3475,000; train control devices, $138,320; locomotive safety in- 
spection, $458,448; valuation of property, $1,427,960; printing and 
binding, $160,000. 

The part of the committee report dealing with the Com- 
mission follows: 


Appropriations for the Interstate Commerce Commission for the 
ensuing fiscal year are recommended in accordance with the Budget 
estimates. An appropriation of $1,189,250 was available for the 
current fiscal year for the Bureau of Accounts, of which it was pro- 
posed to expend $717,665 to. keep the work of that bureau current, and 
$471,585 to bring to date the work required under section 15a of the 
transportation act. The commission was unable to secure competent 
employes and consequently the recapture work under section 15a 
can not be brought to date during this year. The committee therefore 
reommends that the unexpended balance of this appropriation be 
continued available during 1927. In addition to this unexpended 
balance the sum of $1,035,269 is recommended to be appropriated, 
which it is proposed shall be expended as follows: 


To keep the work of the bureau current........cccccccccccecs $717,665 
Policing of carriers’ accounts (SeC. 20).....ccccccccccsccccece 317,604 
DEED. ctvccusebneue cawesinereaerienceaecwrcnetudeseerne $1,035,269 


For the enforcement of the acts to promote safety of employes 
and travelers upon railroad, and the investigation of block-signal 
and train-control devices, the sum of $650,000 was appropriated for 
the current fiscal year. The committee recommends that for the 
fiscal year 1927 two paragraphs of appropriation be made, separating 
the activities of the bureau of safety, providing in one paragraph the 
sum of $475,000 for the investigation of safety systems, and a new 
paragraph appropriating $138,320 for the investigation of block- 
signal and train-control devices. 

For the bureau of valuation the committee recommends an appro- 
priation of $1,427,960 for the fiscal year 1927, which sum is $518,592 
less than the amount available for the current year. To make use of 
available data, and to complete the primary valuation work, the 
committee adopted a three-year program in making appropriations 
for strictly valuation work, as follows: 


Teal eae: TIES) CAPONE 6.vc 6 inicinesisecceesctewinwiescaisics $1,555,602 

Fiscal year ISBT (CPOCOMMMIONGCE): occ ccsiadccccdecctessccccess 1,037,010 

Ne SIS I Sal sib 5s saan areraid osln0b WG Sa Coie aera Esieiablewemeneire® 915,2 
ORR Me ewan haere dian see bi Beadebeslededs essen edemeetes $3,507,876 


In addition to the above, order No. 3 of the bureau of valuation 
provides for bringing up to date the primary valuations for the pur- 
pose of determining recapturable excess income under section 15a of 
the transportation act. To provide for the necessary engineering 
forces required under section 15a work additional funds are required, 
so that in addition to the sum to be made available for strictly 
valuation work, there must be appropriated sufficient sums to enable 
the bureau to perform recapture work under section 15a, and order 
No. 3 work. The appropriation for the current fiscal year and the 
recommended amount for 1927 may be divided for three classes of 
work as follows: 


Appropriated Recommended 
for 1926 for 19 


Object r 
oe ere aaa $1,555,602 $1,037,010 
, ae ORS a eee 137,350 137,350 
Recapture under #866. 158....ccccccccosecces 253,600 253,600 

INGE, aniccSusus sent eietescewaetacweee $1,946,552 $1,427,960 


During the present fiscal year the bureau of valuation has been 
unable to secure a sufficient number of competent employes to com- 
plete the program of work outlined for the year, and the committee, 
anxious to see the primary valuation work completed within the 
total of the appropriations outlined in its three-year program, recom- 
mends that the unexpended balance of the appropriation for 1926 
be continued available for the same purposes during 1927. The 
following statement indicates the status of the valuation work of 
steam roads, as of December 31, 1925: 


Road mileage (total 
first main and 
branch lines 
244,377 miles), 


Per cent of 
total mileage 
(244,377 miles), 


. Dec. 31, 1925 Dec. 31, 1925 
Underlying reports: 
Served— 
Se eee ee ae eee 244,247 99.9 
oven tus de cigioneeaan eevee 243,939 99.8 
WE iat cease ss Fase eoaeteebaceacott eeeee 244,045 99.8 
Reports: 
(a) Compiled by T. V. Commission.... 140,254 57.3 
BE ve cata ocubadisn esis seme eis siele 126,946 52.0 
Hearings (excluding default cases): 
NOM fo. ascrats 410 6 a1k-9-45-c1eatres aleia-alt vows: Olen 25.0 
OO ae ,216 18.9 
POE Se I. cic. wceniaie gnaiee e-04-s0009 -- 130,798 53.5 
Final reports: 
eae ee keke Se 2.5 
IONE. ji orars-c,0:s0-meeiene iaieennsives bcunny 7 3.7 


For printing and binding for the Interstate Commerce Commission 
the committee recommends an appropriation of $160,000 for the fiscal 
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year 1927, with the provision that no part of that sum shall be ex- 
pended in printing the Schedule of Sailings required by section 25 of 
the interstate commerce act. Approximately 4,100 of these docu- 
ments are distributed every month at a cost of $9,000 per annum, in 
duplication of similar lists furnished by the Shipping Board. 


In the hearing on the bill, Commissioners Esch, Lewis and 
McManany, and Secretary McGinty, and T. A. Gillis, assistant to 
the secretary, appeared as witnesses. 

In urging that the committee should not reduce the Budget 
estimates, Mr. Esch reviewed the volume of business trans- 
acted by the Commission. He pointed out that, in 1928, there 
were 936 formal complaints filed, and 1,194 formal complaints 
in 1925. If sub-numbers were included, he said, along with 
investigations instituted in the Commission’s own motion, the 
total for 1925 would reach 1,780. He also said there were 2,198 
formal proceedings, including suspension cases, pending in 1925. 
He emphasized the difficulty the Commission had in keeping 
abreast of its work with the present force at its command. Mr. 
Esch referred to the work of the bureau of informal cases, and 
the work under sections 204 and 209 of the transportation act, 
a the six months’ guaranty period and reimbursement 
of deficits. 


Hoch-Smith Investigation 


Referring to the Hoch-Smith resolution, Mr. Esch said that 
resolution called for ‘‘a very large order, and it will take much 
time and require money.” He also referred to the application 
of the Western roads for an increase in rates docketed as 
ex Parte 87. 

Representative Summers asked what progress had been 
made under the Hoch-Smith resolution and what percentage of 
the work contemplated by the resolution had been accomplished. 

“You cannot express it in percentages,” Mr. Esch replied. 

“How long will it require?” asked Mr. Summers. 

“When I appeared before the House committee on interstate 
and foreign commerce on the Hoch resolution,” replied Mr. 
Esch, “I estimated it might take five years at least, because 
it is a most tremendous undertaking.” 

“It is somewhat like the valuation proposition,” said Repre- 
sentative Wood. “Mr. La Follette said that would be completed 
in two or three years at a cost not to exceed $4,000,000, and this 
will cost about as much, I suppose.” 


“In the meantime, will any practical results be forthcom- 
ing?” asked Mr. Summers. 


“Under the resolution,” said Mr. Esch, “we were to consider 
its terms in connection with pending cases, or cases that might 
arise, and the connections between that and the Hoch-Smith 
resolution, in the determination of questions involved there- 
under.” 

“Of all questions?” asked Mr. Wood. 


“Yes,” replied Mr. Esch. “As I was saying, we have started 
Ex Parte 87, and have had hearings on it in various cities of 
the Western district.” 


Mr. Esch referred to the Commission’s statement in its 
last annual report to the effect that the work required by the 
Hoch-Smith resolution would make necessary a large force. 


As a matter of fact, they (Commission forces) are inade- 
quate now,” said he. “I cite that as a further reason why the 
estimate for our general appropriation should not be reduced, 
because the expenditures arising out of Ex Parte 87 and 
Docket 17000, the Hoch-Smith resolution, must be paid out of 
the general appropriation.” 

“Can you give us any idea as to what the work in connection 
with the Hoch-Smith resolution has cost the government up to 
date?” asked Mr. Wood. 

“No, I cannot give you that,” replied Mr. Esch. 

Mr. Wood thought there must be some way of making an 
estimate of the cost. Mr. Esch explained the work to date had 
been done with the Commission’s forces. Later the following 
note of explaination was inserted in the record as to the cost 
of the Hoch-Smith investigation and of Ex Parte 87: 


There have been engaged upon this hearing for practically one 
year our director of traffic, one assistant director of traffic, our 
director of statistics, chief examiner, and four attorney-examiners 
who have devoted the substantial part of their time to the hearing. 
Their total annual salary is $51,000. There have also been assigned 
exclusively to this investigation since December 2, 1925, six of our 
junior rate examiners whose total annual salary is $21,900. This does 
not, of course, include the time nor expense of the commissioners 
devoted to the subject. 


“We pass these resolutions through Congress, and the cost 
of these things never enters into the mind of the man who 
puts them in motion,” said Mr. Wood. “At the same time, there 
ought to be a little forethought with reference to the cost before 
those things are put in motion. If they are needed, it is all 
well and good, but it is well worth considering the cost of these 
things before these resolutions are passed.” 

An item of $50,000 for “special services” came up for 
discussion. Mr. Esch said it was likely that before the end of 
the present fiscal year “we will have to employ special services 
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in connection with this Hoch-Smith resolution, and possibly in 
connection with the Milwaukee investigation.” 

Commissioner McManamy testified that, as the result of the 
work of the Bureau of Locomotive Inspection, the condition of 
locomotives in the country, as a whole, was better than it had 
been for three or four years. 

Representative Newton, of Minnesota, a member of the 
House committee on interstate and foreign commerce, appeared 
before the committee in opposition to reduction in the amount 
appropriated for the Commission. He referred to the fact that 
the Commission had omitted from its last annual report any 
reference to its estimates for appropriations for the next fiscal 
year. He said he presumed it was left out because the Director 
of the Budget had said that that might lead to an attack on 
the Budget estimate. He said he did not know that that was 
true, but that that was the impression he obtained. He said 
in every preceding year the Commission had included its 
estimates of expenses in its reports to Congress. 

“And if this Budget system is going to be a success, there 
cannot be this hamstringing of officers, especially in these in- 
dependent commissions, where a member feels that he is some- 
what handicapped in getting the information,” said Mr. Newton. 

Commissioner Lewis submitted a detailed statement of the 
work of the Bureau of Valuation. He said the valuation work 
was being encroached upon by the Hoch-Smith investigation and 
by Ex Parte 87. He said those investigations had taken a. 
number of men in the valuation bureau, 

Mr. Lewis, stating that if value were determined on the 
basis of cost of reproduction at the present time, the total for all 
the railroads might aggregate $30,000,000,000. He said for that 
reason he was not particularly anxious to bring the valuation up 
to date, but that he wished to complete the primary valuations 
as had been planned. 


NO REPORTS UNIMPORTANT 


The Trafic World Washington Bureau 


It is the opinion of the Commission that none of the reports 
it requires the railroads to make to it are of such character 
that they should be discontinued. It is, however, of the opinion 
that the monthly equipment report which Congress requires it 
to make to that body and the monthly publication of ship sail- 
ings, required by joint resolution of Congress should be elim- 
inated, the former because it duplicates reports made to the 
Commission and the other because the information is published 
by the Shipping Board. 

The foregoing is the substance of a report made to the 
Senate by the Commission in response to a resolution offered 
by Senator Reed of Pennsylvania and adopted by the Senate 
January 4, 1926. The resolution required the Commission to 
make a statement showing in detail the number and nature of 
the reports required by it to be made by the railways of the 
country; the number and nature of reports required by state 
commissions; a statement as to the expense to the railways of 
preparing reports to the federal commission, to the state com- 
missions and the number and nature of the reports now required 
by it which, in its judgment, could be dispensed with without 
detriment to the public interest. 

The Commission did not undertake to say how many reports 
it required to be made, but, under each section of the interstate 
commerce law it pointed out the requirements of law as to 
information that would be required to enable it to administer 
the statute. 

The matter of expense to the railway companies of prepar- 
ing reports required by the Commission, federal departments and 
state regulatory bodies, the report said, had long been the sub- 
ject of extensive discussion and consideration. Earnest attempts 
had been made to estimate such costs but that the data 
assembled had been too incomplete and unsatisfactory to justify 
the statement of any definite amount as fairly representative of 
the total expense, or especially of that portion of it which might 
be wholly attributable to the requirements of the federal body 
in respect of returns whether they were made in pursuance of 
specific provisions of acts of congress, or were otherwise deemed 
necessary to the proper performance of duties, incumbent upon 
the Commission. 

The Commission, however, deemed it appropriate to send 
to the senate a large section of the report of the Railway Ac- 
counting Officers’ Association of 1922, under the heading 
“Reports Furnished the Interstate Commerce Commission and 
State Commissions.” That report was adopted by the associ- 
ation. The report was discussed in correspondence on the sub- 
ject, when the Commission, before the adoption of the Reed res- 
olution, was trying, for its own information, to obtain an idea 
as to the burden reports required by public authorities had 
placed upon the railroads. That report pointed out that much 
clerical accounting work had been caused by percentage in- 
creases in the pay of railroad employees granted by the United 
States Railroad Commission and by the Railroad Labor Board. 
They also pointed out that a large increase in the number of 
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that character of employees had been caused by the consolida. 
tion of railroads, statistical data being required by supervisory - 
officers to help them in bringing about economies of operation. 
They said the decrease in hours of service in 1920, the larger 
number of women employed; the growth of systems; the large 
increase in the density of traffic; the demands of the shipping 
and traveling public for better service, involving more complete 
information as to rates, shipping conditions and deliveries, ang 
prompt advice as to the location of cars; the more genera| 
exchange of facilities and joint use of properties involvyjn 

records upon which charges might be computed; increased jp. 
terchange of equipment; general horizontal increases in freight 
rates; the constant pressure for greater economy in operation; 
time-keeping rendered more complex by many complicated rates 
of pay and the horizontal increases in pay granted by the Rail. 
road Administration and the Railroad Labor Board; the exag. 
tions of financial agencies; special hearings before state and feq. 
eral regulatory bodies, some “in the public interest, while others 
are of doubtful value; and the requirement of the Internal Rey. 
enue Department in connection with income, capital stock ang 
other taxes, more than 1,500,000 forms requiring report of wages 
and salary of each employee having been sent out in 1922. 

“To separate the cost of any work which may be regarded 
as necessary to the efficient management of an advanced and 
more complex business from that which may be required to 
comply with laws intended merely to remedy some evil, real 
or fancied, and that demanded by the many agencies created 
to regulate public utilities, is an impossible task,” said the 
report of the accounting officers from which the Commission 
quoted in support of its conclusion that it could not tell the 
Senate how much of an expense its requirements placed upon 
the railroads. 


“No numerical summary of the individual reports received 
by the Commission in a definite period has been made for the 
evident reason that the total number of reports filed, even if 
subdivided by classes, would have little, if any, real significance.” 
said the report. Continuing, it said: 


The commission’s requirements, as to reports, are graduated to 
a large degree in accordance with the importance or character of 
the companies, with the result that the smaller carriers are 
benefited by many exceptions in respect to details in annual 
reports, and by the omission of quarterly and monthly reports. 

An important fact, often overlooked, is that a very large 
proportion of the statistical data and other information included 
in the reports to the commission is required by the carriers them- 
selves for purposes of administrative control and operating man- 
agement, and that it is impossible to determine the amount to 
which the supplying of such data and information to the commis- 
sion adds to their otherwise necessary expense. A distinction 
should be noted, however, between reports required by Govern- 
mental bodies and those which are made for railway officers and 
organizations, as reports of the latter sort can be amended, de- 
ferred, or even abandoned, at any time, under suitable authority; 
but since reports to Governmental bodies are usually made pur- 
suant to legal requirements, they must, therefore, be more care- 
fully prepared and analyzed, and are consequently somewhat more 
expensive. In general, it may be stated that there has been a 
continual cooperative effort between representatives of the com- 
mission and the carriers to dispense with such reports, or parts 
of reports, as from time to time may be found unnecessary because 
of changed conditions. Many modifications in details of reports 
have thus occurred, and occasionally a report has been discon- 
tinued; on the other hand, circumstances have at times made 
it appropriate to require some new report, or the amplification 
of an old one when found inadequate. 

It also seems appropriate to mention that, though the reports 
regularly submitted to the commission are primarily for its in- 
formation and use, most, if not all of them, are by law held as 
public records and so they are directly accessible to the public. 
Many reports compiled from these official returns, however, are 
issued in printed or other form, by means of which the commission 
makes a large amount of various authoritative statistical informa- 
tion conveniently available, altthough the publication of such 
reports in print is necessarily restricted within narrow limits by 
its appropriation for printing. 

It may be remarked that the value of the corporate returns 
in the files of the commission is increasing, not merely as current 
records, but also for purposes of research and investigation, both 
to the commission and to the public. The statistical details in the 
reports filed, parts of which are requisite for other uses than 
publication, permit the commission to respond to frequent requests 
from Senators and members of the House of Representatives for 
special statistical statements and other kinds of information per- 
taining to common carriers, and to furnish other departments of 
the Government and to the general public, information that is 
constantly called for pertaining to various phases of the subject 
of transportation. 


As to the elimination of reports, the Commission, in part, 
said: 


After consideration of many conditions involved in the ques- 
tion of the elimination of reports now required from railway com- 
panies, it is appropriate to state that none of these reports, in 
the judgment of the commission, can at the present time be 
eliminated without detriment to the public interest. ‘ 

his statement should not be construed, however, as indicating 
that the commission is of the opinion that its existing require- 
ments in relation to reports from railway companies and other 
corporations subject to its jurisdiction should indefinitely re- 
main unmodified in either important features or in minor parti- 
culars, except for such changes as may be necessitated by amend- 
ments of laws now in force or by new enactments. On the con- 
trary, it is the belief of this body that the practice respecting 
regular reports, followed since its organization, of seeking the 
advice and cooperation of officials of the corporations and other 
parties chiefly concerned with them,” before deciding what forms 
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for returns and what rules and eupiatioes relative to them should 
be adopted or prescribed, should be continued. The procedure 
nas, of course, varied with circumstances, and some departures, 
mostly due to special urgency, have occurred; but the intention 
of the commission to make a decision in such complicated matters 
only after careful consideration has constantly been observed. 
A similar course, when appropriate, has been pursued as to the 
questions of discontinuance or material modification of reports. 
Such matters are frequently far from simple, because of their in- 
terrelation with other things. 


As to reports required by state commissions, the Commission 
said it had no official information but it submitted a list of 
reports required by the various states, compiled from informa- 
tion hastily obtained from the steam railroads subject to its 
jurisdiction. The number varied from two required by the 
District of Columbia, New Mexico, Vermont, and Rhode Island 
to 38 required by New York. States requiring a large number 
of reports and the number required by each are: Illinois, 23; 
Iowa, 19; Michigan, 20; New Jersey, 24; Ohio, 28; Pennsylvania, 
21; South Dakota, 18 and Wisconsin, 26. 


AITCHISON’S ADDRESS PUBLISHED 


Senator Overman, of North Carolina, has obtained unanimous 
consent of the Senate to have published as a Senate document 
(S. Doc. No. 62) the address of Commissioner Aitchison, on “A 
Century of Transportation Problems,” delivered before the Na- 
tional Association of Railroad and Utilities Commissioners’ an- 
nual convention, October 13, 1925. 


REPORT AGAINST WOODLOCK 


The Senate interstate commerce committee, the afternoon of 
February 19 voted, seven to six, to make an unfavorable report 
on the nomination of Commissioner Woodlock for appointment. 

The committee, February 17, again postponed action on the 
nomination. It was to have met on that day, but postponement 
was caused by absence of Senator Smith, of South Carolina, ac- 
cording to the secretary of the committee. 


COOLIDGE ON ARBITRATION 


In response to an inquiry as to what the President thought 
about proposals for a federal arbitration board to settle disputes 
in major industries, it was said at the White House late Febru- 
ary 12 that he favored voluntary arbitration but not compulsory 
arbitration. The President, it was said, believed there were 
great prospects for success of the plan agreed on by the ma- 
jority of the railroad managements and the organized railway 
employes, as embraced in the pending railroad labor bill, pro- 
viding for settlement of disputes between the railroads and their 
employes by direct conference between themselves and for vol- 
untary arbitration. 

The President’s view was said to be that unless the parties 
to a dispute agreed to arbitration, resort to that method would 
not be successful. Where they did agree, arbitration was likely 
to be successful. Negotiation between the parties first is the 
proper method of arriving at settlements, in the opinion of the 
President. If disputes are not settled by that method, then vol- 
untary arbitration should be resorted to, the President believes. 


ST. PAUL INVESTIGATION 


‘After further cross-examination of Ralph M. Shaw, counsel for 
receivers, the upshot of which was that nothing much could be de- 
veloped until he produced office records, Vice-President W. K. 
Sparrow, in charge of accounting, was put on the stand at the 


_ Chicago hearing in the St. Paul investigation, February 12. Mr. 


Shaw was released, to return, February 13, with the records of 
correspondence on the events leading up to his being retained 
as counsel for the receiver, but he did not appear later at the 
Chicago hearing. 

Mr. Sparrow was interrogated by R. K. Prentiss, for the 
bondholders’ defense committee, and by J. J. Hickey, for the 
Commission. A voucher was produced for printing work done 
on the bills of complaint filed to bring about the receivership. 
It was brought out that the printing had been ordered January 
26, 1925, some time before the need of them in receivership 
proceedings, March 18, 1925. The bills were printed blank and 
it was not until later, it was explained, that the name of the 
Binkley Coal Company and the amount of the debt were written 
in. Mr. Sparrow was asked why he had signed this voucher, as 
well as another paying for legal services, since there was nothing 
on its face to indicate whether the debt being paid was a proper 
one or not. He said there was—that Mr. Dynes’ signature was 
sufficient for him. In the case of the voucher for legal services, 
he said he had a notification with regard to that from one of 
the receivers. It was put in the record as one of the supporting 
papers to the vouchers. 

Mr. Prentiss attempted to develop that, with regard to foreign 
French loans, there had been no great effort made to get an ex- 
tension of time. The witness told of going abroad to find out, if 
possible, who were the holders of bonds sold under the foreign 
loan and to locate them. He said he was partly successful. Asked 
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whether he went abroad with a proposition to submit to the 
creditors, he said he did not. 

H. E. Byram was called to the stand by J. J. Hickey, 
attorney for the Commission, at the half day’s session, Feb- 
ruary 138. Mr. Hickey had previously called on Mr. Dynes 
to produce certain files of correspondence relating to the Chi- 
cago, Milwaukee & Gary. Mr. Dynes produced the files and Mr. 
Byram was placed on the stand to identify certain letters. It 
is the intention to gather evidence at St. Louis relating to the 
transfer of stock of the Gary line when it was bought by the 
St. Paul. In the transfer, the St. Louis Trust Company acted as 
agent, according to testimony in the record. 

One of the letters Mr, Byram was asked to identify related 
to the building of an extension of the Gary, regarding which he 
wrote Percy Rockefeller that the road was worth nothing until 
the extension was made. The letter was dated some time before 
the St. Paul bought the road. It was indicated by counsel for the 
several securities holders’ defense committee that the extension 
had not since been made. 

Other letters related to contracts for coal made by the road 
each year. The matter of contracts was not clear until Mr. 
Byram explained that the road purchased 65 per cent of its coal 
from a number of different operators who made commercial ship- 
ments over the road. He said each operator was allowed a per- 
centage of the 65 per cent, depending on how much commercial 
coal the operator shipped by the St. Paul beyond Chicago. 

The Chicago hearing adjourned to St. Louis after the ses- 
sion, February 15, following the further examination of Mr. 
Byram and of M. R. Needham, superintendent of coal mines. 
At the St. Louis hearing there will be an opportunity for counsel 
representing the several securities holders’ defense committees 
to cross-examine S. W. Fordyce, who made a voluntary statement 
to the effect that he never made an offer of the Gary line to 
Percy Rockefeller and who was unabale to return to the Chicago 
hearing for cross-examination. 

Mr. Byram was further interrogated with regard to the dates 
on which he went to New York for the directors’ meeting where 
it was agreed that a receivership was necessary, and with re- 
gard to the meeting of legal representatives on the Sunday pre- 
ceding the date of receivership. He said he did not know of the 
legal meeting, and had not heard of it until the present hearing. 

With regard to the contracts let for coal, there was some 
extended examination of Mr. Byram as to the reason for Presi- 
dent Binkley, of the Binkley Coal Company, having written that 
he was not getting 27 per cent of the contract coal of the St. 
Paul as agreed on. Mr. Byram explained, by pointing out that 
only 65 per cent of the company’s coal was contracted for and 
that Mr. Binkley had, apparently, been under the impression 
that he was to get 27 per cent of 100 per cent instead of that 
percentage of 65 per cent. ; 

Mr. Needham was questioned with regard to the mines of 
the St. Paul Coal Company. He told of the two mines, one in 
Cherry, Illinois, and the other in a neighboring county. He was 
asked as to the amount of undeveloped coal land owned by the 
company and answered that it amounted to approximately 30,000 
acres. 


DEMURRAGE CASES APPEALED 
The Trafic World Washington Bureau 


In an effort to avoid the payment of about $1,000,000 in 
demurrage for the detention of coal cars at tidewater ports in 
the period of business collapse in 1921, Claudian B. Northrop 
has taken Pan-Handle Coal Company, plaintiff in error, vs. Nor- 
folk & Western, on a writ of error from the Special Court of 
Appeals of Virginia to the Supreme Court of the United States. 
Associated with Mr. Northrop are Gibbs L. Baker and Thomas 
W. Shelton. The case is to be used for test purposes. A large 
number of similar ones are pending in the courts of Virginia and 
other states. The Virginia cases are estimated to involve $1,- 
000,000. Cases pending in the Supreme Court of Appeals in Vir- 
ginia are estimated to involve $400,000. Cases outside of that 
state are estimated to involve an additional $1,000,000. 


The ground on which the case is to be presented in the 
highest court is based on the principle that the law does not 
require the doing of the impossible by a shipper any more than 
it requires the doing of the impossible by a railroad. On that 
principle, the so-called reciprocal demurrage laws of Texas, Vir- 
ginia and other states, imposing penalties on carriers for failure 
to furnish cars, were held unconstitutional, some in the courts of 
the states in which the statutes were enacted and some in the 
Supreme Court of the United States. The most celebrated of 
the reciprocal demurrage cases is probably that of Houston & 
Texas Railroad Company vs. Mayes, 201 U. S. 321. 

In that case Mr. Northrop argues in the brief filed in the 
Supreme Court, that tribunal took judicial notice of the fact that 
the Texas statute contained no exceptions from demurrage for 
reasons other than “strikes or other public calamity.” They 
were recognized as reasons excusing the failure of a carrier to 
furnish cars within the period allowed by the Texas statute. As 
construed by Mr. Northrop, that statute was held unreasonable 
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and void because it did not contain provisions that would have 
excused the railroad from furnishing cars under conditions it 
could not control. The court mentions conditions of that char- 
acter and in the enumeration mentions “an unexpected turn in 
the market, a great public gathering, or an unforeseen rush of 
travel, a pressure upon the road for transportation facilities.” 

“It is interesting to note,” says Mr. Northrop’s brief in sup- 
port of his appeal, “that the Supreme Court of the United States 
held this act to be void and unreasonable, because it failed to 
provide that the railroads should be exempt from damages or 
penalties in the case of an ‘unexpected turn in the market.’” 

An unexpected turn in the market, he suggests, is exactly 
why the shippers who sent their coal to the tidewater coal pools 
were unable to unload the cars in accordance with the tariff, in 
this instance Chesapeake & Ohio, I. C. C. No. 7777. The United 
States government, in 1920, he said, withdrew credits to foreign 
governments. Foreign buyers of coal were unable, immediately, 
to obtain the credits needed and the coal, which had been mov- 
ing in an enormous volume, came to a stop. Because shippers 
had given up their rights to treatment under the ordinary coal 
tariffs when they entered into the tidewater coal exchange 
agreements, the country was enabled to supply the big coal ton- 
nage which was stopped so suddenly, by the action of the United 
States government, that the shippers had no opportunity to do 
anything to stop the stream that was flowing. The condition 
became so wretched, Mr. Northrop pointed out, that the govern- 
ment re-established the War Finance Corporation so as to re-es- 
tablish credits. 

“It is respectfully submitted that upon the above reasoning 
(in the Mayes case) so clearly stated by the Supreme Court of 
the United States, a demurrage tariff which compels a shipper 
to pay a penalty, which accrued during a period of world-wide 
business depression, caused by a process of deflation inaugurated 
by the government of the United States under circumstances be- 
yond the control of the shipper, is unreasonable on its face, be- 
cause it does not contain provisions exempting the shipper under 
such circumstances,” says Mr. Northrop’s brief. 

The brief points out that even if the shippers could have 
unloaded the cars such action would not have been of any ben- 
efit to the railroads but would merely have added to the number 
of idle cars on their side tracks, put there by the depression 
which he called the business world cataclysm, leaving the sug- 
gestion that the primary purpose of demurrage, the release of 
equipment, would not have been served thereby. 

This question as to the reasonableness of the demurrage 
tariff, the brief said, was presented to the Interstate Commerce 
Commission in Smokeless Fuel Company vs. Norfolk & Western, 
but the shippers were not successful in their effort to free them- 
selves from the burden, which some indicated, if enforced, would 
bankrupt them. The Commission, he said, held the tariffs were 
as rigid; imperative and drastic as the laws of the Medes and 
Persians but the contention that the tariffs were unreasonable 
because of their failure to provide for exceptions, was not pre- 
sented to the regulating body. That, he said, was a pure ques- 
tion of law. The Mayes case was decided in 1906. 


FLORIDA EMBARGO MODIFIED 


The Trafic World Washington Bureau 


Conditions in Florida having improved, the car service divi- 
sion of the American Railway Association February 18 an- 
nounced a substantial modification of the statewide embargo 
that has been in effect for several months, the modification per- 
mitting the free carload movement of all traffic other than auto- 
mobiles and trucks and construction materials, the latter cover- 
ing both road and building materials, effective with the first 
minute of February 22. For the movement of commodities still 
on the embaargoed list it will be necessary for the individual 
receiver in Florida to file a statement of his monthly require- 
ments with the appropriate committees of the Florida division 
of the Southeast Shippers’ Regional Advisory Board for the issu- 
ance of permits by carriers on a percentage basis, so that each 
shipper will receive equal treatment. 

The Florida East Coast will exempt automobiles and trucks, 
allowing their free movement on and after February 22. 

The commodities against which the embargo will continue 
are: Automobiles and trucks; brick, all kinds; cement, includ- 
ing all kinds; cement blocks and shapes; iron plates and sheets, 
including corrugated and galvanized iron and metal laths; lum- 
ber and logs, all kinds, except crate material and car strips 
(Note—Crate material is defined as knocked-down crates in 
shooks or panels cut to size and short logs destined to crate 
mills); lime and plaster; plaster board, including all prepared 
or manufactured building board under various trade names 
and building paper; poles and piling; pipe, all kinds, including 
cement, iron, and tile pipe; roofing materials, including roofing 
paper, shingles, and roofing tile; structural steel and steel 
shapes; sand, stone, gravel, slag; clay and screenings, including 
curbing, stone blocks and marble tile, all kinds, including roofing; 
building and floor tile and flue lining; household goods, as speci- 
fied in Consolidated Classification. (Note—‘“For the movement 
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of household goods, permits will be issued without delay upop 
presentation of statement that consignee has a house or apart. 
ment or other place into which to put the consignment promptly 
on arrival.”) E : 


NEW SEABOARD ROUTES 


The Traffic World New York Bureay 


A new through rail route opening up new gateways to con. 
nections throughout the west and extending along the west coagt 
of Florida and across the state of Georgia will be established as 
part of the Seaboard Air Line Railway System, President gs, 
Davies Warfield has announced. With the new construction pro. 
posed, with cutoffs, leased lines and trackage rights, Mr. War. 
field stated that approximately 637 miles of important railroad 
would be added to the Seaboard System, which, with subsidiaries 
and on completion of lines under construction on the east and 
west coasts of Florida, including the Miami and Fort Myers ex. 
tensions, would total nearly 5,500 miles. He said the new route 
would add approximately $10,000,000 annual gross revenue. 

In a letter to stockholders, Mr. Warfield announced that the 
privilege would be given to subscribe to the capital non-par 
stock of the Investment & Securities Company of Florida, organ- 
ized to acquire large acreages of property through which the 
new line will run. After rights of way and station and termina] 
sites are either donated or supplied to the railroad at cost, the 
balance will be developed in the interest of the Seaboard 
System. Said he: 


The new construction, leased lines, cutoffs and trackage rights 
will give the Seaboard its third line of railroad to Tampa, St. Peters- 
burg, intermediate, and other Florida points and a new short main 
line to and from these points, opening up new gateways via the west 
coast, Perry (Fla.), Albany (Ga.), Montgomery (Ala.), and Birming- 
ham (Ala.), to the west, and a short line to Atlanta (Ga.), Macon 
(Ga.), and intermediate points; also a short line from Atlanta via Ma- 
con to Jacksonville, Fla., shortening the seaboard’s present haul via 
Savannah; and the shortest line from Atlanta via Macon to Savannah, 
Ga. This opens a new and important short line route from the west 
via the western gateways of Birmingham and Montgomery, Ala.; 
also from Atlanta, Ga., via the proposed Inglis-Dunnellon-Wildwood 
cutoff, to West Palm Beach, Palm Beach, Miami, Homestead, Florida 
City, and other important points on the east coast and in the ridge 
country of Florida. 

Thus will be realized the Seaboard’s long contemplated plan for 
a connection between its Atlanta-Birmingham line and its Savannah- 
Montgomery line and its Florida lines. The new line will also ma- 
terially relieve the Jacksonville-Tampa main line to the east and 
west. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers’ Association received 
telegraphic reports, February 18, of the status of the lumber 
industry for the week ended February 13 from 357 of the larger 
softwood and 119 of the chief hardwood mills of the country. 
The 343 comparably reporting softwood mills showed negligible 
decreases in production and shipments and an increase in new 
business, when compared with reports from 368 mills the pre- 
vious week. It is interesting to note, in comparison with reports 
for the same period a year ago, that there were increases in all 
three items, despite the fact that 34 more mills reported at that 
time. The hardwood operations showed no noteworthy change 
in comparison with report's for the week earlier. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven* regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk.. 


Past Week Week, 1925 1926 (Revised) 
RE eases tists aecinees oe 343 377 368 
PROGUCtON © 22.0000 222,750,273 219,789,873 226,315,505 
SMIDINOMED oc ccecicvicsse 222,841,768 217,207,065 231,655,120 
Orders (New Bus.)... 240,697,057 212,828,470 237,270,850 


The following revised figures compare the lumber movement 
of the seven associations for the first six weeks of 1926 with 
the same period of 1925: 


Production Shipments Orders 
NE aid ava detaen anes 1,260,090,944 1,368,604,532 1,447,466,092 
BE ‘cvicreoodceederscee 1,245,457,208 1,330,934,151 1,277,663,737 





*Reports from the California Redwood Association have not been 
received. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended February 13 totaled 11,577 cars, as compared with 10,514 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. 
Shipments were repotred as follows: 


Apples, 1,646 cars; cauliflower, 226 cars;. cabbage, 662 cars; 
celery, 326 cars; eggplant, imports, 9 cars; grapefruit, 4035 cars; 
imports, 19 cars; lemons, 151 cars; lettuce, 753 cars; imports, 4 
cars; mixed citrus fruits, 135 cars; mixed vegetables, 521 cars; 
imports, 29 cars; onions, 607 cars; oranges, 1,447 cars; imports, 
34 cars; pears, 47 cars; peppers, 1 car; imports, 33 cars; spinach, 
433 cars; strawberries, 5 cars; string beans, 2 cars sweet potatoes, 
332 cars; tomatoes, imports, 133 cars; potatoes, 3,878 cars. 
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Industrial Traffic Administration 


Fifth of a Series of Thirty-Six Articles on This Subject Written for the Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Industrial Traffic Department Tariff File—Part 1. 


The nature of the department’s tariff requirements depends, 
obviously, on the nature of the business, the territory from which 
supplies are drawn, and the points to which the products of the 
industry are customarily shipped, or that the industrial traffic 
manager believes to be potential markets for the cumpany’s 
products. It is both unwise and unfair for an industrial traffic 
department to accumulate a superfluity of tariffs of no use to 
the department. They merely take up valuable space in the 
tariff file and serve no other purpose than as dust collectors. 
Every tariff published costs the issuing carrier a consider- 
able sum of money. Each tariff represents an item of expense 
that is ultimately reflected in the general expenses of the 
carrier and must be paid finally by the users of transportation. 
Every economy is needed to reduce transportation charges and 
savings in tariff publication will have an appreciable influence. 

The requesting and keeping of superfluous tariffs by ship- 
pers has another effect. Limited numbers of each tariff, suffi- 
cient to meet the estimated demand for the issue, are published 
by the carriers. If an industrial traffic department having no 
real need for a tariff requests and keeps it, it depletes the limited 
supply of such issues by just that many. A shipper having a 
real need for the issue applying to the carrier for a copy may, 
because of this, be informed that the supply has become ex- 
hausted. It becomes in such cases an actual hardship, caused, 
in part, at least, by the thoughtless accumulation by other traffic 
managers of issues having no real interest to them. Traffic 
management is a highly cooperative field of work and the team- 
play of industrial transportation men in this apparently small 
matter advances the interests of all. 


Selection of Issues 


The selection of the tariffs required by the department out 
of the several hundred thousand issues published by carriers in 
the United States is no small task. The ideal is to obtain all 
the issues publishing rates, rules, services, and regulations gov- 
erning the movement of traffic in which the department is inter- 
ested, including all tariffs applicable: 


On the commodities handled, 
To all the markets or potential markets, 
From all the sources of supply, | 
Via all the routes possible or desired, including: 
fa) the standard rail routes, 
(b) the differential routes, 
indirect rail, 

(2) rail and water, 

(3) all water. 
5. Express rate tariffs, 
6. Parcel-post guide, 
7. Motor transportation rate sheets or tariffs. 


m= CO Doe 
6.5% «@ 


Having decided on the classes of tariffs required, there is a 
method of selection that insures a file containing all the issues 
required without an unnecessary accumulation of useless issues. 
The tariff lists of all the carriers serving the city in which the 
industry is located may be obtained from the general freight 
departments of the respective roads. These lists contain a com- 
plete inventory of all tariff issues of which the line is the issuing, 
intermediate, or delivering carrier, and reference is made to the 
number under which each tariff is listed: 


1. The Interstate Commerce Commission number, 
2. The state commission number, 
3. The individual carrier’s number. 


In addition, the index of the tariff list shows the commodities 
covered by the tariff and the territories between which the rates 
published are applicable. 


A survey of these tariff lists enables the industrial traffic 
Manager to determine which tariffs are needed. Requests 
directed to the general freight departments of the issuing roads 
will obtain copies of the necessary tariffs. An increasingly 
large number of tariffs are published jointly by several or many 
carriers through tariff issuing agents. These issues are referred 
to in the lists mentioned and may be obtained by the shippers 
having actual need for them by writing directly to the publish- 
ing agent or by requests through the general freight department 
of a carrier that is a party to the agency tariff. 

A similar check of the tariff lists of roads serving the points 
of supply, on the marketing points, will disclose any inaccuracies 
in the list published by the roads serving the industry, or tariffs 
publishing rates which that be used if the home roads were 
parties to the tariff. In this latter event, if traffic would 


actually move as a result, the non-party roads may often be 
persuaded to concur in such tariffs, if the matter is brought to 
the attention of the proper traffic officers of the roads by the 
industrial traffic manager. 

The selection of all-water tariffs useful to the industry may 
be made by application for list of tariffs to the water lines serv- 
ing the nearest port. Such tariffs will be furnished, or a list 
of tariffs in effect will be supplied, by the agent of the steamship 
company, on proper request. The United States Shipping Board 
has tariff filing requirements similar to those of the Interstate 
Commerce Commission. Failure to obtain all the required infor- 
mation covering all water tariffs from the individual lines can 
be rectified by application to the Shipping Board for information 
oe the tariffs in effect on traffic between the ports 
involved. 


Tariffs Naming Rates Used by Competitors 


The industrial traffic department that strives to do construc- 
tive work in marketing must have in its tariff file not only the 
tariffs needed in its own shipping and receiving of freight, but 
in addition it must maintain a file of the tariffs used by its 
competitors. A complete analysis of the freight rates paid 
by competitors has often disclosed territories in which the 
competitor is at a rate disadvantage and which the industry has 
neglected to develop, or a territory where the industry is at 
a disadvantage. 

If rival concerns are bidding on competitive business, the 
traffic department may be of assistance to the sales department 
by showing the relative positions of both competitors as far 
as freight rates are concerned. The tariffs applying to the 
traffic of competitors are usually filed and indexed with the 
tariffs in the general tariff file. Tariff equipment of this sort 
has proved of invaluable assistance to traffic departments far- 
sighted enough to use the tariffs to advantage. 


Obtaining Tariff Issues 


Tariffs may be obtained by requests made of the general 
freight departments of the issuing carriers or of the associations 
of carriers publishing them for the carriers. These requests may 
be made in person, by individual letter, or by form letter or 
postal card request. Although a personal visit may be neces- 
sary at times, the written request has the advantage of constitut- 
ing a record of request that may be automatically followed up 
so that all issues and supplements may be obtained as they are 
published. 

Requests by letter obtain the desired results, but this 
method, again, has its disadvantages. The dictation of a request 
for tariff requires the services of an experienced tariff man and 
has the disadvantage of being costly. The time consumed in 
dictation, the taking dictation by the stenographer, transcrip- 
tion, typing, and the mailing and stationary expenses constitute 
an item when a considerable number of tariffs must be requested. 

A number of traffic departments have solved this problem 
by the use of a form request, usually in post card form. This 
form contains an appropriate place for the insertion of each 
identifying reference on the tariff and can be filled in by any 
clerk. It materially reduces the cost of obtaining tariffs, and the 
record of request, the carbon copy of the request may be used 
as a reminder so that tariffs not obtained on first request may 
be automatically followed up by the same clerk.’ This form may 
contain sufficient space for the request of several tariffs and 
also contain a request that the firm be placed on the carriers’ 
mailing list for future supplement and reissues. 

It has been found of advantage to keep a carbon copy of 
the request until filled; when the tariff is received the duplicate 
request form may be destroyed. The duplicate may be placed 
in an automatic tickler file for reference at a future date, far 
enough removed to give the carrier ample time to comply with 
the request. Failure to obtain the issue requested within this 
time brings the matter again to the attention of the tariff file 
clerk and a duplicate request, so marked, may be dispatched to 
the carrier. 

Form No. 1 contains all the information required by the 
carrier to determine the validity of the shipper’s request, and has 
the advantage of simplicity, uniformity, and brevity. 


Placing the Tariff File 
The amount of space required to house the department’s file 
depends on the number of tariffs. The number of tariffs depends 
largely on the character of the business and the number of 
points from which supplies are bought and to which products are 
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General Motors Contribution 
to American Industry 


ORN of the combined engineering genius of 1,000 of the 
world’s foremost engineers and fostered by the gigantic 
General Motors Corporation, with operations covering some 
144 countries, resources running in the hundreds of millions 
of dollars and sales aggregating One Billion Dollars yearly, 
comes Big Brute—a truck such as the industrial world 
has never seen before. 
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RUTE in name, power, in 
size. Brutein terrificstamina 
and tremendous endurance. Big 
Brute is built to stand impregna- 
ble against the most brutal re- 
quirements of man and industry. 


Beautiful in its brutal ugliness, 
Big Brute looks whatitis....a 
Colossus among the Giants of 
modern transportation. With 
the operating ease of a lithe pas- 
senger vehicle: a Fisher-Built 
Cab to furnish driver’s comfort 
unknown before, and mechanical 
improvements years beyond the 
ordinary conception of today, it 
stands to change the industrial 
motor transportation of the 
world. 


A Truck Without “Bugs’’ 


From its vast engineering ex- 
perience, covering the production 
of over 4,849,485 passenger and 
commercial cars, during the last 
25 years, General Motors Corpo- 
ration has eliminated, in Big 
Brute, the vital weaknesses, the 
engineering mistakes, the struc- 
tural flaws previously common 
among heavy duty trucks. Big 
Brute is a truck without 
“bugs.” More than 71% of all 
motor vehicles made and sold by 
General Motors are now in active 
service. 


The motor trucks of the entire 
world were studied by General 
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nihave never seen before 


Motors engineers in developing 
Big Brute. It was learned why 
some trucks rendered but limited 
service. Why others surpassed 
them. Why some operated 
under nominal upkeep, while 
others were economic failures. 
One by one, these factors were 
met, analyzed and weighed. All 
mistakes of past years were 
corrected. A new standard in 
heavy transportation thus 
was set. 


Sold Under GMAC Pian 


Big Brute, like all other pro- 
ducts of the General Motors Cor- 
poration, is offered under the 
liberal General Motors Accep- 
tance Corporation Plan of de- 
ferred payments—the lowest 
cost under which any motor 
car or truck can be financed 
on time payments. 


GENERAL MOTORS TRUCK 
COMPANY 
PONTIAC, MICH. 


Products of 
Yellow Truck and Coach 
Manufacturing Company 


subsidiary of General Motors 
GMC Big Brute, 314 and 5 ton trucks 


GMC 1, 1% and 2% ton trucks 


Yellow Cabs Yellow Coaches 
Yellow Light Delivery Trucks 
Hertz Drivurself Cars 
GMC 5 to 15 ton Tractors 
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shipped. The average steel plant or cement mill needs rel- 
atively fewer tariffs in proportion to the tonnage handled 
than the average wholesale concern handling a number of 
different commodities. Some consideration must be taken of 
these facts in selecting a location for the file. Space must not 
be wasted for space costs money; on the other hand, quarters 
that are too crowded must not be selected, for such a location 
will need to be changed with the growth of the business and 
the growth of the tariff file in size. The cramming of important 
tariffs in inaccessible places causes danger of their loss and 
causes loss of time in searching for them. 

Tariffs should be readily accessible and stored in a clean, 
safe, convenient place, within easy reach of every person needing 
them. It has been found advantageous by traffic departments, 
where a number of men consult tariffs, to provide a table in 
the tariff filing compartment so that the appropriate issue may 
be located and the needed rate found without necessitating the 


FORM No. 1 
THE SPECIALTY MANUFACTURING COMPANY 
Traffic Department 


(Official) 
(Title) 
(Carrier) 
(Address) 


Please supply us with copies of the tariff publications 
listed below. We are shippers and consignees of freight and 


need these publications. 
Tariff Number 


Covering I. C. C. Number 


Please place us on your mailing list for supplements 
to and reissues of the issues listed above. 


Yours truly, 


Traffic Manager. 


carrying of the tariffs to the desks of the clerks using them. 
This plan avoids the annoyance of having time lost by finding 
the needed tariff missing, and the search to find the man using 
it. Tariffs are often lost or mislaid in this way and reissues 
are sometimes difficult or impossible to obtain. 


Tariff Filing Systems and Devices 


Having determined on the location of the tariff file it is 
necessary to consider the method of filing. There is a variety of 
filing devices on the market, each with its advocates and ad- 
vantages. It is not the purpose of this discussion to recommend 
any one system over another. A few of the principle devices 
are outlined so that an intelligent choice is possible. The man- 
ager of the industrial traffic department may select the type of 
filing device best suited to the needs of his department. The 
lack of uniformity of conditions in various industrial traffic 
departments makes it inadvisable to recommend any one filing 
scheme or devise for all departments. The industria] traffic 
department, unlike that of the carrier, is not required to file 
tariffs in any prescribed fashion and the method selected should 
be dictated solely by his best interests. 


In general, the simpler and least costly devices are pre- 
ferred because of their ready adaptability to expansion and 
change. There are a dozen or more devices for sale by as 
many manufacturers, each designed to give maximum service to 
the user. These fall, in general, into several well defined groups: 


Vertical files, 

Loose leaf binders, 

Shallow drawer or shelf cabinets, 
Tariff filing boxes, 

Drop front files. 


SP Soper 


A canvas of opinion of traffic managers indicates that each 
form has its advocates and, in general, there is little or no 
uniformity in the preference for any particular type. 


The Vertical File 


The vertical file is much favored in industrial establishments 
where standardized vertical filing cabinets are used. Many 
offices are uniformly equipped with wooden or steel filing cab- 
inets. These cabinets may and often are used to file freight 
tariffs in the traffic departments of such concerns. 

When such a system is used, it is customary to divide the 
vertical file into a number of compartments, each of sufficient 
size to accommodate several tariffs. These compartments are 
numbered under an index number and a key index book indicates 
the proper compartment for each tariff issue. The tariffs are 
placed vertically in the file resting on the eleven-inch edge of 
the tariff. 


A small file may be visibly indexed by printing the name 
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of the issuing road on a card which is held in the card receptagele 
on the drawer fronts. 


The Loose Leaf Binder 


The loose leaf binder system of filing is used by many rep. 
resentative traffic departments. The Commission has prescribeg 
a uniform size for tariffs of 8 inches in width by 11 inches jp 
length. The uniformity of tariffs in size enables traffic depart. 
ments to use a system of loose leaf binders punched to one 
uniform size. 

Many carriers, as well as a number of industrial traffic de. 
partments, use the loose leaf binder and the publications of 
several roads and agencies are punched when they are published 
so as to accommodate the tariffs to the binders. 

The binders are constructed of heavy board in a variety of 
bindings. The backs vary in thickness from 2 inches up to 
3 or 4. The larger sizes are made to hold several tariffs. The 
covers open wide to receive the tariffs, which are punched along 
the margin, so that the binding prongs hold the tariffs securely 
in place between the covers. The binder locks by means of a 
spring clasp when the book is closed. It may be opened so ag 
to extract any particular tariff by merely releasing the clasp. 
For tariffs not already punched by the publisher, a special tariff 
punch may be obtained designed to punch the many-paged issues, 
These punches make the four necessary perforations in one 
operation, accurately spacing the intervals between the holes. 





RAIL OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and expenses of Class I railroads for December, 1925 and 1924, 
and for the calender years 1925 and 1924, for the country as a 
whole, follow: 


United States 
5 192 


Item 192 924 
Average number of miles operated 237,048.48 236,279.26 


Revenues: 
on, ESE SES i ee ee ees ee ee ee $ 379,504,886 $ 362,217,185 
AEE ee en pare b 91,996,725 c 90,850,008 
I ora. or ah; oan eins lo ‘al rm, Wr areca asieLace om alle 9,840,752 9,960,352 
POON OEE ee Oe eee Ee 14,492,516 14,753,429 
All other trAnsportation............. 17,123,897 16,995,758 
II area. gc ar erie 6, Os, wc icc ela’ 10,379,861 9,748,723 
PORIEE = PE o 0.6: 6. 0:9:4,0:0. 6500, 06 ele’ 965,25 940,390 
Be ee eer 296,506 289,401 
Railway operating revenues....... 524,007,385 505,176,444 
Expenses: 
Maintenance of way and structures... 63,832,421 59,566,639 
Maintenance of equipment........ -.. 108,690,170 106,132,270 
_ | eR ee ee er ee 9,486,599 8,648,609 
Ree ee eee 189,298,648 189,990,170 
Miscellaneous operations............ 4,616,485 4,248,174 
Ar eet Ps See ee 15,476,798 14,679,889 
Transportation for investment—Cr... 1,751,010 1,790,967 
Railway operating expenses....... 389,650,111 381,474,784 
Net revenue from railway operations.. 134,357,274 123,701,660 
RURAL WOT, 18 MOCOTUGIE .:..«.6% 6 oo 0.0.0:¢ 0:00.00 31,871,123 29,191,047 
Uncollectible railway revenue.......".. 259,625 33,544 
Railway operating income........ 102,226,526 94,077,069 
Equipment rents—Dr. balance......... 6,190,874 5,756,295 
Joint facility rent—Dr. balance........ 1,368,375 1,626,011 
Net railway operating income..... 94,667,277 86,694,763 
Ratio of expenses to revenues (per 
NEED —dlech.c.aie err es sth ees Were Racnn. vgs A 74.36 75.51 
1925 1924 
Average number of miles operated... 236,771.21 236,164.24 
Revenues: 
oor ato n oh wrt aise hme diate sae $4,553,065,290 $4,349,036,142 
Re ee ee ee e1,055,913,165 £1,076,688,006 
EE OR RTT, ,051, 97,974,248 
De. gee er eee Cee ee ne oy eee 145,223,077 143,403,761 
All other transportation........... 200,472,133 193,617,359 
Re eee ee 126,894,952 119,145,651 
FOND CRC IOS. Sc oc cited eceenwe 11,093,901 10,432,609 
POTNE SC FO ono ins epeccs ce see 3,105,700 2,635,550 
Railway operating revenues...... 6,186,608,567 5,987,662,226 
Expenses: 
Maintenance of way and structures. 824,892,860 802,672,810 
Maintenance of equipment......... 1,268,724,179 1,270,717,504 
, a ea er -+-. 106,236,413 99,103,854 
OF URCIOR 6 i.e... 6.606 e000 a ¥eeee 2,165,666,936 2,181,295,655 
Miscellaneous operations .......... 54,106,346 50,437,693 
. eee eee aa 176,862,548 169,289,863 
Transportation for investment—Cr.. 13,233,672 13,722,970 
Railway operating expenses..:.. 4,583,255,610 4,559,794,409 


Net revenue from railway operations. 1,603,352,957 


Railway taX ACeruals....csiscescvcese 363,242,428 344,542,188 
Uncollectible railway revenues....... 1,935,948 2,327,295 
Railway operating income....... 1,238,174,581 1,080,998,334 
Equipment rents—Dr, balance........ 78,956,622 73,251,841 
Joint facility rent—Dr. balance....... 22,233,716 21,028,734 
Net railway operating income... 1,136,984,243 986,717,759 
Ratio of expenses to revenues (per 
UNG rive ato ane ets. Gdeado cane « 74.08 76.15 
bIncludes $3,412,802 sleeping and parlor car surcharge. 
c Includes 


2,940,549 sleeping and parlor car surcharge. 
e Includes yer oae ase sleeping and parlor car surcharge. 
fIncludes $37,025,417 sleeping and parlor car surcharge. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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|Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


i aken from Reporters and Digests of National Reporter 
bay oe published by West Publishing Co., St. Paul, Minn. 
H Copyright by West Publishing Co.) 
i 
LOSS OF OR INJURY TO GOODS 


shipper Must Comply With Provisions as to Claim for Loss: 
(Supreme Court of South Carolina.) Interstate shipper of 

cotton, to recover for damages to cotton prior to loading, must 

show compliance with provisions in bill of lading that claim for 
joss be made within four months after delivery—Bowman vs. 

Northwestern R. Co. of South Carolina, 130 S. E. Rep. 878. 

Burden on Shipper to Show Director-General Had Ceased to 
Operate Road: 

Under acts of Congress, proclamation of President, and 
agreement between Director-General and railroad, burden of 
proof was on shipper of cotton, suing railroad for damage, to 
show that at time of shipment Director-General had ceased to 
operate the road.—lIbid. 

United States Supreme Court Decision Controls in Case of Inter- 
state Shipments: 

(Supreme Court of Mississippi, Division B.) Shipments in- 
volved in action against carrier for failure to deliver being inter- 
state, the principles of law governing the measure of damages 
was declared by the United States Supreme Court control.— 
Yazoo & M. V. R. Co. vs. M. Levy. & Sons, 106 So. Rep 525. 

Basis of Recovery for Failure to Deliver Goods in Interstate 
Shipment Stated: 

Basis of recovery for failure to deliver goods in interstate 
shipment, caused by their loss by carrier or by their damage or 
destruction, is their value at time and place delivery is made, 
or, if not made, should have been made, less freight charges.— 
Ibid. 

Not Enough to Show Value of Cotton When Burned in Carrier’s 
Possession: 

It is not enough in action for nondelivery of interstate ship- 
ment of cotton to show its value when damaged by fire, but it 
must be shown when in due course of transportation it would 
have reached its destination, and what its then market value 
was there.—Ibid. 

Staple and Grade of Cotton Destroyed Provable by That of Other 
Parts of Same Crop: ae 
The cotton in question having been burned through de- 

fendant’s fault, plaintiffs could prove its staple and grade by the 

best evidence obtainable, the testimony of one of the owners of 
the plantation on which it was grown, that only a certain variety 
of cotton was there produced that year, and that, while he had 
not seen that in question, he had seen other cotton then raised 

there, and that the staple of all of the crop was from 1 3/16 

to 1% inches.—Ibid. 

Cotton exchange reports are the best evidence of market 
value of cotton.—Ibid. 

Burden of Proof of Defense That It Had Benefit of Shipper’s In- 
surance on Carrier: 

Carrier sued for goods burned in transit, and setting up that 


POSITIONS WANTED OR OPEN 


WANTED—tTraffic Inspector for evening work in prominent traf- 
fic school; must be expert in all phases of traffic work. State age, 
previous experience and general qualifications. Address O. L. L. 891, 
eare Traffic World, Chicago, Ill. 


SITUATION WANTED—Practical traffic management training, 
college graduate agriculture. Experience storage, ocean-rail transporta- 
tion fruits, vegetables. Familiar loading, protective services, meth- 
ods handling distribution, large small terminal facilities. Employed, 
28, a References. Address “W. S. G.,’’ Traffic World, Chi- 
cago, Ill. 

















WANTED—Position, industrial traffic manager or assistant, or 
as senior land-grant freight-rate clerk for important railroad. Abil- 
ity and wide experience. Address Box 889, care Traffic World, Chi- 
cago, Ill. 





POSITION WANTED—Traffic expert desires position with large 
industrial traffic department; opportunity for advancement. Ambi- 
tious. Thirteen years’ railroad experience. Excellent reference. Age 
thirty-two. A. Lee Sanders, care Traffic World, Chicago, Ill. 


NATIONALLY ADVERTISED Traffic Service organization desires 
fifty men EXPERIENCED in selling Traffic Service contracts. 
pay largest commissions, have best contract on market, and are better 
located and equipped to render the service than any other organiza- 
tion in this line of work. In answering tell us ALL about yourself; 
we want only the most reliable and competent men. See our ad on 
page 479, this issue. 





POSITION WANTED—By accountant, twelve years’ experience 
with large carrier and several years with Interstate Commerce Com- 
mission. Desire to make change to avoid travel. Address X Z, care 
Traffic World, Chicago, Ill. 
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plaintiffs had insurance thereon, and that it was entitled to set 
off amount thereof under provision of bill of lading which gave it 
the benefit thereof, provided to do so would not avoid policy, 
has the burden of proving that it would not avoid the policy.— 
Ibid. 

Burden of proof will not be changed by mispleading unless 
the adverse party is misled by such mispleading.—Ibid. 

Facts Held to Show Constructive Delivery and Receipt of Cast- 
ing on Express Car: 

(Supreme Court of Washington.) Where a casting was 
loaded on an open baggage car with no express agent in sight, 
but inviting delivery therein of express by bearing name of 
express company, at a place where there was no regular railroad 
station, the train being momentarily stopped, and custom showed 
former shipments of express to have been handled in same way, 
held, there was a constructive delivery and receipt of casting. 
—Kirby vs. American Ry. Express Co., 242 Pac. Rep. 24. 

Special Damages for Delay in Shipment Requires Notice to Car 
rier of Necessity of Prompt Delivery: 

To recover special damages, occasioned by delay in delivery 
of machinery, shipper must show that carrier had notice that 
prompt delivery was necessary, and that, if it was not made, 
special damage would be occasioned shipper; otherwise carrier is 
liable only for damages on account of delay as might reasonably 
have been contemplated by parties at time of shipment.—lIbid. 
Speed Not Necessarily Main Consideration in Delivery to an 

Express Company: 


Delivery to an express company does not necessarily mean 
that speed of delivery is main consideration; but, even if so 
assumed, it does not follow that it was contemplated that special 
damages might result from failure to exercise speed.—lIbid. 
Notice of Delay, Subsequent to Time Delivery Is Due, Subjects 

Carrier to Liability for Special Damages: 

Where carrier receives notice from shipper, after delivery 
is due, that further delays will occasion special damage, the 

- carrier is liable for delay suffered thereafter, by reason of its 
negligence in not tracing and finding goods.—Ibid. 

Evidence held not to preponderate against finding that delay 
in shipment was due to negligence of carrier.—Ibid. 

Limited liability contained in receipt, given under require- 
ments of Carmack Amendment on interstate shipments, does not 
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apply in case of special damage arising from delay in delivery. 

—Ibid. 

Carrier and Grain Dealers, Contributing to Disposal of Grain, 
Held Jointly and Severally Liable for Conversion: 

(Supreme Court of Kansas.) Where a car of grain, trans- 
ported by a railway company under a standard bill of lading, is 
consigned to the shipper, with directions to notify a certain 
dealer at the point of destination, and it is there delivered to 
grain dealers without the surrender of the bill of lading, and the 
grain is sold and disposed of without the consent of the owner, 
and without compensation to him, the railway company and the 
grain dealers who contributed to the wrongful disposition of the 
grain are jointly and severally liable for the conversion of the 
grain.—Farmers’ Grain & Supply Co. vs. Atchison, T. & S. F. Ry. 
Co. et al., 242 Pac. Rep. 151. 

All of the wrongdoers being joint and severally liable, the 
bringing of an action against all in a certain county where one 
of them was served with process entitled the plaintiff to procure 
the service of summons on the other defendants residing in 
another county, where the action was brought in good faith 
against all, and the plaintiff was acting in the honest belief that 
he had a cause of action against all of the defendants and the 
subsequent failure to recover against the resident defendant 
does not defeat jurisdiction over non-resident defendants or a 
recovery against them.—Ibid. 

Stipulation in Standard Bill of Lading That Claim for Loss or 
Damage Was to Be Made Within Four Months After Delivery 
of Property Held Not Unreasonable or Invalid: 

A stipulation in a standard bill of lading, under which a 
shipment was made to the effect that claims for loss or damage 
must be made in writing, to the carrier, within four months 
after delivery of the property, and that, unless claims are so 
made, the carrier shall not be liable, is not unreasonable or 
invalid, and the fact that the carrier participated in the wrong- 
ful conversion of the property, or that some of its employees 
had knowledge of the wrong and injury, did not avoid the stipu- 


lation nor warrant a recovery against it, where the claim was — 


not made in accordance with the contract.—Ibid. 


TELEGRAPHS AND TELEPHONES 

Filing Telegram of Acceptance of Offer Completes Contract: 
(Court of Civil Appeals of Texas, Dallas.) Filing with tele- 

graph company of telegram of unconditional acceptance of offer, 

which was made with directions to accept it by telegram, com- 
pletes contract without reference to the delivery of the message 
of acceptance to the offerer—-Western Union Telegraph Co. vs. 

Gardner et al., 278 S. W. Rep. 278. 

When Seller’s Acceptance of Buyer’s Offer Does Not Become 
Binding Until Buyer Receives Acceptance Stated: 

When a party, submitting an offer of purchase by telegram, 
stipulates that acceptance by telegram must be received by buyer 
before acceptance is binding, the acceptance does not bind until 
the buyer receives such acceptance.—Ibid. 

Petition Against Telegraph Company for Failure to Deliver Mes- 
sage Accepting Buyer’s Offer Held Good Against General 
Demurrer: 

In action by sellers of cotton against telegraph company for 
failure to deliver plaintiff’s message of acceptance of buyer’s 
offer, based upon theory a delivery to buyer of telegram of 
acceptance was necessary to consummate the contract, petition 
alleging that the buyer submitted an offer to plaintiffs with 
directions to them to send a telegram of acceptance to buyer, and 
that defendant failed to deliver telegram of acceptance, which, 
if delivered, would have bound buyer, held good against general 
demurrer.—Ibid. 

Evidence held to show stipulation between seller and buyer 
of cotton required buyer to receive seller’s acceptance of buyer’s 
offer before seller’s acceptance bound buyer.—Ibid. 

Rule of Texas Cotton Association Held Not to Invalidate Contract 
Between Members of Association: 

Rule of Texas Cotton Association providnig that it shall be 
a violation for any member of an association to buy or offer to 
buy cotton after 8 o’clock p. m., except in cases of unavoidable 
delay in telephone or telegraphic service, held not to invalidate 
contract between members of association finally completed after 
8 o’clock.—Ibid. 

That contract of sale of cotton was entered into in violation 
of rules of Texas Cotton Association held not of itself to invali- 
date such contract.—Ibid. 

Employe of interested party is not an interested witness, 
within rule precluding peremptory instruction on case estab- 
lished by interested witnesses.—Ibid. 

Assignments of error to-reception of testimony cannot be 
considered where no exceptions were taken to rulings at trial, 
and no bills of exception thereto appear in record.—lIbid. 

CARRIAGE OF LIVE STOCK 

Refusal of Special Issues Submitted by Carrier as to Whether 
Particular Mules Alleged to Have Been Injured Were Injured 
in Manner Relieving Carrier from Liability Was Error: 

(Court of Civil Appeals of Texas, Amarillo.) In action for 
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negligent injury in shipment of mules, wherein shipper allegeg 
that certain mules had been injured and extent thereof, refusa] 
of special issues submitted by carrier, under Vernon’s Sayley 
Ann. Civ. St. 1914, art. 1984a, as to whether particular mule 
were injured by reason of their vicious nature, relieving carrier 
of liability despite its negligence, was error, where there Wag 
evidence to sustain such issues, in view of rule that each party 
has right to have each distinct issue raised by pleadings and SUp- 
ported by evidence separately submitted to jury.—Panhandle ¢ 
S. F. Ry. Co. vs. Snodgrass et al., 278 S. W. 337. 

Damages to Mules Estimated on Market Value at Destination, or, 

if None, on Intrinsic Value: 

In action for negligent injury in shipment of mules, plaintiff's 
damage is estimated on market value of mules at destination, 
or, in absence of market value, on their intrinsic value.—tIbig, 

In action for negligent injury in shipment of mules, evidence 
of intrinsic value is inadmissible, where testimony shows mules 
to have a market value.—lIbid. 

Where Market Value Exceeds Alleged Value, Recovery Limited 
to Alleged Value: 

In action for negligent injury in shipment of mules, wherg 
evidence showed that mules had market value exceeding value 
alleged in petition, court should have instructed that recovery 
could not exceed amount claimed in petition.—Ibid. 


In action for negligent injury to shipment of mules, based 
on common law liability of carrier, the shipping contract is im. 
material.—Ibid. 


Where statements, in appellee’s brief, improperly reflected 
on appellant’s counsel, but appeared to have been made in jest, 
appellee’s brief will be considered.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


Shipper of Grain for Export Held Entitled Only to Nominal 
Damages for Delay: 


(Supreme Court of Kansas.) Wheat purchased for export 
moved on bills of lading bearing the notation “for export” from 
points of origin on the carrier’s railroad in Kansas and Okla- 
homa to Galveston and New Orleans. Pursuant to stipulation in 
the bills of lading, the wheat was there placed by the carrier in 
terminal elevators, and mingled with other wheat of like quality. 
On presentation and surrender of the original bills, and to fulfill 
the shipper’s contracts of sale for export, wheat equal in quan- 
tity and quality was delivered by the elevators on board ships, 
and was exported to foreign destinations. There was delay in 
the transportation of the wheat to ports of exportation, and the 
shipper sued for damages occasioned by the delay. No contract 
of sale for export was not fulfilled, and no difficulty was ex- 
perienced in fulfilling any contract of sale, because of the delay, 
and there was no evidence that the shipper’s business as a dealer 
in grain for export was detrimentally affected by the delay- 
Held, the shipper was entitled to nominal damages only.—Craig 
vs. St. Louis-San Francisco Ry. Co., 242 Pac. Rep. 117. 










Miscellaneous Decisions | 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter i 


System, published by West PuSlishing Co., St. Paul, Minn. j 
- Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIER 


Amendment to Statute Held Not to Deprive Public Utilities 
Commission of Jurisdiction Over Proceedings Filed May 21, 
1925, and Submitted June 10, 1925: 


(Supreme Court of Ohio.) The amendment to sections 
614-84 and 614-86, General Code, effective June 14, 1925, denying 
to the Public Utilities Commission jurisdiction over motor trans- 
portation, “used for the transportation of persons or property, 
or both, and which are operated exclusively within the terri- 
torial limits of a municipal corporation, or within such limits 
and the territorial limits of municipal corporations immediately 
contiguous thereto,” does not deprive the commission of juris- 
diction over proceedings which were filed May 21, 1925, and 
heard and finally submitted to the commission on June 10, 1925. 
—Cincinnati Traction Co. vs. Public Utilities Commission of 
Ohio et al., 150 N. E. Rep. 81. 

Application for Motorbus Transportation Over Route Between 
Noncontiguous Cities Within Exclusive Jurisdiction of Util- 
ities Commission: 

An application for motorbus transportation over a route be- 
tween cities not contiguous to each other is within the exclusive 
jurisdiction of the commission, and such jurisdiction is not de- 
feated by the fact that such interurban operation will be oper- 


ated in conjunction with a service already established which is 
purely intracity.—Ibid. 
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Equipment 













S.S.  ‘‘Macabi.” 
Car material 
i“) being trans- 
4 ferred directly 
fo) from freight 
i car to ship. 










One of our giant 
magnets in action, 


One of the advantages bringing scrap car 
‘ wheels, weighing 1500 

of starting years after pounds, out of ship. 
: Ss 18 an average 

the other fellow is that lift for this magnet. 


you can avoid his mis- 
takes and profit by his 
experiences that have 
proved successful. 


Especially is this true in 
the matter of equipment 
in amarine terminal. It {- 
1S not only complete, but Wharf and Transit Shed 
its completeness is best with 8.S. “Commercial Path- 
‘ : finder” taking on cargo for 
illustrated in the way it New Orleans. 
is handled—men and 

: : Carloads of Canned Goods 
machines work as a wt = ae oe ae 
and have thus gained for ment to Tampa and New 

. e e Orleans. 

Wilmington the enviable 
slogan of “The Port of 
Personal Service.” 





May we not prove the 
efficiency of this equip- 
ment in your case? 





BOARD OF HARBOR COMMISSIONERS 


Post Office Box 974 
Wilmington Delaware 


WILMINGTON 


on the Delaware 
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Having every modern facility for the 
handling of cargo. Served by SEVEN- 
TEEN RAILROADS reaching to every 
corner of its territory which includes all 
Texas, parts of Louisiana, Oklahoma, Ar- 
kansas, Arizona, New Mexico, Colorado. 





The splendid growth of The Port of 
Houston has been coincident with the 
growth of the Southwest in population 
and importance. 


Read the graphic story of PORT 
HOUSTON in the official organ of the Port 
Commission. 





Just off the press—illustrated profusely* 
and definitely interesting to manufacturers 
everywhere. 


IT IS FREE 
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Ask for “PORT HOUSTON” 


and address 


The Director of the Port 
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HOUSTON TEXAS 

















































































514 





Statutory Notice of Order for Additional Service Applies Only 
to Transportation Companies Not Giving Convenient and 
Necessary Service: 

The provision in section 614-87, General Code, requiring “not 
less than sixty days’” notice of an order of the commission for 
additional service, applies only to motor transportation com- 
panies which have been found by the commission not to be 
giving “convenient and necessary service,” and the 60 days’ time 
therein mentioned is for the purpose of purchasing and installing 
such additional equipment as may be found by the commission 
to be necessary.—Ibid. 

Statute Requiring 5 Days’ Notice to Grantee of Certificate Ap- 
plies to Citation to Show Cause Why Certificate Should Not 
be Revoked: 

The provision in section 614-87, General Code, requiring 5 
days’ notice to the grantee of a certificate, applies to a citation 
against any certificate holder to show cause why such certificate 
should not be revoked, altered, or amended for noncompliance 
with the orders of the commission or the requirements of any 
statute. Such five days’ notice applies not only to the revoca- 
tion, alteration, or amendment of a certificate, but also applies 
equally to the revocation, alteration, or amendment of the 
authority for the issuance of such certificate, where no certificate 
has in fact been issued.—Ibid. 


Right of Transportation Company to Proceed by Affidavit Could 

Be Employed Only Prior to May 2, 1925: 

Where a motor transportation company was operating in 
good faith on April 28, 1923, its right to proceed by affidavit 
filed with the commission under the provisions of section 614-87 
as originally enacted could only be employed prior to May 2, 
1925. By virtue of the amendment to section 614-87, General 
Code, which was passed May 2, 1925, a time limitation was 
placed upon proceeding by affidavit, and after that date it be- 
comes necessary to proceed by application and notice.—Ibid. 
Act Held to Date From Period of 10 Days From Time of Presen- 

tation to Governor: 

The amendment to section 614-87, General Code (111 O. L. 
512), was adopted by the Legislature on April 17, 1925, and pre- 
sented to the Governor on April 21, 1925, and was neither 
approved nor disapproved by him, and its passage, therefore, 
dates from the period of 10 days from the time of such presen- 
tation to the Governor, Sundays excepted, to wit, May 2, 1925. 
—Ibid. 


Time for Hearing Application for Certificate Governed by 
Statute: 
The time for hearing an application for a certificate for 
motor transportation service is governed by section 614-91, Gen- 
eral Code, and such application should not be heard by the com- 


mission until 3 full weeks have elapsed from the first publication 
of notice.—Ibid. 


Order of Public Utilities Commission on Hearing Before Time 
Provided by Statute Held Not Unreasonable or Unlawful on 
That Ground: 

Where protests are filed against the granting of a certificate 
of convenience and necessity, and a hearing takes place upon 
such protests before the expiration of 3 full weeks from the time 
of publication of notice, and no objection is made at the time 
of hearing, and no application for continuance, and no showing 
of inability to secure evidence, or other prejudice, and no protes- 
tant appears subsequent to the hearing and within the period of 
3 weeks from the date of first publication, the order of the com- 
mission will not be held to be unreasonable or unlawful on that 
ground.—Ibid. 

Statutory Provisions: 


(Supreme Court of Oklahoma.) Section 208 (a) of the Trans- 
portation Act (U. S. Comp. St. Ann., Supp. 1923, Sec. 10071%) 
gives the state authority to propose or initiate a reduced rate 
on intrastate shipments during the guaranty period, but all such 
changes before becoming effective are subject to review by the 
Interstate Commerce Commission, and, unless the same are 
approved by such commission, are invalid.—Missouri, K. & T. 
Ry. Co. et al. vs. Dewey Portland Cement Co. et al., 242 Pac. 257. 
Transportation Act Held Not to Require Conditional Approval by 

Interstate Commerce Commission to Entertain Complaint 

Against Intrastate Rate During Six Months’ Guaranty Period 

Ending September 1, 1920: 

“Transportation Act, Sec. 208 (a) being U. S. Comp St. Ann., 
Supp. 1923, Sec. 1007144d, providing that all rates in effect 
February 29, 1920, on lines of carriers subject to the Interstate 
Commerce Act, shall continue in force and effect until changed 
by state or federal authority, respectively; prior to September 
1, 1920, no such rate * * * shall be reduced, * * * unless 
such reduction is approved by the Interstate Commerce Commis- 
sion—does not require prior conditional approval by the Inter- 
state Commerce Commission to enable the Corporation Commis- 
sion to entertain a complaint of an intrastate rate during the six 
months’ guaranty period ending September 1, 1920, but the fed- 
eral commission acts as a reviewing body on the determination 
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by the state commission, and must approve it to make it effect. 
ive.”—Ibid. 
Limitations Applicable: 

The statute of limitation applicable to actions on penalties 
and fines does not apply to an application for reparation op 
account of discriminatory rates. The law permitting such appli. 
cation and reparation thereon is remedial only.—Ibid. 
Disposition of Case: 

Record examined, and held, that the evidence supports the 
order and judgment of the Corporation Commission in its finding 
that the rate charged the plaintiff was discriminatory. Order 
and judgment of the Corporation Commission modified.—Ipbig. 


NO SHORTAGE SHOULD OCCUR 


It is the opinion of the Commission’s Bureau of Service, 
after an inquiry into the open-top car situation, in the light of 
the end of the anthracite coal strike, that “with prompt move. 
ment by carriers and prompt unloading by consignees, no coal 
car shortage should occur.” The Commission, February 16, gave 
out the following memorandum on that subject: 


The Bureau of Service, Interstate Commerce Commission, in 
anticipation of an increased demand for open top cars, due to the 
ending of the anthracite coal strike, has made a survey of the 
open top car situation and submits the following information: 

The table which follows indicates the number of open top cars 
owned by the roads serving the anthracite flelds, the number of 
cars on line, and the number of such cars in bad order as of 
January 15, 1926, the number of serviceable idle cars on the lines 
of such roads January 31, 1926, and the number of cars of anthra- 
cite loaded by these lines in the last week of January of last year: 











Jan. 15, 1926 

oy < 
eo) Q 258 B'Si9 
+= © Bad Order Cars <p! POSd 
°F : Sar Supt 

° - a 

Anthracite 29 "8 PA = Bf ane 
Roads -t) te S g Ot ware 
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= ) > © n 3°. 

a 4 3 ? 

a : 5 > 
Dy he BW on cis 11,419 12,156 447 3.7 3,984 5,122 
2 ae 11,629 11,964 306 2.6 1,873 6,603 
MD <cenasawed 24,003 25,833 1,998 y Be 7,509 3,014 
7S 2 aaa 2,297 2,508 2.9 1,750 1,244 
Lehigh Vy.....% 16,803 16,821 1,307 7.8 6,500 5,088 
N.Y. O. & W..06 Sees 3,291 326 9.9 1,457 969 
C.R. R. of N.J.. 17,1638 16,841 311 1.9 8,942 2,828 
Penna. System ..186,332 159,707 22,860 14.3 8,941 3,032 
Reading Co..... 29,695 27,631 445 1.6 5,938 5,182 
Total ....cee. 303,052 276,752 28,072 10.1 52,894 33,082 
United States ..1,001,413 71,903 7.4 92,412 33,082 


From the foregoing, it will be seen that in the United States 
the total surplus of open top cars on January 31, 1926, aggregated 
92,412. The total surplus in the anthracite region, 52,894 cars, is 
57 per cent of the aggregate for the United States. 

At this period last year the anthracite roads were loading 
about 34,000 cars of anthracite per week. For a period of six 
months following the 1922 strike, the production of anthracite 
averaged about 38,500 carloads per week. There were seven weeks 
during that period in which production slightly exceeded 40,000 
cars per week. With proper movement by carriers and prompt 
unloading by consignees, no coal car shortage should occur. 


ANTHRACITE COAL RATES 


The Commission has reopened No. 15006, the so-called an- 
thracite investigation, in so far as it involves the proposed 
readjustment of rates on hard coal to destinations in -upper 
New York state, for further hearing. The report on that phase 
of the subject was made in 104 I. C. C. 514, Traffic World, Jan- 
uary 30, p. 285. Applications for reopening were filed by paper 
manufacturing companies that would be adversely affected by 
the modifications in the first decision, 101 I. C. C. 363, authorized 
by the supplemental report in 104 I. C. C. 514, chief of which 
was permission to the carriers to increase rates for single- 
line hauls to Albany, and to increase or reduce, as the case 
might be, the rates for hauls over joint-line routes, so as to 
avoid fourth section complications. 

Objecting paper makers who asked for reopening said they 
had not had an opportunity to be heard on the proposal to 
increase their rates and said they desired to be heard on the 
conclusions expressed in the supplemental report. (See Traffic 
World, February 13, p. 483). They asked for an opportunity 
to be heard on brief and in oral argument. 


LAKE CARGO COAL RATES 


The Butler Board of Commerce and the Butler-Mercer Coal 
Operators’ Association have asked leave to intervene in No. 15007, 
Pittsburgh Coal Producers’ Association et al. vs. Ashland Coal 
& Iron Railway et al., commonly called the Lake Cargo Coal 
Case. They said that they were interested in the proceeding 
from the standpoint of the effect of the present lake cargo rate 
adjustment upon the economic and social life of the Butler dis- 
trict, as well as the direct effect upon the coal producing in- 
terests of the district. They said they believed the present rates 
from the Butler-Mercer district to lake ports on lake cargo coal 
are unjust and unreasonable. 
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DENVER, COLORADO | 


Kennicott-Patterson Warehouse Corporation 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


DENVER, COLORADO 








WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 
New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 

Members: American Warehousemen’s Ass’n 





FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 


Receipts Issued. The Weicker Transfer & Storage Company. 























PORTLAND, OREGON | | JACKSONVILLE, FLA. 


COLONIAL WAREHOUSE & TRANSFER CO. WIESENFELD WAREHOUSE COMPANY 
STORAGE AND DISTRIBUTION General merchandise storage and distribution. 
FREE MERCHANDISE BONDED Prompt and intelligent service. 






References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


Serving many large National Distributors 474 Everett St., or 
Write or wire us for information and rates 13th and Everett Sts. 





MEMBERS AWA. O.W.A. 


DERER 


SERV/CeE 


TERMINAL 


BUILOS BETTER BUSINESS 
MERCANTILE WAREHOUSING AND DISTRIBUTING 


Warehouse 
DISTRIBUTORS 
72 Mdse. cars loaded 
every 24 hours for shipment 
over 16 different routes~ 


R.R.SIDING — SHORT HAUL TO ALL DEPOTS 





GEOGRAPHICALLY 
LOCATED TO RENDER 
DISTRIBUTORS ee 
DISTINCTIVE WAREHOUSE ~~“ 
AND FORWARDING 
SERVICE 


OF oe FOF -NET®) 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 





Use Signode Strapping 


for Safer Shipments at Less Cost 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


If you use wooden boxes, you can lighten their 
weight. Add Signode Steel Strapping. Result—a 
stronger container, besides a saving in lumber 
and freight. 


Merchandise Storage and Pool Car 
Ginpeettences Distribution camo 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


If you use cartons and have occasional trouble, 
Signode will make your shipments safe. 


Signode is also used on barrels, bales, and bundles 
and for packages and containers of all kinds. 


CONSOLIDATED STEEL STRAPPING co., 
2613 N. Western Avenue Chicago, Ill., U.S.A. 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture Loop-the-Loop Round Wire Reinforcement, Apex 
Box Strapping, Corrugated Fasteners, Pail Clasps, Clutchnails, Etc. 
Send for complete catalog. 







WE STORE AND DISTRIBUTE 


General Merchandise, Furniture 
and Cold Storage 
The Great Lakes Warehouse Corp. 


Telephone Hammond 3780 HAMMOND, INDIANA 






















































































































MONEY FOR SHIPPING BOARD 
The Trafic World Washington Bureau 


The estimate of the Bureau of the Budget of $14,198,574 
for the Shipping Board and Fleet Corporation for the fiscal year 
ending June 30, 1927, which includes $13,900,000 for the expenses 
of the Fleet Corporation and the operation of the government 
fleet, was adopted by the House committee on appropriations in 
reporting, February 15, the independent offices appropriation 
bill. The proposed appropriation represents a reduction of 
$10,131,426, as compared with the total appropriated for the 
present fiscal year. 

Testimony taken by the committee in executive session, 
made public when the bill was reported, recorded Chairman 
O’Connor, of the Shipping Board, as saying that the Director 
of the Bureau of the Budget had agreed with the chairman and 
Commissioner Walsh that if the operating results of the first 
six months of the fiscal year 1927 showed the amount recom- 
mended to be inadequate a supplemental appropriation would be 
requested. Chairman O’Connor said the board would try to 
keep within the appropriation of $14,198,574. 

In its report on the bill, the committee, with reference to the 
Shipping Board and Fleet Corporation, said: 


The Fleet Corporation as at present organized consists of the fol- 
lowing activities: Operations, traffic, treasurer, general comptroller, 
ship sales, legal, marine insurance, and the foreign and district offices, 
and the duties of each of these departments will be found on pages 
491-494 of the hearings. 

The percentage of imports and exports carried in American bot- 
toms, which includes both Shipping Board and independent American 
vessels, as compared with the percentage carried in foreign bottoms, 
is as follows: 


—Imports— —Exports— 

Year— American Foreign American Foreign 
RR EEE Set a Ie ey Be tc 71 29 38 62 
I aise a Spi aioluare duels aid waee oO Ko.©. co suit 63 37 40 60 
MEY Ce GadiaebnruenDer ato dresser e tudes 53 47 33 67 
See ee Cee 54 46 35 65 
Wee C60 Saly f, 29GB) oc. ccc ccsicocees 45 55 33 67 


The following statement briefly indicates the activities of the 
Fleet Corporation with respect to the number of ships operated, 
receipts from operations, and expenditures: 


1924 1925 #1926 #1927 
Sa 383 333 294 263 
een... $50,000,000 $30,000,000 $24,000,000 $13,900,000 
From operations, 103,625,416 100,963,751 92,540,000 75,000,000 
Total receipts... 153,627,416 130,963,751 116,540,000 88,900,000 
Expenditures ........ $141,046,616 $131,027,539 $116,540,000 $93,690,000 


* Estimated. 


Receipts from the liquidation of assets and expenditures for the 
past several fiscal years are as follows: 


Liquidation of assets— 1925 *1926 *1927 
Receipts” A en! eS eens $9,446,517 $10,000,000 $7,500,000 
WRRDONEGTES ood Secctedecescsecceses 3,955,542 3,602,520 3,000,000 


Balance to construction loan fund 
or miscellaneous receipts....... 5,500,975 


* Estimated. 


6,397,480 4,500,000 


Claims pending against the United States Shipping Board number 
954 and involve amounts aggregating $160,077,792.43, as against 209 
claims pending in favor of the board involving the sum of $20,234,- 
249.98. The following statement shows the settlement of claims 
under the $50,000,000 appropriation made in the independent offices 
act for the fiscal year 1923: 


Settlement of claims from $50,000,000 special appropriation to 
December 31, 1925 
Amount claimed Gross award 


ME 860.6046 00s w0neceeees $159,075,100.10 7,435,654.48 
as wan Gree HA:0 6 ORK es eae 5,894,547.37 2,044,254.27 
EE IR. 5s. bles 60s doce 04 bb) b's 0% ,086,085.7 621,014.75 
United States Mail Steamship Co........ ,823,568.20 1,823,563.20 
Bee ae ere 5,139,728.78 2,656,201.50 


44,580,693.20 


Offisets applied Net cash 
Cente (CURIE. fog oie cco cccwgendvstecus ee $22,451,389.79 $14,984,264.69 
BBE A OIE AID I Sie 4,157.67 096.60 


Total claims settled to Dec. 31, 1925... 174,019,030.23 





EE. SIs, orcs coiddtaditalddess coesdele -: enethekmes 621,014.75 
United States Mail Steamship Co........... sesveceees 1,823,568.20 
DOCG: GENE oo cnc cecwcsccceovececs 10,196.16 2,646,005.34 


Total claims settled to Dec. 31, 1925... 22,465,743.62 22,114,949.58 
Amount transferred to Secretary of State 
for award to Kingdom of Norway........  cseccecees 12,263,203.42 
Total disbursements from claims fund 
Di Oe <b co. 6 tcbcccccsneonees 
Add amount of fund returned to United 
i Bi ee i FE 
Balance available for payment of claims 
Dec. 31, 1925 


eeeeeeeses 


34,378,153.00 
11,745,815.10 
3,876,031.90 
50,000,000.00 
On January 1, 1925, there were 2,841 employes on the rolls of the 
Fleet Corporation at an annual salary rate of $6,175,906. This 


number has been reduced, as of January 15, 1926, to 1,784 employes 
at an aggregate annual salary rate of $4,259,123. Since June 13, 


eeeeesecese 
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1921, to January 1, 1926, 1,015 various types of craft have been sold 
by the board for the total sum of $65,862,347. 

The committee desires to call attention to the fact that the Ships 
of the Fleet Corporation are now being operated under a new form of 
contract known as the “operating agreement, 1924.” The principa) 
difference is that under the new agreement the operator receiveg a 
7% per cent fee on all export freight, and a 3 per cent fee on aj] 
import freight, as compared with the allawances granted under the 
MO-4 agreement, which included husbanding fees, commissions op 
cargoes, $5 per day for ballast voyages, $25 per day after 10 days 
during repair lay-ups, and agency fees. 

Chairman O’Connor, in his testimony before the appropria- 
tions committee, said repairs at an estimated cost of $1,500,000 
were necessary to put the George Washington, the President 
Harding, the President Roosevelt and the America, vessels oper. 
ated by the United States Lines, into first-class condition for 
passenger trade. 


Charge That Board Disregarded Law 


Representative Wood, chairman of the subcommittee of the 
appropriations committee, asked Chairman O’Connor about the 
salary of $10,000 paid to J .C. Jenkins, declaring that the com- 
mittee last year had put in the bill a limitation designed to 
fix Mr. Jenkins’ salary at not more than $6,500. 

“It seems that for the purpose of avoiding that they trans- 
ferred him to some other position,” said Chairman Wood. 

Chairman O’Connor said he had never been transferred; 
that he was never assistant to the chairman; that he was direc- 
tor of the bureau of operations. 

“Mr. O’Connor,” said Chairman Wood, “it was the opinion 
of this committee without regard to the personal opinion of 
some, that Mr. Jenkins was not entitled to receive $10,000 
salary.” 

Chairman O’Connor indicated there had been doubt in his 
mind as to whether the salary restriction applied to Mr. Jenkins. 

“The examination conducted last year would show very 
conclusively about that, and there could not be any mistake as 
to whom it was meant for,” replied Chairman Wood. “In the 
examination of Mr. Jenkins before this subcommittee at the 
last hearing in reference to his services, it was shown that he 
entered the employ of the Shipping Board in 1918 at $1,800 a 
year, and between then and 1923 he was raised to $7,500, then 
to $8,000 in 1924, and again from $8,000 to $10,000 in 1924, get- 
ting two increases in the same year. Mr. Palmer testified that 
Mr. Jenkins was assistant to the chairman of the Shipping 
Board.” 

“He was; he assists me now, but his office or position is 
director of the Bureau of Operations,” said Mr. O’Connor. 

Chairman Wood referred to testimony last year in which 
it was brought out that Mr. Jenkins had been in the government 
service for 21 years, having been with the Federal Trade Com- 
mission and other departments. 

“The point about the thing is this, Mr. O’Connor: It is the 
opinio« of this committee that that was an evasion of the action 
of this committee purposely made, with reference to that reser- 
vation or limitation,” said Chairman Wood. 


Chairman O’Connor disclaimed that there was any inten- 
tion to evade the provision of law in question. He insisted that 
Mr. Jenkins handled the “sea service bureau,” and that he had 
charge of piers and wharves and industrial relations. 


Chairman Wood told Mr. O’Connor it was “your business 
and it was the business of this board to carry out the law as 
enacted by Congress, and as expressed in this bill.” 

Mr. Jenkins said there was no intention to evade the law— 
that the matter had been taken up with the Senate committee 
handling the bill and that the committee said the restriction 
did not apply to him. Chairman Wood insisted, however, that 
the committee intended that Mr. Jenkins should not get more 
than $6,500. i 

“I will be sorry to see the committee take any action to cut 
this man’s pay down,” said Chairman O’Connor. “I feel that 
he would not stay in the employ of the board at $6,500. What 
is the use of a man working for the government for 20 years 
if he cannot get that much of an advance in that time? 

“It looks to me like Mr. Jenkins did pretty well in coming 
up to $10,000,” said Chairman Wood. 

“$10,000 in 20 years?” asked Chairman O’Connor. 

“There are a lot of people working for the government 
doing as much work as Mr. Jenkins, and maybe more, not get- 
ting as much as that,” said Chairman Wood. 

“That may be so, in some other departments, not in the 
Shipping Board,” replied Chairman O’Connor. 

“That is neither here nor there,” said Chairman Wood. “I 
stated I was in sympathy with Mr. Jenkins at the time 
(last year) but I am not in sympathy with him now. You 
might as well violate the judgment of a court as to violate any 
law which is enacted by Congress.” 

“You are absolutely right on that, as you state, but when 
Senator Jones said that Mr. Jenkins did not come under that 
I thought we were clear,” replied Chairman O’Connor. 

“Senator Jones had nothing to do with the writing of this 
bill, and he had nothing to do with fixing that limitation,” said 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
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; — COLUMBUS, OHIO 
Philadelphia, Pa., and Houston, Tex. IT's 
perms THE MERCHANDISE STORAGE CO. 
EVER U. S. BONDED 
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COMMODITIES ONLY 







Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg.. PHILADELPHIA, PA. 


MERCHANTS WAREHOUSE COMPANY 


Merchandise and New Automobile Storage 
POOL CAR DISTRIBUTION LOW INSURANCE RATES 
Write Us for Information and Rates 


South Front, Florida and Georgia Sts. MEMPH Ss, TENN. 


MEMBER—AMERICAN WAREHOUSEMEN’S ASSN. 




































Make this Mammoth Plant For reliable warehousing and distribution 
service in all its branches, write or wire 


* 
Your Chicago Warehouse TERN 
ee engin vagy tee to ee W E S 
your Chicago trade. Superior 2 a EE WAREHOUSING COMPANY 
facilities for prompt out-of-town S . : : i Polk St. Terminal, Pennsylvania R. R. System 


shipments without cartage re teen ; 321 West Polk St., CHICAGO 
= tine... est Po ° 
BETTER INVESTIGATE A Fa “At the Edge of Loop” _E. H. HAGEL, Supt. 


S00 TERMINAL WAREHOUSE CHICAGO, ILL. 


. Location—Geographically in the 
Storage and Distribution of aoe: ol Chicago. Geecuh Geer 











MERCHANDISE space for lease in large or small 
Without Cartage Charges blocks to desirable tenants. 
Write to Us and Learn About Fire-Proof—40 Car Siding— 
‘THE ECONOMICAL WAY” Free Switching 






















Your Customers Know Lafayette Ave., Cor. 12th St, M. C. and 
Alfred and Dequindre Sts., G. T. R. R 


roe RS SUGAR HOS =; Ese ent) 
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3 
Fireproof Const. Warehouses No. 4 Ciay cand, Deauindre Sts., M. C., @. T. 
+ ws Gala, tt hk 
ee sees No. 8 Foot of 8th St. River, M. C. and C. P. 
Negotiable Warehouse Receipts No. 9 pe Ave., Penn. Ry., Wabash and 
or 9 ME DISE WAREHOUSES =» ixidiscaesiinais: 
" e No. 10 Lauderdale Ave. Junetion to Campbell, 
Field Warehousing P. M., Wabash and Union Belt, Penn. Ry. 


























Direct from ships’ holds to warehouse, by means of electric conveyors, with one handling :—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 

With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your shipments. 
Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 

Your shipments can be financed through our negotiable warehouse receipts. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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Chairman Wood. “If they had changed that in the Senate so 
it corresponds with what Senator Jones said, it would have 
been the law.” 

“That is what we were going to do, and then he said Mr. 
Jenkins did not come under it,” said Mr. O’Connor. 

“Of course,” interjected Representative Cullen, “what the 
chairman is especially bringing to your attention is the fact 
that this provision states specifically that the salary should 
not be in excess of $6,500.” 

“TJ realize that that is the congressman’s attitude and he 
is absolutely right,” said Chairman O’Connor. 

“This is an example of a spending bureau acting in defiance 
of a law enacted by Congress, and taking it upon themselves 
to be the arbiters of what they think is right,” said Chairman 
Wood. “But you cannot do that kind of business with me as 
long as I am here, no matter what I think about what you 
should receive.” 

After further discussion about Mr. Jenkins’ duties, Chair- 
man O’Connor said: 

“I am sorry we have gotten into this.” 


Cargo Ship Losses 

Chairman O’Connor submitted a table showing operation 
losses of cargo ships by lines in the fiscal years 1924 and 1925, 
and for the first half of the fiscal year 1926, as follows: 

America-France Line, 1924, $938,896; 1925, $663,267; 1926, 
$294,403; American-Antilles Line, 1924, $184,578; 1925, 184,444; 
1926, $72,710; American Delta Line, 1924, $583,256; 1925, $401,184; 
1926, $174,956; American Diamond Line, 1924, $2,154,177; 1925, 
$1,307,644; 1926, $617,337; American Dispatch Line, 1924, $434,- 
699; 1925, $427,565; 1926, $114,442; American Dixie Line, 1924, 
$2,689,171; 1925, $1,199,389; 1926, $703,089; American Export 
Line, 1924, $1,984,644; 1925, $1,113,492; 1926, $523,514; American 
Far East Line, 1924, $500,801; 1925, $562,805; 1926, $272,204; 
American India Line, 1924, $834,246; 1925, $907,745; 1926, $301,- 
832; American Merchant Lines, 1924, $1,945,122; 1925, $1,500,032; 
1926, $535,674; American Oriental Mail Line, 1924, $281,115; 
1925, $554,908; 1926, $176,379; American Palmetto Line, 1924, 
$1,261,159; 1925, $844,692; 1926, $92,379; American Pioneer Line, 
1924, $2,389,599; 1925, $2,430,300; 1926, $738,835; American Pre- 
mier Line, 1924, $1,104,437; 1925, $504,075; 1926, $188,092; Amer- 
ican Republics Line, 1924, $506,181; 1925, $973,804; 1926, $269,967; 
American Scantic Line, 1924, $1,287,495; 1925, $434,935; 1926, 
$157,710; American South African Line, 1924, $874,194; 1925, 
$568,467; 1926, $79,258; American West African Line, 1924, 
$723,100; 1925, $623,283; 1926, $173,564; Atlantic Australian Line, 
1924, $619,766; 1925, $513,497; 1926, $271,364; Gulf West Mediter- 
ranean Line, 1924, $759,291; 1925, $428,309; 1926, $157,296; Mis- 
sissippi Valley European Line, 1924, $440,221; 1925, $253,392; 
1926, $44,152; Mobile Oceanic Line, 1924, $1,534,556; 1925, $1,065,- 
594; 1926, $271,233; Oregon Oriental Line, 1924, $600,510; 1925, 
$835,975; 1926, $292,037; Oriole Lines, 1924 $2,926,617; 1925, 
$2,368,138; 1926, $923,673; Pacific Argentine Brazil Line, 1924, 
$1,253 profit; 1925, $3,784 profit; 1926, $18,921 profit; Pacific 
Australia Line, 1924, $191,584; 1925, $332,368; 1926, $124,690; 
Southern States Line, 1924, $2,832,727; 1925, $1,998,983; 1926, 
$560,322; Texas Star Line, 1924, $1,224,869; 1925, $488,807; 1926, 
$184,516; Yankee Line, 1924, $926,420; 1925, $578,268; 1926, $202,- 
520; total, 1924, $32,724,192; 1925, $24,368,838; first half fiscal 
year 1926, $8,499,239. 

The table showed that the average loss per voyage in 1924 
was $26,978 and $19,526 in 1925. For the first half of the fiscal 
year 1926 the average loss per voyage was $16,600. 

The United States Lines showed a loss of $3,463,484 in 1924 
and $2,315,862 in 1925—fiscal years. 

It was explained with reference to the decrease shown in 
losses in 1925 as compared with 1924 that there were fewer boats 
in operation in 1925, but that the same services were in oper- 
ation. Chairman O’Connor said, however, that the losses were 
being reduced—that losses per voyage were being reduced. 

“Can you give us any facts that are compensatory in their 
nature, to offset these losses?” asked Chairman Wood. “What 
benefit does the United States get in running these lines when 
they are constantly losing this money?” 

“Promotion of commerce and national defense,” replied 
Chairman O’Connor. “But every manufacturer and producer 
in this country gets a benefit out of those boats.” 

President Crowley, of the Fleet Corporation, testified that 
it would take an appropriation of $18,691,000 for the next fiscal 
year to maintain the same services now in operation. 

Members of this committee expressed surprise at the prac- 
tice of the board requiring officials of the Fleet Corporation to 
submit their resignations at the time of appointment. They 
thought that that was holding a club over the head of an 
official. 

Chairman Wood asked if anybody held the resignations 
of the members of the board in the same manner. Chairman 
O’Connor said nobody held his resignation although he said the 
President could have it if he asked for it. 

Chairman Wood asked President Crowley if it should de- 
velop that the Shipping Board lines could not be sold to private 
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operators, should the government continue their operation at 
loss. Mr. Crowley thought that the lines would be brought 
to the point that they could be sold but in the event they were 
not he believed the government should continue to operate 
them because there was no doubt that the government Ships 
kept ocean freight rates down. 

“I think we would have been at the mercy of all the foreign 
steamship companies if we had not had this fleet,” said Mr. 
Crowley. 

Chairman Wood asked about proposed separation of the 
Fleet Corporation and the Shipping Board. The present system 
was in effect defended by Chairman O’Connor and Mr. Crowley 
although both indicated they saw no objection to control of the 
Fleet Corporation by a separate board of directors. 


Continuance of Board Bureau 


The committee inquired into the operations of the board’s 
investigating bureau, the members indicating they saw no reason 
for the board having such a bureau. Chairman O’Connor said 
the bureau investigated “the Crowley Bros.’ operation of ves. 
sels,” and that an examination of the bureau’s file in that case 
showed there was nothing in the file against President Crowley, 
of the Fleet Corporation. It was not explained just what the 
investigation revealed. Commissioner Plummer said he was in 
favor of abolishing the bureau. 

Chairman Wood said Chairman O’Connor said in one breath 
he was in favor of getting rid of the bureau and that in the 
next that he was not, adding that the committee was not get- 
ting much cooperation out of Chairman O’Connor. 

Chairman O’Connor said he personally was not in favor of 
getting rid of the bureau until the “files are cleaned up.” 

“I expect they will not be cleaned up until doomsday,” said 
Chairman Wood. 

That is not so, as I see it,” said Chairman O’Connor. 

“I think I know something about your operations down 
there,” replied Chairman Wood. 

Commissioner Plummer said he had suggested that the 
bureau be transferred to the Department of Justice “and then 
they could investigate Captain Crowley without feeling that they 
were on his payroll, because at the present they are on his pay- 
roll and also they are supposed to report to him.” 

“That is all the more a reason why this department ought 
to be abolished,” said Chairman Wood. “Suppose they were to 
make a report in favor of Captain Crowley? Those who are 
disposed to criticize the board—and God knows there are plenty 
of people who are always criticizing the Shipping Board—would 
say it was simply a whitewash. If I were Captain Crowley, 
and if I felt myself innocent of any charge, I would want the 
investigation made by somebody who was not under me or in my 
department, so that people could not say that they made such 
. report just because of the fact that they were dominated 

y me.” 

Commissioner Plummer said that that was his view. It was 
brought out that the files relating to “Crowley Bros.” had been 
in existence for a number of years. President Crowley was 
formerly a member of that firm, according to the testimony. 
Chairman O’Connor said the investigation he had made of the 
files showed “there was nothing in them on which they could 
hang anything on to Captain Crowley.” Mr. Plummer said Com- 
missioner Benson had seen the files and had said there was 
nothing in them against Captain Crowley. Commissioner Walsh, 
Mr. Plummer said, also had seen the files and had said that 
he saw nothing serious about it at all. 


OCEAN FREIGHT OUTLOOK IMPROVES 


The Traffic World New York Burcau 

The end of the coal strike probably marks the turning point 
in the ocean freight situation. This means that no further ship- 
ments of coal from the United Kingdom to the United States 
will be made after present commitments are cleared. The sur- 
plus of vessel space in the local market, due to the large number 
of coal ships looking for return cargoes, will disappear. 

While this does not mean that rates will advance sharply, 
it does mean that this most serious trouble that has afflicted 
outward shipping for the last four or five months will be re- 
moved. The charter markets will return to a more normal basis, 
reflecting the law of supply and demand in the ordinary course 
of trade. 

The last week was one of dullness and weakness in ship 
chartering. Only a few features were reported, and these were 
made at rates without any relation to the cost of operation. 
Shipowners with vessels bound for the other side had to buy 
ballast, or take cargo at any figure that might be offered. Ton- 
nage was offered as low as nine cents a 100 pounds for heavy 
grain to the continent without attracting shipments. The only 
routes that showed firmness were the outward markets to the 
River Plate and Australia, where lack of return cargoes there 
forced owners to demand higher figures from this end. 

The Mediterranean demand for coal weakened, though there 
were inquiries for several ships at $2.60 to $2.70 a ton. The 
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Fortnightly Sailings Via Panama Canal 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Carge offers. 


THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street 


SWAYNE & HOYT, INC., Pacific Coast Agents, 
430 Sansome Street 


H. H. KENNEDY, Commercial Agent 
106 Merchants Exchange Bldg. 


Be Your Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of rein- 
forced concrete and is located in the 
heart of the wholesale and retail districts. 

The insurance rate is 17c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 
1340-1356 East Sixth Street 


LOS ANGELES 
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New York, N. Y. 
San Francisco, Calif. 


St. Louis, Mo. 











PANAMA MAIL S.S.CO. 


Fast Freizht and Passenger Service 


Scheduled sailings via Panama Canal 
From=—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From yes Francisco From Los Angeles 














S. S. COLOMBIA.............. 6 March 8 

S.S. VENEZUELA......... Mach 27 March 29 

Fic Bho TIE: occ cescccccccce April 17 April 19 
Also sailings for Mazatlan, Manzanillo, Champerico, 





San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 


OFFICES 
ne Street, San Francisco, Cal 
10 Hanover Sq., Now York, N.Y. 548 So. Spring St., Los Angeles, Cal. 

































THE NEW NICOLLET HOTEL 


MINNEAPOLIS 


The Northwest’s finest hotel. 600 Rooms with bath or 
connecting. Every room an outside room. Largest and 
finest ballroom in Northwest. 
Every facility for luncheons, banquets and meetings, 
from the small meeting up to 1500 capacity. 

59 Rooms at $2.00 





























257 Rooms at $3.50 


68 Rooms at $2.50 [RATES { 41 Rooms at $4.00 


84 Rooms at $3.00 38 Rooms at $5.00 
Suites and Special Rooms at $6.00 to $9.00 


MAIN DINING ROOM—COFFEE SHOP 
MUSIC and DANCING by the FAMOUS Osborn Orchestra 
3 Blocks from both Depots, Retail Center and Wholesale Center 

Under Management Geo. L. Crocker 


DECATUR, ILL. 








MAP OF 


ILLINOIS 


from 


w't HIN the white area 
DECATUR, ILLINOIS, 
Delivers L.C.L. Freight at less 
cost than either CHICAGO 
or ST. LOUIS. 


W'tH over 70 DAILY out- 

bound mercharidise cars, 
DECATUR, ILLINOIS, serves 
in Illinois over 300 towns. 


STORAGE AND DISTRIBUTION 
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sugar market was also dull; tonnage offered freely for March 
loading as low as 16 shillings a ton from Cuba to the United 
Kingdom and Continent. Shipments of lumber from the Gulf 
to the River Plate were fixed on the basis of $14.50 a 1,000 feet 
for the next two or three months, a declfme of 50 cents from 
the previous level. The time charter market reflected general 
weakness, and large steamers were offered at rates from 75 
cents up. 

In January, reaction of a broad, but not demoralizing, nature 
took place in the Pacific coast freight and charter market, ac- 
cording to a review from San Francisco. The reaction is looked 
on, however, as temporary, with small losses recorded in major 
trades. The market is susceptible to strong improvement when- 
ever there is a resumption of demand, particularly for wheat. 

The review states that the price of wheat may be the key 
to the decline in grain rates from the north Pacific to European 
destinations. It is estimated that 60 per cent of the crop in 
Oregon and Washington remains in the hands of small growers. 
With the approach of March a concerted effort is looked for- 
ward to on the part of these small growers to get the grain 
afloat. A good movement of grain is hoped for in the Oriental 
trade, and it is believed February-March will see heavy ship- 
ments to ports of the United Kingdom and Europe. 

In connection with the differential being quoted on full car- 
goes of grain in favor of British Columbia over the Columbia 
River, amounting to from 1s to 1s 3d, the disparity is assigned 
to high loading charges at elevators in United States north 
Pacific ports. Berth lines in sympathy with the full cargo move- 
ment show a softening of rates now quoted at 32s 6d to 35s, as 
compared with 35s to 37s 6d a month ago. 

The American-Hawaiian Steamship Company has announced 
that, effective with the Virginian, which sailed from New York 
on February 1 and will arrive at Los Angeles on February 20, 
the time in transit on westbound service, New York to Pacific 
coast ports, will be reduced to San Francisco by one day, to 
Oakland by two days, and Seattle, Tacoma and Portland by three 
days. The Virginian will arrive at San Francisco February 23; 
Oakland, February 25; Seattle, February 28, and Tacoma, March 
3, followed by the Montanan, from New York, February 6, ar- 
riving at Los Angeles February 25; San Francisco, February 28; 
Oakland, March 2, and Portland, March 5. 

The rate on flour from north Atlantic ports to Rotterdam 
and Amsterdam was reduced, effective February 15, from 22c 
to 20c per 100 pounds. 


INTERCOASTAL BREAK THREATENED 


The Traffic World New York Bureau 


Negotiations for strengthening the U. S. Intercoastal Con- 
ference by including lines that have previously acted inde- 
pendently seem to have run into difficulties, with the result that 
an open break and resumption of rate cutting are threatened. 
Commissioners O’Connor and Walsh, of the Shipping Board, show 
Campion, chairman of the non-conference lines committee, and 
Correspondence made public in New York between W. M. 
that the non-member companies blame the conference for the 
lack of progress. Further action by the Shipping Board to avert 
suspension or negotiations is anticipated. The letter to Mr 
O’Connor is as follows: 


I refer to the meeting held at 45 Broadway on Jan. 29, between 
representatives of the Shipping Board and of the Non-Conference 
Intercoastal Lines, which meeting was arranged through your efforts 
and invitation. I also refer to your letter of Jan. 30, addressed to 
Secretary Torrence of the United States Intercoastal Conference, 
which letter referred to our meeting of the 29th ult., advising Mr. 
Torrence of the formation of a committee to represent the Non- 
Conference Lines at a conference to be arranged between that com- 
mittee and a Committee appointed by the Conference Lines in an 
effort to arrive at an agreement. 

You suggested in your letter to Mr. Torrence, that he advised 
me, as chairman of the Non-Conference Committee, when such a 
meeting could be arranged and further offering the services of the 
board if such assistance was desired by the parties at interest. 

Due to illness on my part I am sorry that we were delayed 
in calling a meeting of the Non-Conference Lines Committee, but am 
glad to inform you that a meeting of these representatives was held 
in this office on Monday, Feb. 8. 

I regret, however, to inform you that we have had no word what- 
soever from the Conference Lines, and as ten days have elapsed 
since the secretary of the Conference received your letter of Jan. 30, 
we are quite naturally not impressed that the Conference Lines are 
earnestly desirous of having the Non-Conference Lines become mem- 
bers of their organization, and thus bring about a solution of the un- 
satisfactory conditions prevailing in the intercoastal trade. 

Unless there be some arrangement made whereby a meeting be- 
tween committees of the Conference and Non-Conference Lines can 
be held by next Monday, the 15th inst., the Non-Conference Lines 
shall be obliged to proceed along the same lines as they had been 
following prior to their meeting with the Shipping Board in New 
York on Jan. 29. 

Will you please, therefore, be kind enough to favor me promptly 
with any further suggestions you may have to make on this subject. 


Mr. Campion’s letter to Commissioner Walsh is as follows: 


I have received a letter from Chairman O’Connor, dated the 12th 
inst., advising that you and Commissioner Plummer represent the 
committee of the board in whose care matters pertaining to inter- 
coastal affairs are placed. 
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I have also received your letter. of the 13th inst., acknowledging 
my letter of the llth, addressed to the chairman, from which it jg 
noted that on the 13th inst. you talked with Secretary Torrence, of 
the Intercoastal Conference inviting his attention to the fact that 
the committee of the Non-Conference Intercoastal Lines was stjjj 
awaiting word from the conference. I also note that Mr. Torrence 
promised to immediately take this up with the Conference Lines 
but I sincerely regret to inform you that up to this morning no com. 
munication had been received from Secretary Torrence. 


Later developments, however, seemed to support the belief 
that the intercoastal conference and independent companies 
would meet by next Thursday and come to an agreement whereby 
the non-member lines will join the conference as suggested by 
the Shipping Board. Some of the officials charge that the board 
itself is responsible for much of the dissatisfaction in this trade 
as a result of its policy in selling vessels at abnormally low 
prices. It is indicated that the Transmarine Lines, one of the 
most important shipping companies, will not agree to join the 
conference, unless permitted to exercise a rate differential, be. 
cause of terminal facilities at Port Newark. 

Much of the criticism directed at the Shipping Board comes 
as a result of the sale of ships at a low price to operators who 
immediately have placed the ships in the intercoastal trade, 
This trade, particularly eastbound, has been extremely lucrative 
of late, and has attracted many operators, who have bought ves- 
sels from the board for as low as $8 and $10 a ton. Many of 
the established companies in the trade feel that this is imposing 
an undue hardship on the regular lines, many of which paid the 
Shipping Board from $90 to $100 a ton when shipping was at its 
peak a few years ago. 

The position of the Transmarine Lines was outlined by 
Joseph Scott, freight traffic manager of the company, who pointed 
out that the company is placed in a peculiar position not occu- 
pied by any of the conference or non-conference lines. The 
Transmarine Lines feels that, because of its efforts in building 
up the Port Newark terminals, it is entitled to a freight differ- 
ential that would place it on a parity with other lines. It was 
hinted that the Conference was not willing to grant this dif- 
ferential. 


SHIPPING LEGISLATION 


The House committee on merchant marine and fisheries 
plans to begin hearings, March 4, on bills introduced by Repre- 
sentatives Bacon and Lehlibach. These measures would reor- 
ganize the Shipping Board and Fleet Corporation and place the 
operation of the government merchant marine under the Fleet 
Corporation. 

Senator Edge, of New Jersey, has introduced a bill (S. 3172), 
amending the merchant marine act of 1920 and the shipping act 
of 1916. The President of the United States, under the bill, 
would hold and vote the stock of the Fleet Corporation instead 
of the Shipping Board. The board of trustees of the Fleet Cor- 
poration would be known as the “Federal Shipping Council,” and 
would be composed of the Secretary of Commerce, the Secretary 
of the Treasury, the Secretary of War, the Secretary of the Navy, 
the Postmaster General, and the President of the Fleet Corpora- 
tion. In addition there would be seven regional members to be 
appointed by the President by and with the advice and consent 
of the Senate. The members would receive no salary but the 
appointed members would get a per diem of $25 for attending 
meetings and otherwise executing the functions of the council. 
The bill also provides for the appointment of regional advisory 
councils. 

The bill would abolish the Shipping Board and transfer its 
functions to the Fleet Corporation, the Secretary of Commerce, 
and a merchant marine commission to be composed of three mem- 
bers. The bill contains provisions relating to joint hearings by 
the Interstate Commerce Commission and the merchant marine 
commission on matters involving co-ordination of rail and water 
traffic, the conclusions reached to be advisory only. The bill also 
provides that agreements between rail and water carriers shall 
be filed with the Commission, which would be empowered to re- 
quire carriers to enter into similar agreements with any or all 
other carriers by water operating between designated ports. 


VESSEL SALE AUTHORIZED 


The Shipping Board has authorized the purchase of the Dio 
by the Finkbine Guild Transportation Company for the sum of 
$137,000. The sale of this ship completes the disposal of all 
vessels of this type. The Dio is a vessel of 7,564 deadweight 
tons, built by the Downey Shipbuilding Corporation in May, 1919, 
is equipped with triple expansion engines of 2,250 I. H. P. and 
three Scotch boilers, designed to steam at about 10% knots on 
29 tons of oil per day. The Dio has been laid up at New Orleans 
since May, 1925. 


OCEAN-BORNE COMMERCE 


American vessels in 1925 carried 34.9 per cent, by value, of 
domestic imports of the United States in foreign trade, as 
compared with 38.3 per cent in 1924, according to the monthly 
summary of foreign commerce issued by the Department of 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Phila P. Patsbergh, Pa. i 
39 South St. Drexe’ Bldg. Oliver e we? Ave. 
And at our Branch Offices at ports of call, etc. 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBI A 
ng ol Puerte Colombia 
Jamaica Outports Santa Marta 


CANAL ZONE CoA ee 
Cristobal 


ALSO 
PANAMA Ports of Guatemala 
Bocas del Toro 


and British and 
Spanish Honduras 
Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 
For rates and other information, address 
’ Battery Place 
321 St. Charles Street Orleans, La. 
Long Wharf Boston, Mass. 
Marquette Building Chicago, Ill. 
Huff Shipping Company San Francisco, Cal. 
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New York—California 


Fastest Service by Sea 

1 5 days Passenger and Freight 

Itinerary: New York — Havana— Panama Canal— 

Balboa — San Diego (Westbound)— Los Angeles — San 
Francisco. 


Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Ae 


ted uncrated as baggage 


steamers equipped for refriger- 


Proposed Sailing Dates 


Westbound from New York Eastbound from San Francisce-=Les Angeles 


S.S. Finland, Feb. 25 S.S. Mongolia, Mar. 6 Mar. 8 
S.S. Manchuria, Mar. 18 S.S. Finland, Mar. 20 Mar. 22 
S.S. Mongolia, Apr. 1 S.S. Manchuria, Apr.10 Apr. 12 


PANAMA Paciric Lint 


INTERNATIONAL MERCANTILE MARINE COMPANY 
North River, N 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S.S. MANHATTAN ISLAND 


Sailings Weekly from Baltimore and New York 
Sailings Bi-Weekly from Boston and Philadelphia 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 
Bills of Lading issued to other 


Through c 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
neces gaara 


St. Lous Pittsburgh, Baltimore, 
preston seitiial New Orleans 


McCORMICK K STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 

























































































522 


Commerce. American vessels in 1925 carried 31 per cent of 
imports, by value, as compared with 32.2 per cent in 1924. The 
detailed figures follow: 


DOMESTIC EXPORTS AND IMPORTS, BY METHOD OF CARRIAGE 
December 


Domestic exports Imports 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
dollars dollars dollars dollars 
Grand total ........ 438,587 459,506 333,192 397,945 
Land vehicles.... 37,567 51,373 3,898 1383 
Parcel post..... ° 1,902 2,279 10,070 11,775 
Vessels ......2.- : 399,109 405,854 289,224 349,787 
Amer. vessels (total) 141,288 143,006 81,149 96,092 
For’n vessels (total) 257,821 262,848 208,075 253,695 
ME  <cocceoe e 2,712 4,30 1,1 181 
BPIGGH: cccccceses 138,508 140,414 101,494 131,726 
Dats 364. 03500 : 8,051 6,31 4,78 ,060 
Dutkele ies00cc0d- eo. 26,267 15,099 10,195 16,981 
Frenc wea 10,665 ,626 13,247 14,929 
GOPMRR cécecccce 17,228 13,268 7,891 12,459 
DE cvcecne coo |=*RG EL 13,834 6,178 6,714 
Japanese ....... 20,089 19,200 39,454 42,063 
Norwegian ..... - 9,70 12,557 13,017 12,897 
Spanien . 080 kcbcc 7,614 7,136 1,532 2,375 
SET 5,997 5,303 2,386 3,098 
All others...... A 7,433 10,798 6,699 5,666 
Per cent of water borne: 
In Amer. vessels. 35.4 35.2 28.1 27.5 
In For’n vessels.. 64.6 64.8 71.9 72.5 
Twelve Months Ending December 
Domestic exports Imports 
1924 1925 1924 
1,000 1,000 1,000 1,000 
dollars dollars dollars dollars 
Grand total ........4,497,649 4,818,271 3,609,962 4,227,995 
Land vehicles.... 525,034 613,316 358,251 385,140 
Parcel post..... « 21,419 26,05 107,189 125,744 
Vessels .......0+ 3,951,196 4,178,903 3,144,522 3,717,111 
Amer. vessels (total)1,514,802 1,457,400 1,011,686 1,151,347 
For’n vessels (total) 2,436,394 2,721,503 2,132,836 2,565,764 
WE. caaccees a7. 37,792 10,9 10,2 
oo eae 1,321,241 1,423,232 1,116,996 1,385,616 
Danish ...... eves . Cagnee 94,964 62,673 54,14 
Dutch .ccoccces es 127,952 166,413 96,898 122,278 
BRGMCH ccccccesee 117,423 137,215 138,202 147,809 
GOFTHA ...ccccce 149,660 163,767 73,482 85,945 
Ttahan ..ccvece ove dS 146,858 60,057 70,663 
Japanese ....... 167,638 173,197 267,081 390,393 
Norwegian ..... 128,603 172,324 183,094 64,095 
Spanish ..cccecee 65,223 62,167 6,884 15, 
Sweden ........ . 51,431 53,598 37,095 36,102 
All others....... 61,685 89,976 69,459 82,624 
Per cent of water borne: 
In Amer. vessels. 38.3 34.9 32.2 31.0 
In For’n vessels.. 61.7 65.1 67.8 69.0 


TONNAGE CAPACITY OF VESSELS ENTERED AND CLEARED 
IN FOREIGN TRADE 


December 
Entered Cleared 

1924 1925 1924 1925 

1,000 1,000 1,000 1,000 

Tons tons tons tons 
| SE NEE APS re 5,417 4,972 5,331 
oO er 4,048 4,307 3,972 4,351 
De Tie ciccvccccsveserees E,nvt 1,110 1,000 980 
American (total)........... Josette 3350 2,373 2,131 2,003 
WET GRU: Cok 6 ccs cevoc cece ete 1,897 1,953 1,455 1,384 
eee oC pesewe k Oe 42 676 619 
Foreign (total)..ccccccccccccecs eo 2,875 3,044 2,841 3,328 
WHEE GREED. cc ccccccucecesvess 2,151 2,354 2,518 2,967 
In Dallaast...ccerccese Sxcameeues 724 69 32 361 
Per cent Amer. vessels... 44.90 43.81 42.45 37.56 
Per cent For’n vessels... 55.10 56.19 57.55 62.44 

Twelve Months Ending December 
Entered Cleared 

1924 1925 1924 1925 

1,000 1,000 1,000 1,000 

tons tons tons tons 
Grand total... .cccccccccccccces ++ + 68,292 69,378 68,910 70,229 
WIE CREED oc do cvicvccccceoses + 48,838 50,774 53,720 54,555 
SC err 19,454 18,604 15,190 15,674 
American (total)......+seeceeeeene 29,628 27,947 30,091 27,808 
WIG COTHO. ccccccccccccescnces 21,652 21,202 20,465 18,896 
ee Es ¢cncvcver cece cdoetes 7,976 6,745 9,626 912 
Foreign (total)......sssceeeeeees 38,664 41,431 38,818 42,421 
WIth CATE... ccc ccccscccccocs 27,186 29,572 33,255 35,659 
eS ee eT 11,478 11,859 5,563 6,762 
Per cent Amer. vessels... 43.38 40.25 43.64 39.60 
Per cent For’n vessels... 56.62 59.75 56.36 60.40 

REDUCES TIME IN TRANSIT 


The American-Hawaiian Steamship Company announces, 
effective at once, a reduction in transit time from Boston, Phila- 
delphia and New York to the Pacific coast, as follows: To San 
Francisco, time reduced 1 day; to Oakland, time reduced 2 days; 
to Seattle, time reduced 3 days; to Tacoma, time reduced 3 
days; to Portland, time reduced 3 days. 


SHIPPERS INDORSE COMMERCIAL LETTERS 


A special committee of the New York Merchants’ Associa- 
tion, headed by C. A. Richards, has completed an inquiry into 
the question: “Does the present form of commercial letters of 
credit now in use in overseas commerce adequately satisfy the 
needs of the business?” The results show that the letters in 
general are satisfactory. 


The committee sent a letter of inquiry to 106 members of 
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the association, selected to include approximately an equal num. 
ber of manufacturing exporters, export commission houses, ang 
general importers. It was pointed out to them that the question 
was not whether the present form of commercial letters of Credit 
is satisfactory from the banking, transportation, warehousing op 
insurance point of view, but solely from the point of view of the 
merchant. 

The committee received twenty-two replies. It believes this 
indicates that most of the houses addressed have little or no 
cause of complaint in connection with the matter. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster-General, has 
advised postmasters that, owing to incomplete information fy,. 
nished by the postal administration of France concerning the 
zoning of offices located in French Morocco, a recent announce. 
ment as to parcel post service to French Morocca should be dis. 
regarded and parcels forwarded there in accordance with reg. 
lations set forth on pages 238 and 239 of the annual Postal Guide 
for 1925. 

Effective at once, the offices of Kardamila, Calamoti ang 
Ardea are designated to engage in the exchange of parcel post 
packages between the United States and Greece. 

W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Effective immediately, the | ag Tae ee service between the 
United States and Canada will be limited to packages weighing 
over 8 ounces and not exceeding 15 pounds, 

Packages of merchandise for Canada weighing 8 ounces or 
less, unless prepaid as letters or sent as bona fide trade samples, 
will be subject to the domestic rate of 1% cents for each 2 ounces 
or fraction thereof, or, in the case of seeds, scions, plants, cuttings, 
bulbs, and roots, 1 cent for each 2 ounces or fraction. These 
packages must not have customs declarations affixed thereto. 

It is to be noted, however, that a label (Form “D quater”) 
must be affixed to the cover of packages of merchandise prepaid at 
the letter rate and that a customs declaration or invoice must be 
inclosed in the package. 


_ Section 5, on page 159, the item “Canada,” under the heading 
“Limit of weight,’’ on page 200, and the second paragraph of the 


item “Canada,” on page 214 of the current annual Postal Guide, are 
modified accordingly. 


BOSTON COMPLAINT AMENDED 


The Commission has granted the petition of the complainant 
in No. 13548, Maritime Association of the Boston Chamber of 
Commerce vs. Ann Arbor et al., to amend its complaint pertain- 
ing to port differentials to Boston and other New England ports, 
by making the Santa Fe and other western carriers defendants 
to the end that the Commission may issue orders requiring the 
railroads to make rates on grain from specified areas in the 
near northwest to Boston no higher than to New York. The 
carriers opposed such an amendment, contending that, if the 
Commission desired to make the adjustment it suggested in its 
report in that case, it have the complainant file a new complaint 
making the western carriers parties to it and give them an 
opportunity to make a record in the matter from the beginning 
instead of compelling them to put in their testimony as an addi- 
tion to a record in the making of which they had no part. 





TRAIN SERVICE INQUIRY 


The Commission, in No. 17083, in re train service on the 
line of the Northern Pacific Railway Company extending between 
Beach, N. D., and Ollie, Mont., has decided to inquire into the 
proposed abandonment of daily train service between the points 
mentioned and the proposed substitution thereof, of a tri-weekly 
service. The Commission has received protests against the pro- 
posal and has decided to make an inquiry on its own initiative. 
It has set the matter down for hearing at Beach, N. D., on March 
3, before Examiner Rogers. Authorities of North Dakota and 
Montana have been notified of the proceeding so they may be 
represented if they desire to take part in the case. In announc- 
ing the inquiry the Commission said it did so with a view to 
taking testimony as to the justness, reasonableness and lawful- 
ness of the proposal and the entry of such order or orders pre- 
scribing such just and reasonable rules, regulations and practices 
with respect to car service as might appear to be warranted. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Feb- 
ruary 1-7, inclusive, was 240,424, as compared with 250,935 cars 
in the preceding period, according to the car service division 
of the American Railway Association. The surplus was made 
up as follows: 


Box, 95,027; ventilated box, 283; auto and furniture, 6,404; total 
box, 101,714; flat, 8,346; gondola, 46,255; hopper, 46,952; total coal, 
93,207; coke, 403; S. D. stock, 20,727; D. D. stock, 2,764; refrigerator, 
12,286; tank, 210; miscellaneous, 785. 


The average daily shortage was made up of 35 flat and 96 
gondola cars. 

Canadian roads reported a surplus of 18,800 box, 120 auto 
and furniture, 2,150 flat, 300 gondola, 2,050 S. D. stock, 450 
refrigerator and 275 miscellaneous cars. 
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Among those using the 


OFFICIAL RAILWAY GUIDE 


OF CHICAGO 


are the 


Credit and Auditing 
Departments 


It shows Passenger Fares from Chicago, 
Suburban Fares, Pullman Rates, Telegraph 
Tolls, Ocean Ticket Rates. 


The indexed Time Tables are accurate and 
simple, showing schedules of Steam and 
Electric Railways, Ocean and Lake Sailings. 


Many firms have been subscribers for more 
than 30 years. Invaluable also for your In- 
formation Bureau, in addition to checking 
traveling expenses. Only weekly Time-Table 
Guide in the Central States. Recognized 
authority. 


Issued every Saturday. $6 the year. Established 1872. 
Published by 


THE SHIPPERS’ GUIDE CO., Inc. 
527 Plymouth Court - - - Chicago 


The Ready Reference in Traffic Depts., of course 
Free Copy for the Asking 


The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 


The Traffic Service Corporation 


310 Mills Building 
WASHINGTON, D. C. 
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YOU MEN 
who are tired 


of the usual convention places 


ERE is a different, better, much 

more interesting and enjoyable 

convention site—famous French Lick 

Springs Hotel, the home of Pluto 

Water, known the world over as 

America’s premier health and recre- 

ation resort. A less expensive place, 

= too—meals and room are included 

in the moderate rate you pay at 

French Lick Springs; and you avoid the heavy 
theatre, restaurant, taxicab and other entertain- 
ment bills that other convention sites require of 
you. Doesn’t that picture the sort of place your 
organization would do well to choose next time? 


There is renewed health for you here in the 
bubbling natural waters of the Pluto, Bowles and 
Proserpine Springs. Severe winter is unknown in 
this semi-southern Cumberland foothills region. 
Golf is played on the two 18-hole French Lick 
Springs Hotel courses long after weather stops all 
thought of golf elsewhere. And this superb, per- 
fectly appointed and equipped 

metropolitan hotel affords other 

diversions in abundance. 


Ready now, too, is the large new 
wing containing, among other 
features,a well-ventilated daylight 
ground floor convention audito- 
rium flexibly arranged so that 
meetings of any size from 50 to 
1500 persons can be held with- 
out leaving the hotel. 


Everyone intends to visit French Lick Springs 
some day. Your next convention is your oppor- 
tunity to do so. Write now for illustrated book- 
let with detailed convention information. 
Address Convention Secretary, French Lick 
Springs Hotel Co., French Lick, Indiana. 


“Home of Pluto Water” 


FRENCH LICK SPRINGS HOTEL 
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CANADIAN RATE INQUIRY 
The Traffic World Ottawa Bureau 


The rate inquiry into conditions in the maritime provinces 
and elsewhere has not yet begun and, in the meantime, protests 
are being made by certain members of Parliament against re- 
ferring such matters to the Board of Railway Commissioners 
at all. W. A. Black, of Halifax, in a speech in the House, Feb- 
ruary 12, complained that the great national transportation policy 
of Canada, formulated in 1903 with the construction of the Grand 
Trunk Pacific and National Transcontinental Railways, was being 
“whittled down to cold-blooded consideration by a tribunal of 
judges.” Said he: 


There is only one tribunal in this country to settle national 
policies. That tribunal is the high court of Parliament. I say 
that the government cannot and dare not abdicate its own and 
Parliament’s functions by such an attempt to escape from re- 
sponsibility. The reference of these matters to the Board of 
Railway Commissioners is nothing but a sham, This reference 
was made by the government by an order-in-counzil passed in 
June, 1925. That was eight months ago, and little or nothing has 
been done in the interval. The proof is that the government 
deemed it advisable in January of this year to repeat its order- 
in-council on the subject matter, for the purpose of publicity in 
the maritime provinces. In the decision handed out a short time 
ago by the deputy chief commissioner, Thomas Vien, in the British 
Columbia rate case, reference is made to the general rate inquiry 
ordered by the order-in-council I have mentioned. He said: 

“T sincerely hope that the general rate inquiry ordered by 
P. C. 886 and already well under way, will take as much time; 
but several months, and perhaps over a year, must of necessity 
elapse before it is concluded.” 

That would bring us to February, 1927, and in all likelihood 
there will not be a report then. 


Speaking on the same subject, Mr. McLaren, member for 
St. John, gave what he thought should be the attitude of the 
administration toward the management of the Canadian National 
Railways. He said the government could not shelter itself be- 
hind the Railway Commission or the Canadian National Railways. 
Said he: 


In the speech from the throne the government states that it 
will instruct the Board of Railway Commissioners to investigate 
the causes of the diversion of traffic to United States ports. Why 
does the government refer this matter to the Railway Commis- 
sion? For the past five years the causes of this diversion of traffic 
have been discussed time and again. One of the great causes for 
the diversion of this traffic to United States ports is that routes 
become ruts; undoubtedly at the present time our trade flows 
along the path of least resistance. 

The government must act. In his annual report, a few years 
ago, Sir Henry Thornton himself stated that transportation from 
the national standpoint rests with the government, that it is not 
the function of his board to deal with a quesion of higher policy. 
You cannot expect to have the Canadian National system man- 
aged and operated as an isolated, distinct organization. It is an 
integral and intimate part of this whole country, and it has its 
relationship with every important and vital condition of the coun- 
try. Many of the conditions which show a good economic result 
for the railways make poor paying business for the country, for 
reasons which we all know. Our railways are not using our own 
coal and rails, and so on, and our Canadians ure not getting the 
employment. If the Canadian National Railways, instead of using 
its very considerable energy to provide new trade routes for grain 
through the United States would devote that energy to working 
up a new transportation system which would carry the grain 
through Canada, it would be better for the country. I understand 
that it is difficult for a number of senior officers of the Canadian 
National Railways, men who have spent years with the Canadian 
Northern and Grand Trunk systems, who have been brought up 
in the habit of advancing the interests of those roads in the old 
way, to transfer their enthusiasm and energy to national direc- 
tions. I believe it would be in the interests of Canada to have 
a well considered and selected superannuation system for some 
of those officials, and then Sir Henry Thornton might have around 
him the stimulus and impetus of men imbued with the idea of 
protecting our own transportation and our own interests. 


MARITIME PROVINCE RATES 


The Traffic World Ottawa Bureau 


Specific instances of the disabilities under which the 
Maritime Provinces labor in regard to freight rates were given 
Parliament by Mr. Cantley, a member who is largely interested in 
the steel business. He claimed that existing rates offered no 
encouragement to manufacturers in the Maritime Provinces, 
and that they “hauled freight by ox teams sixty years ago for 
less money.” In 1924, he said, the through rate from New Glas- 
gow, N. S., to Liverpool on certain agricultural implements was 
60 cents per 100 lbs. For the rail haul of 106 miles to Halifax, 
the rate was 32 cents, and for the water haul from Halifax to 
Liverpool, 2,585 miles, only 28 cents. Since then the rail rate 
has been reduced to 30 cents, but the water rate has gone up to 
50 cents. From the head of the lakes to Rotterdam, Antwerp, 
and that range of continental ports, through Halifax, the total 
rate is 52% to 54% cents per 100 lbs. The rail rate on the same 
products from the head of the lakes to Sydney, N. S., is 62 cents 
per 100. “As a matter of fact,” he said, “grain and grain prod- 
ucts can be shipped from the head of the lakes through Halifax 
or ports in the United States, to Antwerp or Rotterdam, unloaded 
there, reloaded on steamers and brought to Sydney, C. B., at a 
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saving over the charge by all-rail from the head of the lakeg 
to Sydney or Halifax. Indeed, that was done during the Dast 
summer. Flour was shipped in the way I have mentioned, and 
brought back to Sydney at some saving of freight.” 

Mr. Cantley went into the history of the Intercolonial, 9, 
which the Maritime Provinces are now basing their claims for 
reductions in rates. It was the full understanding, he said, that 
the road was built to bridge the chasm of more or less Wilderness 
between Moncton and Quebec. For more than a score of Years 
after the opening of the railway it proved of advantage Mainly 
to the manufacturers and wholesalers of Quebec and Ontario 
and gave them facilities for capturing the trade of the Maritimes 
As late as 1900, he said, 55 per cent of all railway cars running 
to Nova Scotia returned empty to the west, and it was only after 
the development of the iron and steel trade in Nova Scotia that 
they began to be filled. Railway rates on those products had 
been advanced so that they were now doubled what they Were 
prior to 1916. Some of them were entirely prohibitive. Said he: 


It would appear that the rate classification established on the 
Intercolonial after its completion, was on a basis of from 25 to 35 
per cent lower than the Ontario and Quebec standard mileage scale 
It seems that under the international rates case, what is known as 
“Schedule A’’ in Ontario was established by reducing the standard 
mileage scale in Ontario and Quebec to about the same scale as 
the Intercolonial, but the Intercolonial scale was not changed. If the 
original scale of the Intercolonial was fair in proportion to the 
standard scale—which must be presumed—a similar reduction should 
have been applied to it when Schedule A was established. Schedule 
A is divided into two groups in the province of Ontario and the 
western portion of the Province of Quebec. These groups comprise 
a territory to 1,015 miles, and the same rates apply in this distance 
to points west of Port Arthur, viz.: the distance between Current, 
Ont., and Montreal. For the same purpose the territory from Mon- 
treal to Sydney, 956 miles, is divided into ten groups having seven 
different rates. Montreal gets the same rate to Port Arthur as qa 
station 1,000 miles west of it, while the rate for the Sydney territory 
is confined to 102 miles. If it fair to protect Ontario and western 
Quebec on the basis of the same rate for 1,000 miles of territory, the 
same rate should surely apply to the territory between Montreal and 
Sydney, thus giving Sydney and other Maritime: Province points a 
rate of 84% cents per 100 lbs., on fifth class goods to Port Arthur as 
against the present rate of 1.01, and other classes in proportion. 


He quoted many rates on steel and iron products to illustrate 
his point, one example being what he referred to as discrimina- 
tion in pig iron rates. The rate from Hamilton, Ontario to 
Charlottetown, P. E. I., a distance of 1,063 miles, is $6.50 per 
gross ton, which is 73 per cent of the 10th class rate, and from 
Sydney to Charlottetown, 398 miles, is $7.17, which is 100 per 
cent of the 10th class rate. “The fairest basis to apply in steel 
products,” he said, “would be a fairer percentage of the class 
rates to which they belong, reducing or increasing the percentage 
of reduction as the mileage increased; that is to say, 85 per 
cent of the class rates over a distance of 500 miles, 80 per cent 
to points over 500 miles and up to 1,000 miles, and 70 per cent 
over 100 and up to 2,000 miles. If this basis were applied to all 
territory in Canada it would eliminate discrimination com- 
pletely.” " 

Comparing the favorable position of industrial points in 
Ontario in the matter of export rates he said the railways re- 
ceived for the haul from Montreal to Halifax, 800 miles, two 
cents per 100 lbs., while the rate from Sydney to Halifax, 289 
miles, was 19 cents per 100, applicable only to exports to British 
and foreign countries. 

The Maritime Provinces have sent almost a solid representa- 
tion of Conservative members to Parliament on the question of 
“maritime rights,” and those rights, as they have been expound- 
ing them, have dealt almost altogether with the railway question. 
The incorporation of the Intercolonial in the Canadian National 
system has been repeatedly attacked, and severe strictures have 
been passed on the Board of Railway Commissioners. Mr. 
Foster, member for Kings, N. S., (until recently a representa- 
tive of the Canadian National Railways in Chicago) said: 


It does not make very much difference to the Maritime Provinces 
who put the Intercolonial into the amalgamation. The question is, 
who is going to bring it out, and how soon? 


Asked by another member what the Maritimes would gain 
by separating the Intercolonial from the National Railways, Mr. 
Foster said: 


I think we would be able to get at least a chance to put some of 
our products into the central markets of Canada, and we would be 
able to get lower freight rates. 


He said he would advocate that the fixing of freight rates 


be removed from the jurisdiction of the Railway Commission. 
Said he: 


There is no doubt that the creation of the Railway Commission 
Was a great idea, and we have had some very able men on it; but 
what that commission lacks is a _ sufficient number of men who 
understand railway auditing and traffic conditions combined. I would 
be delighted if honorable gentlemen would inquire into the formation 
of the commission, and find out how large is that particular de- 
partment of it, and whether it is functioning in that regard. The 
fact is that in the past five, six, or seven years we have had 
increases in freight rates in this country of 10, 25, 15 and 40 per cent. 
Does any honorable gentleman think that one man, however able he 
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may be, can sit on the Board of Railway Commissioners and, by 
looking up into the skies, say that an increase of forty per cent in 
freight rates in all sections of this country is a proper thing to 
stimulate industry and to enable people to carry on and make a 
living? When you go into the realm of experts, the experts who lay 
the foundation of freight structures are so expert that the average 
man does not know what freight structures are nor how to interpret 
them. If we are to remain in the amalgamation with ten per cent, 
fifteen per cent, and forty per cent increases in rates on our products 
in the Maritime Provinces, under the aegis of the Board of Railway 
Commissioners, then I unhesitatingly say: ‘Take the Intercolonial 
Railway out of the control of the Board of Railway Commissioners, 


and we shall have a chance to reduce our rates in the Maritime 
Provinces.’’ 


He said he was finding no fault with the personnel of the 
heads of the commission or with the chief operating officer, 
Mr. Spencer, but it was the men who came before the Com- 
mission who made the rates, and they were experts in their 
business. Said he: 


When those men from the railways come before the Board, they 
come with a set program asking for an increase in rates—they do 
not have to ask for decreases—and the railway commission says: 
“You shall go this high, and no higher.” We have had rates going 
as high as 138 per cent. I do not for a minute believe that all the 
freight rate experts in this country are tied up to the two railways. 
If they are, let us get a few experts from the United States and 
examine the situation there as well. 


Referring to the passing of Canadian trade through foreign 
channels and the desirability of keeping it in home ports, Mr. 
Foster said: 


The figures show that whereas in 1920-21 we carried. through 
Canadian pesto 61,000,000 bushels as against 42,000,000 bushels shipped 
through American ports, in 1923, 1924 and 1925 the average was 
71,000,000 bushels shipped via Canadian ports and 148,000,000 bushels 
via American ports. But, the honorable member for Queens-Lunen- 
burg says: “Let us take no action in this regard, because, if you do, 
40 or 50 million bushels of American grain will cease to pass through 
our ports.” Having been fairly close to the transportation business 
in the United States for a number of years, I tell you that you can 
make up your minds the not one bushel of that American grain 
would travel over Canadian roads or through Canadian exits to the 
ocean if the United States could handle it themselves. There is 
a movement on foot on the other side of the line at the present time 
to raise huidreds of millions of dollars to create a great canal 
system to take their grain to Atlantic ports and thus relieve the 
congestion in the bottle-neck of the New England railways from 
Buffalo on to New York and Boston. Now, we provide them with a 
convenience by allowing the freight to come through over our rails, 
and while it is true that they pay for it, we can depend on it that 
not one solitary bushel would pass through our gateway if they 
could handle it themselves in the United States at that season of 
the year. 


PRINCE EDWARD ISLAND RAILWAY 


Members from Prince Edward Island are urging the govern- 
ment to complete the Prince Edward Island Railway, which is 
a part of the Canadian National system. This railway is more 
than fifty years old and is not yet completed. More than half 
the road is operated with narrow-gauge cars, and much of the 
freight has to be transferred from broad to narrow gauge Cars, 
to vice versa. The amount required to complete the standardiza- 
tion of the road would not be large and members protest against 
going on with the Hudson Bay line until this other work is 
completed. Mr. McDonald, member for Kings, P. E. I., said in 
the House: 


This means a great deal to us, especially in the fall of the 
year and in winter when we have perishable products to ship. 
Our potatoes have to be moved, and you cannot get to any station 
on the eastern end of the Island with a railway car of the type 
which is necessary to keep the produce from freezing. The 
result of this is that our produce must go to the market before 
the middle of November, otherwise it is impossible to ship it. 
During the last four years only about 60 miles have been 
standardized. So far as the Hudson Bay road is concerned, I 
claim that we are entitled to know how far they are going, and 
what they propose to do in connection with that road for the 
next four years. I am not opposed to the completion of the 
Hudson Bay road if we can be shown that the cost is reason- 
able and that we are going to get value for our money, but I 
am definitely opposed to giving the government a blank check 
without any information as to how and when end why that 
money is to be used.” 


CANADA-WEST INDIES SERVICE 


A call for tenders for steamship services between Canada 
and the British West Indies and other colonies who were parties 
to the Canada-West Indies trade agreement of 1925, has been 
issued by the Canadian Department of Trade and Commerce. 
The call is for tenders by mail, passengers and freight, steam- 
ship or motorship services, between Canada, the British West 
Indies, Bermuda, British Guiana and British Honduras. Freight 
rates, it is stipulated, shall be subject to the control of the 
government of Canada. 


CANADIAN CAR LOADING 


Car loadings for the week ended February 6 showed an in- 
crease Over the previous week of 1,537 cars, grain accounting for 
542 cars of this, merchandise for 448 cars, and miscellaneous 
freight 696 cars. There were decreases in lumber and other 
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forest products. Grain increased in the east and decreageq in 
the west, western elevators being still congested. Coal loa 
were light in both divisions. Compared with the correspon 
week in 1925, coal loading decreased 1,240 cars, and pulpwood 
and livestock also decreased. Other commodities showed jp. 
creases, including miscellaneous freight, 1,411 cars, and mer. 
chandise, 808 cars. 


EASTERN CANADA 
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MOTOR VEHICLE CONTROL 


The Trafic World Ottawa Bureau 


Control of commercial motor vehicle transportation systems 
in Canada, by bringing them under the jurisdiction of the fed- 
eral Board of Railway Commissioners, is not likely, and if any- 
thing is done in this direction in the next few years, it will be 
through the public service commissions in the various provinces 
according to R. A. C. Henry, director of the Bureau of Economics 
of the Canadian National Railways, in an address before the 
Railway Club of Canada. 

Mr. Henry, speaking on the influence of the motor vehicle 
on transportation, first considered motor vehicles in the light of 
producers of traffic and as competitors of sivam: and electric 
transportation systems. He quoted statistics showing the vast 
quantities of raw materials used yearly by the motor industry 
and the importance of this factor in stimulating traffic. 

As a competitor of other systems, passenger traffic figures 
rather indicated that the motor vehicle has now the best of it, 
he said, while freight figures revealed the reverse. In the last 
few years passenger traffic on steam-operated systems had re- 
mained stationary or had gone down. Nevertheless, motor ve 
hicles had stimulated traffic generally in a way that would never 
have resulted had they not been developed. 

Considering what should be done by other systems of trans- 
portation to meet the motor competition, Mr. Henry said that, if 
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THE KANSAS CITY SOUTHERN RAILWAY 


Texarkana and Fort Smith Railway 


STRAIGHT -AS-THE-CROW-FLIES 


THROUGH MERCHANDISE SERVICE 
— FROM KANSAS CITY, MO. — 


DAILY CARS CONTAINING SHIPMENTS DESTINED Routing Breaks Bulk 


K. 0. & G. Ry. Points and Beyond K. C.8.—Baxter Springs, Kans.— 
K. 0. G. R 


36,052 Baxter Springs, Kans., Proper 
— Pittsburg, Kans., Proper : i 
32,501 Joplin, Mo., and Points on M. & N. A. Ry . 8.—Joplin, Mo.—M. N. A. 
Fort Smith, Ark., and Points on F. 8S. & W. and M. V. Rys K. C.8S.—Ft. Smith, Ark.—F. 
. : or M. V. Rys 
Watts, Okla., to De Queen, Ark., points on C.R.L&P.—D.Q.&E. and T.O.&E. Rys. | K. C. 8S.—Howe, Okla.——De Queen, Ark. 
Texarkana, Ark., and Points on Connections K. C. 8S.—Texarkana and connections... 
Shreveport, La., and Points on Connections K. C. S.—Shreveport and connections. . 
Beaumont, Tex., and Points on Connections K. C. 8.—Beaumont and connections... 
Port Arthur, Tex., and Points on T. Ft. S. Ry. (Beaumont Car) K. C. 8S.—Direct 
Lake Charles, La., and Points on Sou. Pac. Ry. (Shreveport Car) 
Intermediate Local Points Loaded Division Point Setouts Insuring Co-Ordinated 
Service with Minimum Delay K. C. 8.—Direct Second and Third 
Houston, Tex., and Points on Sou. Pac. Texas Lines and Connections Beyond— | K. C.S.—Shreveport—Sou. Day 
where Through Rates Apply Houston and connections Third A. M. 


Texarkana, Ark., and Points Beyond Cc. & A—K. C. S.—Texarkana and 
Loads B. & O. C. T., Chicago, Ill. connections Second A. M. 
Kansas City Southern Points—Kans. City South jeosecees | Second A. M. 
Loads C. R. I & P.—St. Louis, Mo. 


The above schedule affords dependable merchandise service to points in 
Arkansas, Oklahoma, Louisiana and Texas. 
Manifest freight service, both North and South, guaranteeing quick dispatch. 
H. A. WEAVER J. O. HAMILTON J. F. HOLDEN 
re 


General Freight Agent, K. C. 8S. Ry. : General Freight Agent, T. & Ft. 8. Ry. Vice-President 
Kansas City, Mo. Texarkana, Texas Kansas City, Mo. 
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t FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Hume, Metcalf, West Dana, Hillsdale, Brasil, 
lustry Guion, Roachdale, Indianapolis, Rushville, Connersville, Cottage Grove, Hamilton, Cincinnati, and all points on its line and beyond these junctions 

in Central Freight Association and New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all East- 

gures ern, Southern and Southeastern points. 
of it, Fast Freight Service in connection with all Fast Freight Lines Routes. 
2 last For information as to Rates, Routes, Service, ete., address C. I. & W. R. R. Representatives at any of the following points: 
id re- 219 Palmer Building, Atlanta, Ga. 730 Central Blidg., Los Angeles, Calif. 

; 436 Marquette Bldg., Chicago, Ill. 41 Porter Bldg., Memphis, Tenn. 
yr ve- = Neave — Cincinnati, ~ a an = we ogy Lenag —., . emer Minn. = a. & t xr ~ 
never Railw: ange, Kansas ° roadway, New York, N. Y. .» Springfi 

dy Building, Tulsa, Okla. 620 Park Bidg., Pittsburgh, Pa. 419 Ohie Bidg.. Tolede, Obie 

trans: J. A. SIMMONS, General Traffic Manager, C. lL. & W. R. BR. Building, Indianapolis, Ind. RB. B. Kinkaid, General Freight Agent. 
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this form of transportation could be assigned to that sphere of 
influence in the general transportation scheme into which it 
naturally fits, with as little disruption as possible to transporta- 
tion in general, everyone would be better off. 

He then referred to those fields in which motor transporta- 
tion at present appears to fit. 

Other agencies of transportation, he said, should examine 
their situation, determine to what extent their services may be 
improved, to what extent economies may be effected, and also 
to what extent their mediums may be superseded by motor 
vehicles, having regard to the convenience of the public. A 
readjustment in this direction should be brought about as soon 
as possible, he said. 

In conclusion, he expressed the opinion that motor trans- 
portation systems should not be placed on a more advantageous 
footing with regard to taxation than other agencies. 


CANADIAN NATIONAL CONFERENCE 


Confidence that the best years of the Canadian National 
Railways are in the future, that Canada is entering a period of 
solid prosperity and a determination on his part to remain in 
the service of the company and see its fight through to a finish 
were expressed by Sir Henry Thornton, president of the system, 
when he addressed the traffic officers of the railway at the final 
meeting of their annual conference in Montreal, February 12. 
The conference, which was in session for several days, discussed 
the program for the coming months and means for meeting the 
additional requirements necessary in view of the anticipated 
increases in freight and passenger traffic. Officers of the traffic 
department from all parts of the system n Canada and the United 
States were in attendance. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has passed an order 
refusing the application of Canadian National Railways for re- 
hearing of application of Canadian Explosives, Ltd., for a reduc- 
tion in rates on high explosives, and for recission of General 
Order No. 425 and Order No. 37188. 


CANADIAN RAIL EARNINGS 


Earnings of the Canadian Pacific Railway for the week end- 
ing February 7 were $3,083,000, an increase compared with the 
same period of last year of $325,000. Earnings of the Canadian 
National Railway for the same period were $4,229,381, an in- 
crease of $284,030. 


CANADIAN SURCHARGE 


The rate of exchange for the period from February 15 to 28 
will be one-thirty-second of one per cent. There will be no sur- 
charge on international freight or passenger business. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended February 6 
totaled 914,904 cars, according to reports filed by the carriers 
with the car service division of the American Railway Associa- 
tion. 

This was a decrease of 14,226 cars under the corresponding 
week in 1925, but an increase of 8,887 cars over the correspond- 
ing week in 1924. The total for the week of February 6 was, 
however, a decrease of 10,359 cars under the preceding week, 
decreases being reported in the total loading of all commodities 
except coke and ore. 

Loading by districts the week ended February 6 and for the 
corresponding period of 1925 was reported as follows: 


‘ Eastern district: Grain and grain products, 9,475 and 8,414; live 
stock, 2,625 and 3,029; coal, 29,474 and 48,306; coke, 5,638 and 2,705; 
forest products, 6,645 and 6,590; ore, 1,612 and 1,840; merchandise, L. 
Cc. L., 67,044 and 67,369; miscellaneous, 81,376 and 77,352; total, 1926, 
203,889; 1925, 215,605; 1924, 221,815. 

Allegheny district: Grain and grain products, 2,986 and 3,237; 
live stock, 2,206 and 2,430; coal, 46,008 and 51,690; coke, 9,054 and 
6,522; forest products, 2,489 and 3,470; ore, 2,325 and 3,252; mer- 
chandise, L. C. L., 51,459 and 50,638; miscellaneous, 68,932 and 71,006; 
total, 1926, 185,459; 1925, 192,245; 1924, 190,943. 

Pocahontas district: Grain and grain products, 222 and 267; live 
stock, 43 and 67; coal, 40,398 and 36,275; coke, 615 and 557; forest 
products, 1,471 and 1,411; ore, 36 and 69; merchandise, L. C. L., 7,290 
and 7,074; miscellaneous, 4,507 and 3,919; total, 1926, 54,582; 1925, 
49,639; 1924, 42,780. 

Southern district: Grain and grain products, 4,112 and 4,437; live 
stock, 2,085 and 2,181; coal, 27,391 and 24,357; coke, 1,388 and 1,104; 
forest products, 20,792 and 21,907; ore, 1,456 and 1,596; merchandise, 
1 PR on _ 40,519 and 40,586; miscellaneous, 51,083 and 48,902; total, 
1926, 148,826; 1925, 145,070; 1924, 146,195. 

Northwestern district: Grain and grain products, 10,623 and 12,118; 
live stock, 9,932 and 10,719; coal, 8,838 and 8,841; coke, 1,456 and 1,758: 
forest products, 23,207 and 25,367; ore, 604 and 859; merchandise, 
L. C. L., 30,417 and 28,428; miscellaneous, 31,655 and 31,322; total, 
1926, 116,732; 1925, 119,412; 1924, 108,485. 

Central Western district: Grain and grain products, 12,376 and 
13,935; live stock, 10,518 and 11,949; coal, 18,088 and 17,811; coke, 
292 and 320; forest products, 8,883 and 9,290; ore, 3,467 and 3,435; 
merchandise, L. C. L., 37,010 and 36,198; miscellaneous, 46,726 and 
46,871; total, 1926, 137,360; 1925, 139,809; 1924, 137,410. 

Southwestern district: Grain and grain products, 4,849 and 5,594; 
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live stock, 2,125 and 2,434; coal, 5,767 and 5,951; coke, 261 ang 214. 
forest products, 8,293 and 9,396; ore, 671 and 440; merchandise, L, ¢ | 
14,760 and 14,582; miscellaneous, 31,330 and 28,739; total, 1926, 68,056: 
1925, 67,350; 1924; 58,389. _— 

Total, all roads: Grain and grain products, 44,643 and 48,002: live 
stock, 29,534 and _ 32,809; coal, 175,964 and 193,231; coke, 18,704 ang 
13,180; forest products, 71,780 and 77,431; ore, 10,171 and 11,491; mer- 
chandise, L. C. L., 248,499 and 244,875; miscellaneous, 315,609 and 
308,111; total, 1926, 914,904; 1925, 929,130; 1924, 906,017. 


Loading of revenue freight this year, Compared With th. 
two previous years, follows: 


1926 1925 1924 

Five weeks in January ........... 4,432,010 4,456,949 4,294 97 
Week ended February 6........... 914,904 929,130 906,017 
WORE ask. cece cteceesccetomcses 5,346,914 5,386,079 5,200,287 





VOLUME OF TRAFFIC 


Freight traffic handled by the Class I railroads in December, 
1925, was the greatest for any December on record, according to 
reports filed by the carriers with the Bureau of Railway 
Economics, which says: 


. This freight traffic in December amounted to 37,868,884,000 net 
ton miles, an increase of 2,863,136,000 net ton miles or 8.2 per cent 
over December, 1924, and an increase of 4,442,207,000 net ton miles 
or 13.3 per cent over December, 1923. It also was an increase of 
9.2 per cent over December, 1920. 

In the Eastern District in December, freight traffic showed an 
increase of 8.5 per cent over the same month in 1924, while in the 
Southern District, there was an increase of 11 per cent. The 
Western District showed an increase of 6.6 per cent. 

For the year 1925, the volume of freight traffic amounted to 
456,264,967,000 net ton miles. This was the greatest freight traffic 
ever handled by the railroads in any one year with the exception 
of 1923 which exceeded the total for 1925 by 1,341,693,000 net ton 
miles or three-tenths of one per cent. 

Freight traffic in 1925 was an increase of 26,620,881,000 net 
ton miles or 6.2 per cent over 1924. It also was an increase of 
1.7 per cent over 1920. 

In the Eastern District, the volume of freight handled by the 
Class I railroads in 1925 amounted to 228,541,318,000 net ton miles, 
an increase of 6.9 per cent over 1924, while in the Southern Dis. 
trict it amounted to 64,584,372,000 net ton miles, an increase of 
9.9 per cent over the preceding year. In the Western District, 
Class I railroads handled a freight traffic amounting to 163,139- 
277,000 net ton miles or an increase of 3.8 per cent over 1924. 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I steam railroads, switch. 
ing and terminal companies not included, for November and the 
eleven months ended with November, 1925, compiled from car. 
riers’ reports by the Bureau of Statistics of the Commission, 
show the following: 


Revenue tons carried—198,479,000 for November and 185,033,000 
for November, 1924; 2,091,529,000 for eleven months ended with 
November and 1,966,849,000 for same period of 1924. ‘ 

Revenue tons carried one mile—37,254,331,000 for November 
and 34,757,227,000 for November, 1924; 379,282,036,000 for eleven 
=oree ended with November and 355,823,563,000 for same period 
oO . 

Freight revenue—$401,814,686 for November and $380,141,961 
for November, 1924; $4,167,812,867 for eleven months ended with 
November and $3,978,201,027 for same period of 1924. 

Revenue per ton-mile—10.79 mills for November and 10.94 mills 
for November, 1924; 10.99 mills for eleven months ended with 
November and 11.18 mills for same period of 1924, 

Revenue per ton per road—$2.02 for November and $2.05 for 
November, 1924; $1.99 for eleven: months ended with November 
and $2.02 for same period of 1924. 

evenue passengers carried—70,998,000 for November and 
71,137,000 for November, 1924; 812,706,000 for eleven months ended 
with November and 853,422,000 for same period of 1924. 

Passenger revenue—$81,074,880 for November and $78,756,590 
for November, 1924; $963,263,106 for eleven months ended with 
November and $985,058,625 for same period of 1924. 

Revenue per passenger-mile—3.004 cents for November and 
3.014 cents for November, 1924; 2,921 cents for eleven months 
ended with November, and 2,968 cents for the same period of 1924. 





MOVEMENT OF CARS 


“Freight cars were handled with the greatest promptness 
and expedition on record by the steam railroads of this country 
during the year 1925, which meant a substantial saving, because 
of efficient service, to the shippers of the United States,” says 
the Bureau of Railway Economics, continuing as follows: 


The daily average movement of freight cars during the year 
was 28.3 miles, the highest mark ever attained by the railroads of 
this country since the compilation of this information was started 
in 1917. The average movement in 1925 was an increase of 1.5 miles 
over the average attained in 1924 and one-half a mile above that 
— It also was an increase of 3.4 miles above the average fa 

This increase over the previous years in the daily average move 
ment of freight cars does not necessarily mean that freight cars 
were moved with greater rapidity over the rails than formerly. The 

increase in the average movement was largely brought about by 
more efficient operation of the railroads, particularly in moviné 
freight shipments through terminals. The marked cooperation of 
Shippers in expediting the loading and unloading of freight was 
‘an important factor in bringing about this accomplishment of the 
railroads during the past year. 

In computing the average movement per day, account is takel 
of all freight cars in service, including cars in transit, cars in Pf 
cess of being loaded and unloaded, cars undergoing or awaiting Tf 
— ag also cars on side trarks for which no load is immediat 
available. 

The average load per freight car in 1925 was 27 tons, the same f 
that for 1924 but nine-tenths of a ton below 1923. Compared wi 

1920, the average for 1925 was a decrease of 2.3 tons. 
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Without the Consolidated Digest of Decisions Under the 
Interstate Commerce Act? 
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You Don’t Need to Guess at 


TODAY’S FREIGHT RATES 
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Personal Notes 


C. E. Schaff will resign as president of the M. K. T. May 
1, after 55 years of railroad service. He will be succeeded by 
C. H. Whitehead, executive vice-president, who has been with 
the road 33 years. 

W. S. Flaws, traffic manager of the General Petroleum Cor- 
poration since 1918, died at his home in Los Angeles January 11. 
C. E. Ziegler has been appointed to the position. 

J. T. Walker has been made traveling freight agent of the 
Seaboard Air Line at Charlotte, N. C. 

W. A. Marshall has been appointed assistant general freight 
agent of the Norfolk Southern at Norfolk, Va. 

Cc. P. Shumway has been appointed general agent, freight 
department, New York Central, at Milwaukee, succeeding R. J. 
Nicoud, resigned. F. H. Meahl has been made division freight 
agent at Youngstown, O. 

F. H. Shaffer, assistant general manager the St. Louis-San 
Francisco, has been appointed general manager, with headquar- 
ters at Springfield, Mo. He succeeds James H. Fraser, who 
resigned, following an illness of several months. 

D. R. Crowley has been appointed division freight agent of 
the Nickel Plate at Fort Wayne, Ind. 

F. E. Paulson has been elected vice-president in charge of 
traffic of the Lehigh Portland Cement Company. He was for- 
merly traffic manager. 

C. G. Munson has been elected vice-president and general 
manager of the Pacific Coast Terminal Company and will be 
chief operator of the company’s new warehouse at Los Angeles. 
He was formerly. connected with the Union Terminal Ware- 
house Company, and before that was employed by the Illinois 
Steel Company and the Peoples Gas Company in Chicago. 

Eugene L. Gaddess, a member of the Commission’s staff of 
examiners, died at his home in Washington, February 16, after 
a gradual losing of his health lasting over the greater part of 
a@ year. Mr Gaddess entered the service of the Commission in 
1889 and was, therefore, among the seniors in point of length 
of service. For years he specialized on fourth section work. 

John E. Benton, general solicitor of the National Association 
of Railroad and Utilities Commissioners, has advised members 
of the death of Paul B. Trammell, chairman of the Public Serv- 
ice Commission of Georgia. 

Stanley H. Johnson, vice-president and freight traffic man- 
ager of the Rock Island, died at Chicago February 16, following 
a week’s illness of pneumonia. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Philadelphia, February 8, elected the 
following officers: President, James Potter, manager, the Cunard 
Steamship Company; vice-presidents, B. M. Croll, district freight 
agent, the Reading, J. K. Hiltner, traffic manager, U. S. Cast 
Iron Pipe Company, R. G. Kreitler, traffic manager, Congoleum 
Company, and D. W. Quick, general agent, the C. G. W.; sec- 
retary, W. H. Montgomery, representative, the Pennsylvania; 
treasurer, R. C. Clayton, C. P. A., the Canadian Pacific; and 
historian, Joseph Biles, traffic manager, Henry Disston Sons. 
Directors elected are W. G. Butler, traffic manager, the Ameri- 
can Body Company, A. A. Gallagher, T. F. A., the Delaware & 


Hudson Company, and F. R. Yealland, cémmercial agent, the 
Pere Marquette. 


The Los Angeles Transportation Club met at luncheon Feb- 
ruary 15. O. E. Monnette, president of the Bank of America, 
spoke on “Revolving Wheels.” 


The Traffic Club of Kansas City met at luncheon February 
16. G. E. Green, scout executive, spoke on “A Job for a He Man.” 


The club will hold a Washington Birthday party February 23 
and a smoker March 12. 


The Omaha Traffic Club will hold its annual election at the 


Elks Club February 23. There will be a dinner preceding the 
business meeting. 


The Traffic Club of Wichita met February 18 to discuss fur- 
ther the question of whether or not it should remain a member 
of the Associated Traffic Clubs of America. 


The Traffic Club of Sheboygan met February 16. C. D. 
Morris, of the Western Railways’ committee on public relations, 
spoke of the relationship of the transportation system to the 
people, saying that responsibility for the character of service 
in the future rested on the public. He made a plea that the car- 
riers be permitted to earn a fair return on their investment, and 
urged that the making of rates and the regulation of railroads 
be not mixed with politics. He pointed out that there would 
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be grave danger attendant on enforced consolidation of railroag, 
and expressed objection to the Gooding bill. 


The Traffic Club of Oklahoma City will hold a dinner and 
meeting February 23. E. R. Waite, secretary, the Shawne 
Chamber of Commerce, will be the speaker. 


The Transportation Club of St. Paul held a luncheon ang 
meeting at the St. Paul Hotel February 16. : 


The Traffic Club of St. Louis will be guest of Swift ang 


Company, on a tour of inspection of the east side plant, Fep. 
ruary 24. 


The Transportation Club of Decatur has ratified the resgo}y. 
tion pertaining to the regulation of motor carriers as adopted 
by the Associated Traffic Clubs of America. 


The Traffic Club of Utica has voted to withdraw from mep. 
bership in the Associated Traffic Clubs of America. 


The Pacific Traffic Association met at the Palace Hotel, San 
Francisco, February 16. Isaiah Hale, safety superintendent of 
the Santa Fe, spoke on “The Mind as a Factor in Industria] 
Relations and Industrial Injuries.” 


The Traffic Club of Cleveland held its annual banquet Feb. 
ruary 18. Major Elihu Church, transportation engineer, Port 
of New York Authority, was the speaker. He pointed out that 
there was a good deal of money wasted in handling freight and 
that a great share of it was wasted in terminals. He told of 
the costs of truck operation and said that, for distances of from 
50 to 150 miles, trucks were cheaper than railroad transporta- 
tion. He predicted that the roads would institute trucking serv. 
ices for these distances, and said that, with trucking service, 
there would be no delay at freight stations, less need of ex. 
pensive packing, and economy of transportation generally. He 
described conditions of handling freight through American ports 
and said they were not as efficient as in other ports, and that 
all the freight now entering the ports of this country could be 
handled along one-tenth of the waterfront used. 


The Cincinnati Traffic Club held its second annual dinner 
at the Hotel Sinton February 15. George A. Blair, general traffic 
manager, Wilson and Company, Chicago, spoke on “Observations 
of a Former Cincinnatian.” The following officers were elected: 
President, R. L. Galleher, A. G. F. A., the B. & O.; vice-presidents, 
E. C. Rentz, T. M., the Globe Wernicke Company, J. A. Dolan, 
G. A., the Erie, and J. J. Wheatley, D. T. A., the Nickel Plate; 
treasurer, E. A. Doyle, G. A., the C. I. & W., and secretary, G. W. 
Doll, G. A., the Texas & Pacific. Directors elected were: C. W. 
Memke, T. M., Edwards Manufacturing Company, E. A. Van Tas- 
sel, manager, Baldwin Universal Company, E. H. Smith, T. M, 
Newport Rolling Mill Company, R. V. Marienthal, T. M., Lunken- 
heimer Company, Robert McDowell, G. A., the Southern Pacific, 
F. G. Burnett, G. A., the Santa Fe, J. W. Dale, G. A., the Ameri- 


can Railway Express Company, and E. S. Hinter, commercial 
agent the C. C. & O. 


The employes of fifteen departments of the Lehigh Valley, 
in Philadelphia, held their second annual dinner-dance at the 
Benjamin Franklin Hotel, February 11, with E. E. Loomis, 
president; C. E. Hildum, vice-president, and John Duffy, assist- 
ant to the president of the road, as their guests. Dr. Francis 
Harvey Green, headmaster, Pennington School for Boys, spoke 
on “Six Great Cities.” 


The Traffic Club of the Manufacturers’ Association of Lan- 
caster, Pa., held a dinner and meeting, February 15, at the Hotel 


Brunswick. G. H. Cobb, division freight agent, the Pennsyl- 
vania, was the speaker, 


The Traffic Club of Denver at a meeting, February 5, elected 
the following officers: President, C. E. Moore, district passen- 
ger agent, the Pennsylvania; vice-presidents, Ray Lentz, traffic 
manager, Swift & Company; R. E. Palmer, freight traffic agent, 
Union Pacific; secretary, L. M. Pexton, traffic manager, Denver 
Union Stockyards Company; recording secretary and treasurer, 
T. V. Kirk, chief clerk, Denver Grain Exchange. The following 
directors were elected: L. M. Pexton, Harry Dickinson, com- 
missioner, Denver Transportation Bureau; George Work, traffic 
manager, Colorado Milling & Elevator Company; T, V. Kirk, 
chief clerk, Denver Grain Exchange; E. O. Brown, auditor, Rocky 
Mountain Parks Transportation Company; Ray Lentz, traffic 
manager, Swift & Company; E. G. Taylor, traveling freight and 
passenger agent, Chicago, Milwaukee & St. Paul Railroad. 


LAKE CALUMET HARBOR 
William F. Mulvihill, state superintendent of waterways of 
Illinois, speaking at a luncheon of the Chicago Shippers’ Confer- 
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is as nearly complete as it is possible to make it. 
Every day it comes to you, by first class mail 
with 


Lists of abstracts of tariffs filed with the 
Interstate Commerce Commission. 


Complete lists of embargoes as issued 
by the American Railway Association 
at Chicago and Washington. 


Dockets of proposals for rate changes 
to be considered by the various car- 
riers’ rate committees. 


Abstracts of fourth and sixth section 
applications and orders. 


Suspension orders, released rate orders, 
steamship sailings, and 


THE MOST COMPLETE, PROMPT AND AC- 
CURATE NEWS ACCOUNTS AVAILABLE 
OF DEVELOPMENTS IN TRAFFIC AND 
TRANSPORTATION MATTERS. 


Subscribers for THE DAILY TRAFFIC 
WORLD AND TRAFFIC BULLETIN also re- 
ceive, without extra charge, copies of the 
weekly Traffic World and the weekly Traffic 
Bulletin. Thus, nothing is left undone that 
will make for completeness of information and 
convenience for the subscriber. 


Then, there is the personal service from Washington 
recently augmented, performed without charge for 
Daily subscribers. That ought to interest you espe- 
cially. 


A series of sample copies and full 
details will be sent without obligation 
on your part. 


THE TRAFFIC SERVICE CORPORATION 


418 S. Market St. Chicago, Ill. 
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ence, February 15, said he was opposed to the request that the 
Nickel Plate-Lake Calumet Harbor agreement receive state ap- 
proval, for the reasons that, under the present plan, the Nickel 
Plate would have a line inside all other belt lines and around the 
new harbor, resulting in a monopoly; that there had been no 
demand for industrial sites, as argued by the proponents of the 
plan; that the plan would make a large railroad yard in the Calu- 
met district, but not a proper harbor; and that the plan really 
made no adequate provisions for industrial sites, and the mon- 
opoly of the Nickel Plate might easily work to establish higher 
switching charges. 

He said he wanted it understood that he did not oppose a 
harbor development in Lake Calumet. He said he favored it, 
because the city ought to have waterway development to put it 
in a commanding position with respect to shipping by the lake 
and the Illinois waterway when it was completed. He said it 
was important that the city have an adequate, efficient water 
terminal for handling deep water vessels’ cargo, barge and lake 
ships’ cargo, and also to interchange shipments with railroad 
lines. But, under the plan proposed, he did not think such a 
terminal was provided for. He went on to make a political de- 
fense of his position and an attack on those who, he said, had 
misrepresented it. 

Major Rufus W. Putnam, United States district engineer, 
followed Mr. Mulvihill, and approved his position. H. G. Gard- 
ner, chairman of the rivers and harbors committee of the Asso- 
ciation of Commerce, spoke briefly, saying that his committee 
was considering the problem of the harbor in Lake Calumet and 
would shortly state its position. 


NEW ENGLAND ADVISORY BOARD 


The New England Shippers’ Advisory Board held its second 
regular meeting at Portland, Me., January 29 and 30, with an 
attendance of 384 shippers and railroad men. Reports received 
from the sixty commodity committees spoke highly of the serv- 
ice being rendered by the railroads, and were optimistic as to 
the business outlook for the next half year. 

G. C. Randall, speaking for the car service division of the 
American Railway Association, gave a brief outline of operating 
conditions in New England, calling attention to the increased 
efficiency of the New England railroads in the movement of 
traffic for 1925. 

The Maine Traffic Association held a dinner in connection 
with the meeting, attended by about 375. 

Governor Ralph O. Brewster made an address on the “Co- 
ordination of the Agricultural, Manufacturing and Transportation 
Interests,” stressing the more intensive development of agricul- 
ture taking place in New England. Henry F. Merrill, chairman 
of the directors of the Port of Portland, also spoke on the neces- 
sity of closer cooperation between rail'and water transportation. 
A. G. Staples, editor of the Lewiston Journal, made a short ad- 
dress on transportation conditions as they appear to an “out- 
sider.” Percy R. Todd, president of the Bangor & Aroostook, 
spoke of the Hoch-Smith resolution, and the necessity for Con- 
gress keeping away from rate matters, also touching on the 
— now pending relative to the abolishment of the Labor 

oard. 
‘ a next meeting of the board will be held at Boston in 
pril. 


GREAT LAKES REGIONAL REPORTS 


Reports of commodity committees and railroad representa- 
tives at the Jamestown, N. Y., meeting of the Great Lakes Re- 
gional Advisory Board, February 11, indicated that transporta- 
tion service was good, both as to road haul and terminal move- 
ments, that car supply was adequate, and that the condition of 
cars placed for loading was showing a marked improvement, 
according to an announcement by the secretary of the board. 
There has been a growth in membership of the board to the 
point where it is now over 2,100. The next meeting will be 
held in Detroit, May 13-14. 

W. C. Kendall, manager, railroad relations division, car serv- 
ice division, A. R. A., told members of the board that loadings 
for 1926 were showing the same proportionate increase over 1925 
that 1925 showed over the previous year. He reported a great 
improvement in the situation with respect to movement of traffic 
in Florida, saying that the amount of congestion there had been 
greatly reduced. The reports of the commodity committees 
showed that automobile, clay, clay products, coal and coke, cop- 
per and brass, rubber and sand, stone and gravel shipments 
would all show increases in the period of the next sixty to ninety 
days. It was estimated that there would be a decrease, in the 
territory, of shipments of live stock of from 20 to 25 per cent. 

The report of the secretary with respect to farm products 
shipments, those of the furniture industry, and others, was as 
follows: 


Through the Farmers’ Committee of the Board it was learned 
that the production of agricultural commodities for the season just 
past was very gratifying to the farmer, although considerable cold 
and rainy weather had been encountered during the months of har- 
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vest. Potatoes and sugar beets were damaged by freezing, with 

part of these crops unharvested when winter set in. Approximate 
a million bushels of apples were frozen on the trees before the, 
could be picked. Losses on beans, clover seed, buckwheat and pad 
were due to discoloration and excess moisture. Prices received were 
very good, which helped to relieve the state of mind of the farmers 
who were fortunate enough to complete their harvesting Without 
interference by the elements. The Perishable Freight Committee 
in an analysis of all perishable commodities produced in this board's 
territory, report that 4,600 cars will be required to handle the move- 
ment of potatoes from Michigan for the next three months, and 6,355 
— to move all fruits and vegetables from stations within its juris. 

ction. 

The diversified industries represented by the Furniture Commit. 
tee report an anticipated improvement for 1926, varying from five to 
twenty per cent, with an estimated car requirement of 8,205. Market 
conditions affecting the commodities within the jurisdiction of the 
Grain, Corn, Hay, Beans and Seed Committee are in such uncertain 
position that it is unusually difficult to forecast car requirements for 
the next three months. Approximately 35 per cent of the grain crop, 
40 per cent of the bean crop and 60 per cent of the hay crop re. 
main on the farms. Stocks at the terminal and milling points are 
comparatively light, being moved to market as accumulated. Toledo 
has in store 1,900,000 bushels, and 790,000 bushels are in winter 
storage afloat and will be unloaded April 1. Buffalo has in elevators 
17,653,000 bushels which is expected to move within the next ninety 
days. About 12,000,000 bushels are in winter storage boats. There 
are 900,000 bushels in storage at Cleveland. 59,800 cars will be re. 
quired to move these commodities within the next three months, 

The Inter-Regional Committee reported terminal movement and 
car supply at the Niagara frontier to have been very good, and not 
seriously hampered by weather conditions. Prospects in the iron and 
steel trade for the next three months indicate an improvement over 
the same period last year of 15 to 20 per cent. The requirement of 
cars for the lime industry is placed at 8,072 cars and the outlook 
for 1926 very bright, due to the great building program predicted 
for this year. The lumber industry within the Great Lakes Board js 
one of distribution. The principal exceptions being the Michigan 
logging operations and the large box and flooring manufacturing 
industries. The outbound loading requirements will approximate 
17,900 cars for the next three months. While the 1925 contracts es- 
tablished a high record, and the spring season is looked forward to 
as of great activity, it is not expected that a new high record will 
be made. The general transportation conditions and car supply for 


the lumber trade has been very good. 





Digest of New Complaints 


No. 17083. In re Train Service on the Line of Northern Pacific Rail- 
way Co. extending between Beach, N. D., and Ollie, Mont. An 
inquiry initiated by the Commission into the proposal of the 
Northern Pacific to reduce its daily train service between the 
points mentioned to a tri-weekly service, with a view to issuing 
such order or orders with respect to car service as may appear 
to be warranted. 


No. ae ag Sub No. 1. 
e q 
Unjust and unreasonable rates and charges on lubricating oil 
from Warren, North Warren, Struthers, Bruin, Oil City, McClin- 
tock, Bradford, Eldred and Farmers Valley, Pa., to Port Arthur, 
Tex. Asks for reasonable rates and reparation. 


No. 17942, Sub. No. 3. The Atlas Portland Cement Co. of Kansas, 
New York City, vs. Santa Fe et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferential 
rates on empty cement bags returned to Independence, Kans, 
from stations in Nebraska. Asks for just, reasonable and non- 
discriminatory rates. 


No. 17742, Sub. No. 1. Swift & Co., Chicago, Ill., vs. Santa Fe, et al. 
Unjust, unreasonable and unduly preferential and prejudicial 
rates on soap from Chicago to destinations in western trunk line 
territory in comparison with the rates from Kansas City and 
Omaha to the same destinations. Asks for just and reasonable 
rates, and reparation estimated at $50,000. 
No. 17817, Sub. No. 1. Illinois Silica Sand Traffic Bureau, Chicago, 
Ill., vs. Santa Fe, et al. 

Unreasonable and unduly prejudicial rates on sand, other than 
bank, glass, moulding, silica, blast, core, engine, filtering, fire or 
furnace, foundry, grinding or polishing, or loam sand, from va- 
rious producing points in Illinois and Wisconsin to Chicago and 
points in the Chicago district as well as to certain points outside 
the Chicago district in Illinois, Indiana and Wisconsin. Asks for 
rates for local delivery not higher per ton-mile or per car-mile 
than rates from competing sand producing points; rates to apply 
proportionately on traffic designed to points beyond on a parity 
with rates shown in the complaint and proportional rates for 
application from Chicago and Chicago junction points to destina- 
tions in Illinois, Indiana, Michigan and Wisconsin, to be used as 
factors in arriving at through rates to state and interstate des- 
tinations; denial of fourth section relief and rates both local and 
proportional to apply on sand of all kinds without regard to 
source of origin, chemical content, industrial or commercial 
employment. 

No. 17867, Sub. No. 1. Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. Pennsylvania and Southern Railroads. 

Unjust, unreasonable and discriminatory rates against Lynch- 
burg and unduly preferential of Montview, Va., on cotton piece 
goods from points in Pennsylvania, New York and Delaware, to 
points in Virginia. Asks for just and reasonable rates, and 
reparation. 

No. 17942, Sub. No. 2. Atlas Portland Cement Co. of Kansas, Inde- 
pendence, Kans., vs. Santa Fe, et al. 

Unjust and unreasonable rates on returned empty cement bags 
from points in Iowa to Independence; also alleged to be unpustly 
discriminatory, unduly preferential and prejudicial in violation of 
the 8rd and 13th sections. Asks for just, reasonable, and non- 
discriminatory relationship of rates. 

No. 17943. Crawfordsville Wire & Nail Co., Crawfordsville, Ind., vs. 
c. c, Cc. & St. L. 

Alleges unlawful charges on shipments of sulphuric acid in tank 
cars from Danville, Ill., to Crawfordsville, Ind., by reason of dis- 
regard of the fourth section. Asks for reparation. 

No. 17944. Pelham Phosphate Co., Pelham, Ga., vs. A. C. L. et al. 

Unjust and unreasonable rates and charges on phosphate rock 


The Texas Co., Houston, Tex., vs. B. & 0. 
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No time is lost in transfer at Peoria 


Transfers of Traffic at 
Peoria are handled in a 
few hours, instead of the 
days required in the 
larger and heavily con- 
gested terminals. 


This rapid transfer between the 
sixteen railroad lines entering 
Peoria has caused Peoria to be 
looked upon as the most efficient 
link in the shipping of fruit and 
other perishables. 


This same factor of efficiency has 
also affected the routing of ship- 
ments of building materials and 
other commodities that require 
speed in transfer. 


INQUIRIES SOLICITED 


Efficient switching 
service between the 
following railroads: 


Peoria & Pekin Union Railway Company 
Atchison, Topeka & Santa Fe Railway Co. 
Chicago & Alton Railroad Company 
Chicago & Northwestern Railway Co. 
Chicago, Burlington & Quincy Railroad Co. 
Chicago, Peoria & St. Louis Railroad Co. 
Chicago, Rock Island & Pacific Railway 
mpany 
Cleveland, Cincinnati, Chicago & St. Louis 
Railway Company 


Illinois Central Railroad Company 
Illinois Traction System 
Minneapolis & St. Louis Railroad Company 


New York, Chicago & St. L. R. R. Co. 
(L. E. & W. Dist.) 


Pennsylvania Railroad 
Peoria Railway Terminal 
Toledo, Peoria & Western Railroad 


Freight Rates on through traffic 
via other gateways between East- 
ern and Western Railroads equalize 
via Peoria, Illinois, gateway. 


UNION STATION, PEORIA, ILL. 


For Quick Distribution in Illinois 
Use Federal Service—Peoria, Ill. 


Figures denote first morning delivery and mileage from Peoria. 
A study of the map will show Peoria halfway between Chicago 


and St. Louis and in the center of the world’s best markets. 


Peoria is an economic point for distribution, owing to its centra 
location, it being a rate-breaking point and its excellent railroad 


facilities. 


One manufacturer found that by consolidating into carload ship- 

ee ments, several separate shipments and consigning the car to the 

om warehouse for reshipment, the savings earned paid all costs of 
piece 


re, to transportation, handling for reshipping and a material percentage 


and 
aad as unexpected profit. 
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from Brewster, Fla., to Pelham, Ga. Asks for just and reason- 
able rates, and reparation. 
No. 17046. Nebraska Cement Co., Superior, Nebr., vs. Santa Fe et al. 
Unjust, unreasonable, unduly prejudicial and preferential rates 
and charges on empty sacks or bags used in transporting cement, 
returned from points in Iowa, to complainant’s plant at Superior, 
Neb. Asks for just, reasonable and nonldiscriminatory rates. 
No. 17947. Lone Star Gas Co., Dallas, Tex., vs. Santa Fe, et al. 
Unjust and unreasonable rates on less-than-carload shipments 
of gas station meters from Pittsburgh, Pa., to various points in 
Oklahoma and Texas. Asks for just and reasonable rates, and 
reparation. 


No. vo Sun Oil Co., Philadelphia, Pa., vs. Louisiana Western, 
et al. 

Unjust and unreasonable rates on wrought iron pipes, steel 
pipe and pipe fittings between points in Texas and Louisiana. 
Asks for just and reasonable rates, and reparation. 

. 17949. Federated Metal Corporation, New York City, vs. Pitts- 
burgh & Lake Erie, et al. 

Unreasonable, discriminatory, prejudicial and illegal charges on 
scrap brass from McKees Rock, Pa., to Bush Terminal, Brook- 
lyn, N. Y., in violation of the first, second, third and sixth sec- 
tions of the act. Asks for lawful rates for the future, and 
reparation. 
i ~— Charles Dreifus Co., Pittsburgh, Pa., vs. Pennsylvania, 
et al. 

Unjust, unreasonable and illegal charges on scrap iron and 
steel from East Radford, Va., to Steubenville, O., Breckenridge, 
and Pittsburgh, Pa., in 1924 and 1925. Asks for reparation. 
le —, pune Paper Co., Dallas, Tex., vs. Chicago & North West- 
ern, et al. 

Unlawful rates on a carload of paper articles from Green Bay, 
Wis., to Tulsa, Okla. Asks for reparation. 

. Pa wen ~— American Gypsum Co., Port Clinton, O., vs. New York 
entral. 

Unjust, unreasonable and unduly prejudicial rate on gypsum 
block from Port Clinton to Detroit. Asks for just, reasonable, 
non-prejudicial and non-discriminatory rate, and reparation. 

. 17953. Cameron, Joyce and Schneider, Keokuk, Ia., vs. Denver 
and R. G. Western and C. B. & Q. 

Unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial rate on rough granite from Salida, Colo., to Keokuk. 
Asks for a rate of 36% cents for the future, and reparation. 

. 17954. Lammert Furniture Co., St. Louis, Mo., vs. Southern et al. 

Rates in excess of the published tariff on chairs, desks and 
other furniture from Jasper, Ind., to St. Louis, Mo., the case 
involving tariff interpretation. Asks for cease and desist order, 


and reparation. 
. v— The Shafton Co., Chicago, Ill., vs. Southern Pacific Co. 
et, al. 

Unjust and unreasonable rates and charges on watermelons 
from Florida points to destinations in California. Asks for repa- 
ration, and an order authorizing waiving of alleged undercharges. 
. 17956. Henry Marble Co., Chicago, Ill., vs. Wabash et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferen- 
tial rates on marble, imported from Italy, transshipped from 
New York and New York base points to Chicago. Asks for just 
and reasonable rates on rough quarried marble between the points 
mentioned, and reparation. 

17957. Watters-Tonge Lumber Company, 
Ala., vs. Alabama Great Southern, et al. 

Unjust and unreasonable rates on lumber from points in 
Louisiana, Mississippi, Alabama, Florida, Georgia, the Carolinas 
and Tennessee, to points in the states bounded by the Mississippi 
River on the west, the Gulf of Mexico on the south, the Atlantic 
Ocean on the east, and the Great Lakes and the Dominion of 
Canada on the north; also claimed to be unlawful, in excess ef 
the rates on file. Asks for just and reasonable rates for the 
future, and reparation. 

. 17958. Camp 7-7 Co. 
Co., Russellville and Halls, S. C., 
Coast Line et al. 

Unjust and unreasonable combination rates on lumber from 
Halls and Russellville to many points in the United States in 
violation of sections 1 and 15 through the failure of the trunk 
lines to establish joint through rates with the Carolina Western. 
Ask joint rates not exceeding those applying from St. Stephens, 
S. C., the junction point of the Carolina Western. 

. 17959. Pacific Manufacturing Co., Santa Clara, Cal., vs. Colorado 
& Southern et al. 

Unjust, unreasonable and excessive rates on coffin’ stock, 
billed as knocked down coffins in the white, from Santa Clara to 
Lincoln, Neb. Asks for reparation. 


- 17960. McSwain Lumber Co., Montgomery, Ala., vs. Alabama, 
Tennessee & Northern et al. 

_ Unjust, unreasonable and unlawful rates and charges, in viola- 
tion of the first and sixth sections, on lumber from Gilbertown 


Ala., to Hagerstown, Md. Asks for cease and desist order, and 
reparation. 


. 17961. American Cyanamid Co., Niagara Falls, Ont., vs. Michi- 
gan Central et al. 

Unjust and unreasonable rates on raw materials into the plant 
at Niagara Falls, Ont., and the finished product out, from and 
to various destinations in the United States. Asks for co-opera- 
tive action on the part of the United States and Canadian author- 
ities, reasonable rates, and reparation estimated at $275,000. 

- 17962. Memphis Freight Bureau, for U. S. Bedding Co., Memphis, 
Tenn., vs. Santa Fe et al. 

Unjust, unreasonable and unduly prejudicial rate on metal fur- 
niture, particularly on iron beds, bed springs and day beds, from 
Memphis to Kansas City and points taking the same rates, or 
rates related thereto, in comparison with rates available to 
competitors at St. Louis, Chicago, and Kenosha. Asks for just, 
reasonable and non-discriminatory rates to Springfield, Mo., Kan- 
sas City, Omaha, and related points. 


- 17963. Memphis Freight Bureau, for M. M. Bosworth Co., Mem- 
phis, Tenn., vs. Alabama Great Southern et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferen- 
tial rates on burlap bagging from Atlantic ports to Memphis. 
Asks for just, reasonable and non-discriminatory rates on bag- 
ging from Philadelphia, New York and Boston to Memphis. 


- 17965. J. P. Harden, Chicago, Ill., vs. The Pullman Company. 
Alleges unjust and illegal discrimination against him on the 
ground that he was colored, a negro, a man of African descent, 
and for no other reason, by the refusal of the Pullman Company 
to sell or assign for his use a berth on a train from Atlanta to 
Chicago in July, 1923, causing damage amounting to $25,000. Asks 
for cease and desist order, and reparation. 
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Questions and Answers 


In this department will be answered questions of both legal ang 
practical nature that confront = dealing with traffic. A specialigt 
on interstate commerce law, whois a member of our legal department 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 
ogee We do not desire to take the place of the traffic man but to 

Ip him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may pete to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Routing and Misrouting—Written vs. Oral Instructions 

Oklahoma.—Question: Shipment moving between two points 
the point of origin being a local point whereas the destinatioy 
was a point reached by two lines other than the originating line, 
Shipment was delivered to originating line on an unrouted 
lading, but before shipment left point of origin, the agent was 
notified by consignor by phone to route in connection with the 
destination line over which the higher of two rates was applic. 
able. An overcharge claim was filed for misroute, but was 
declined due to this phone instruction. 

Are we entitled to the lower rate and is the originating line 
guilty of misroute, or does the bill of lading as originally rep. 
dered, and which was not changed, govern? 

Answer: In Hurd Brokerage Co. vs. Wichita Valley R. R, 
45 I. C. C. 117, the issue involved a shipment from Albany, 
Texas, to Denver, Colorado, on which the consignor gave written 
instructions in his billing to route shipment via the Texas 
Central, Cisco, Texas, M. K. & T., Fort Worth, c/o Ft. W. & D. 
When the bill of lading was presented to the agent of the Texas 
Central at Albany, the agent advised the shipper that under the 
routing specified the shipment would not move over the cheapest 
available route. Whereupon the shipper directed the agent 
(verbally), to ignore the routing specified in the bill of lading, 
and to forward the shipment over the cheapest available route, 
The Texas Central R. R. instead of complying with the verbal 
instructions, handled shipment in accordance with the written 
instructions. 

The Commission held that the Texas Central had misrouted 
the shipment in not having followed the verbal instructions given 
subsequent to those written in the bill of lading, and awarded 
reparation. 

In the above case the rate charged was higher than that 
found legally applicable by the Commission, while in your case 
the reverse is true. Regardless of this, however, the principle 
is the same, and in accordance with this decision the carrier 
is not, in our opinion, guilty of misroute. 

Construction and Maintenance of Switch Connection by Carrier 

With Private Side Track 

Massachusetts.—Question: Our plant is served by two side 
tracks leading from a main track of the railroad company. Car- 
riers endeavoring and failing to substantiate ownership of the 
entire two tracks, now concede ownership to that part enclosed 
on the land of the industry, but claim compensation or rental, 
which is optional, for that part of the side-track leading from 
their main track into the industry. In other words, they want 
to collect for the value of the tracks on their property and 
which are necessary for a physical connection. Will you kindly 
advise whether or not this collection can be legally made and 
cite, if you can, any cases of a like nature. 


Answer: Paragraph 9 of Section 1 of the interstate commerce 
act provides that: 


Any common carrier subject to the provisions of this Act, 
upon application of any lateral, branch line of railroad, or of any 
shipper tendering interstate traffic for transportation, shall con- 
struct, maintain, and operate upon reasonable terms a switch con- 
nection with any such lateral, branch line of railroad, or private 
side track which may be constructed to connect with its railroad, 
where such connection is reasonably practicable and can be put 
in with safety and will furnish sufficient business to justify the 
construction and maintenance of the same; and shall furnish 
cars for the movement of such traffic to the best of its ability 
without discrimination in favor of or against any such shipper. 
If any common carrier shall fail to install and operate any such 
switch or connection as aforesaid, on application therefor in 
writing by any shipper or owner of such lateral, branch line of 
railroad, such shipper or owner of such lateral, branch line of 
railroad may make complaint to the Commission, as provided in 
section 13 of this Act, and the Commission shall hear and inves- 
tigate the same and shall determine as to the safety and practic- 
ability thereof and justification and reasonable compensation 
therefor, and the Commission may make an order, as provided 
in section 15 of this Act, directing the common carrier to comply 
with the provisions of this section in accordance with such 
order, and such order shall be enforced as hereinafter provided 
for the enforcement of all other orders by the Commission, other 
than orders for the payment of money. 


With respect to this question see Virginia Coal & Fuel Co. 
vs. N. & W. Ry. Co., 55 I. C. C. 61; Schlicher vs. Director-General, 


‘anes 


| 


\ 
ara 





= 229° 4 29 Vb Fhe ee 












ns 


Points, 
‘ination 
Ng line, 
nrouted 
mt was 
ith the 
applic. 
ut was 


ing line 
lly ren- 


RR, 
Albany, 
written 

Texas 


written 


srouted 
S$ given 
warded 


an that 
ur case 
rinciple 

carrier 


Carrier 


70 side- 
y. Car- 
of the 
nclosed 
rental, 
g from 
y want 
ty and 
kindly 
de and 


nmerce 


lis Act, 


ch con- 
private 
ailroad, 
be put 
ify the 
furnish 
ability 
shipper. 
1y such 
efor in 
line of 
line of 
ided in 
| inves- 
practic- 
nsation 
rovided 
comply 
h such 
rovided 
1, other 


uel Co. 
‘eneral, 


















The knowledge of Industry’s requirements and 
ability to meet them through character service 
is an important factor in your determination of 
a location. 


With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates applicable to 
and from all locations, direct connection and 
interchange arrangement with all trunk lines 
makes a location on The Belt Railway Company 
of Chicago comparable with one served by all 
railroads entering Chicago. 


Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
disposal. 
J. H. BROWN 
Traffic and Industrial Manager 
Dearborn Station 


Chicago 
Telephone Harrison 3690 
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The Belt Railway Company 
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Geographically situated 
in the Chicago District 
to offer admirable and 
advantageous sites for 
industrial locations and 
growth. 


Along and adjacent to 
our rails are available 
sites of both large and 
small area at reason- 
able costs, meeting all 
economic requirements. 
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& W. R. R. Co., 81 I. C. C. 333 and Nebraska Cement Co. vs. 
A. T. & S.F., 93 1..C. C. 168. 

Apparently, the cost of the switch connection must be 
assumed by the carrier, although we locate no case in which 
the Commission has ordered a connection made and has defin- 
itely stated that the cost thereof must be assumed by the carrier. 

The language of the provision of the statute, quoted above, 
seems to place the cost of construction and maintenance of the 
switch connection upon the carrier, the carrier’s compensation 
to be derived from the traffic tendered by the owner of the 
private side track, notwithstanding the use of the following 
words in the provisions, which may relate to the question of 
whether sufficient business will be furnished to justify the 
construction of the connection and not to compensation in the 
form of a money payment to the carrier by the owner of the 
private side track. 

The words to which we have reference are as follows: 


And the Commission shall hear and investigate the same and 
shall determine as to the safety and practicability thereof and 
justification and reasonable compensation therefor. 


Damage—Deduction by Carrier from Amount of Consignee’s 
Claim Amount of Freight Charges on Part of Shipment Lost 
in Transit 


New York.—Question: 
30, page 328. 

It seems to us you must be wrong in your conclusion if the 
carrier makes good in full for known leakage, or concealed loss, 
of grain from car, it has been our understanding that they are 
entitled to collect freight on the total weight originally loaded 
in the car. We have always adjusted our claims on that basis. 
It would be quite an item to us if carriers are obliged to pay 
for losses from car and not allowed to collect freight on the 
weight lost in transit. 


Answer: If, in the adjustment of the claim, the market value 
at point of destination was used in arriving at the amount of 
the claim for the portion of the shipment which was lost in 
transit, you are correct in your view that the carrier is entitled 
to deduct from the destination value the amount of the freight 
charges on the lost portion. 

In determining the value at point of destination, the unpaid 
freight should be deducted, for while the shipper is not bound 
to pay freight where the carrier fails to perform his obligation 
to deliver in good condition, yet he should not have the ad- 
vantage of the increased value of the goods due to their trans- 
portation; that is, the shipper is entitled to the net value 
at the place of destination. 


Liability of Carrier by Water 

Pennsylvania.—Question: An interstate less carload ship- 
ment of 5 bales of pads was shipped by A (consignor) consigned 
to B (consignee) via all water route (coastwise), said carrier 
not governed by Interstate Commerce Commission). Shipment 
arrived at destination, notice of arrival was sent by mail to B. 
No reply received within 48 hours free storage limit, and for 
convenience of B, shipment was held on dock, no storage charges 
being assessed, and B again notified by telephone on two differ- 
ent occasions. One week after arrival of shipment, B calls for 
shipment, signs delivery receipt free of exceptions for entire 
shipment of 5 bales, but due to lack of space on truck, only 
removes 4 bales from dock, leaving one. A, at this time, 
requests trace and carrier advises that shipment was delivered 
in full and so signed for by B, although not stating that one bale 
still remained on dock. B did not call for remaining bale, but 
45 days later brings back to carrier 4 bales originally delivered 
and requests carrier to erase B’s signature on delivery receipt 
and accept 4 bales, claiming same damaged. Carrier refused 
to comply. B then reshipped entire 5 bales back to A claiming 
damage. A refuses to accept same, filing claim against carrier 
for full invoice price of entire shipment. Carrier, however, 
returned shipment to A, who allows salvage on same reducing 
claim, but which carrier now declines, claiming that its liability 
ceases when signature of B was obtained on original movement. 
Also, B acknowledges receiving arrival notice and telephone 
calls, but states that “they had it confused with another ship- 
ment” which carrier claims is no fault on their part. Also 
carrier claims that its liability ceased at termination of free 
storage time limit, goods remaining on hand at risk of whom 
it may concern. A, claimant, claims that carrier should have 
notified them that entire shipment was not delivered, when 
trace was requested. Also, did carrier acknowledge claim when 
goods were returned to A and accepted salvage? 

Kindly advise your opinion. If you can.cite any cases 
it would be appreciated in view of the fact that claimant has 
threatened suit against carrier. 

Answer: While carriers by water are not required to make 
a@ personal delivery of goods to the consignee, they must provide 
a suitable and safe place for the landing of the goods and where 
the consignee is not present and ready to receive them they 


Your answer to “Kansas,” January 
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62 I. C. C. 181; Pittsburgh & West Virginia Ry. Co. vs. L. E. A. must be put in a place of safety and kept for him until he has 
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had a reasonable time after notice to call for them. 

While a carrier does not remain under the very strict liabjj. 
ity of a carrier after a delivery on the wharf, notice to the 
consignee and a reasonable time for the consignee to take the 
goods away, the carrier, after such time, is not justifieg in 
failing to exercise reasonable care for the preservation ang 
protection of the goods. He is no longer charged with the 
strict liability of a carrier, but he is charged with the liability 
of a warehouseman or bailee, having the duty of exercigip 
reasonable care and attention to prevent loss or injury to the 
goods. The Titinia, 124 Fed. 975, affirmed in 131 Fed. 229, 

The fact that the original consignee had signed for th. 
goods as being in good order at the time they were removyeg 
from the dock does preclude a recovery for injury to the goog 
while in the possession of the carrier, either as common carrier 
or warehouseman. See Mears vs. Railroad Co. (Conn.), 52 At 
610. However, the burden is upon the consignee to show that 
the damage did not occur after the receipt of the goods by hin 
and, furthermore, to prove negligence on the part of the carrier 
if the damage occurred while the goods were in the custody of 
the carrier as a warehouseman and not as a common carrier. 

The fact that the carrier, upon return of the goods to the 
consignor at original point of shipment apparently agreed ty 
a settlement of the claim under a salvage agreement with 
the consignor does not, in our opinion, bind the carrier to this 
settlement, unless the consignor has been put to disadvantage 
thereby, and does not preclude the carrier from defending 
suit for the value of the goods upon the ground that the damage 
did not occur while the goods were in its possession as a common 
carrier or that the damage occurred while the goods were in 
~ — as a warehouseman, but without negligence op 
ts part. 


The fact that the carrier did not advise the original con. 
signor of the failure of the consignee to remove the entire 
shipment from the dock does not seem to have any real bearing 
on the situation, in view of the subsequent developments. 


(1) Limitations—Suit by Director-General for Freight Charges; 
(2) Limitations—Recovery of Overcharges on Shipment 
Moving During Period Federal Control 


Alabama.—Question: (1) Do you know of any bill before 
Senate or Congress, any suits pending before either State or 
Supreme Courts, or any cases before the Interstate Commerce 
Commission, which will, in any probability, extend the time for 
the filing of claims against the United States Railroad Admin 
istration for recovery of freight overcharges accruing during the 
period of federal control? 


(2) Also, do you know of any similar action which will likely 
result in a limitation being placed upon the time in which the 
United States Railroad Administration can bring suit against 
the shipper for either undercharges in freight or for the non 
payment of freight charges on shipments moving during the 
period of federal control? 


Answer: (1) In H. R. 6397, it is proposed to amend Par 
agraph (h) of Section 206 of the Transportation Act, 1920, by 
placing a bar upon the time within which the Director-General, 
as agent, may file suits against shippers for additional freight 
charges growing out of the operation of the railroads by the 
Director-General during the period of federal control. 


(2) We know of no proposed legislation which has for its 
object the extension of the time within which a claim for over- 
charge on a shipment during the period of federal control. 


You are, no doubt, aware of the fact that under S 621, 
approved Feb. 24, 1922, the period of time for filing such claims 
was extended from one year to two years and six months. 
Rates—Through Rate Exceeding Product of Intermediate Rates 

Treated by Combination Rule 

Missouri.—Question: We would like to know if you cal 
locate any decisions of the Interstate Commerce Commission 
wherein it recognizes the use of B. T. Jones’ Combination Tariff 
228 I. C. C.-U. S. No. 1, in determining fourth section violations 
of the Act? 

For an example, we have a case where the originating carrier 
publishes a joint through rate which is higher than the combina 
tion of local rates based on B. T. Jones’ Combination Tariff 228. 
We, of course, realize that on present movements the carriers 
are obliged under the law to assess the published through rate, 
but it is our purpose to determine whether or not under the 
present tariffs, there really exists a fourth section violation. 

Answer: In McLeod vs. T. & P. Ry. Co., 89 I. C. C. 356, the 
Commission held that there is no violation of that clause of 
Section 4 of the Interstate Commerce Act which provides “that 
it shall be unlawful for any common carrier * * * to charge 


any greater compensation as a through rate than the lowest 
aggregate of the intermediate rates subject to the provisions of 
this act,” unless the carrier maintains a specific through rate 
which is higher than its lowest aggregate of intermediate rates 
over the same route; that the product of intermediate rates 
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The Industrial Metropolis of America 


favorable climatic conditions—ample rail and 

water transportation — adequate labor — cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


N erent vast storehouse of raw materials— 


With fourteen million people within two hundred 





miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 


Montour Railroad Company ~ Oliver Building 
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treated by a rule which results in something less than the aggre- 

gate is not the aggregate within the meaning of this section. 

See also Refiners Oil Company vs. Penna. R. R. Co., 102 
I. C. C. 249. 

Demurrage on Private Cars on Carrier’s Tracks Where Name of 
Owner or Lessee Is Not Marked on the Car 
California.—Question: A client of ours, dealers in second 

hand railway equipment, recently purchased a number of box 

cars from a carrier and shipped them from Tucson, Ariz., to 

San Francisco, Calif., on commercial bills of lading, paying the 

regular tariff rates for the movement. 

The cars were not stencilled or boarded to indicate private 
ownership but moved under the initials and numbers of the 
carrier from whom purchased. Upon arrival at San Francisco, 
due to limited space on owner’s private track, the cars were 
placed on hold track by delivering carrier awaiting disposition 
orders and question has arisen regarding the application of 
demurrage charges. Pacific Car Demurrage Bureau Tariff 1-0, 
I. C. C. 27, Rule 1, outlines the application of the rules and 
regulations contained in tariff and in Section A states that cars 
of either railroad or private ownership held by consignees for 
any purpose are subject to demurrage rule (except as provided 
in Section B). The definition of a private car under this rule 
is that having other than railroad ownership, with the further 
qualification that private cars must have the full name of the 
owner or lessee painted or stencilled thereon, or must be boarded 
with full name of owner or lessee. Section B, paragraph 4-(b), 
provides that empty private cars stored on railroad or private 
tracks are not subject to demurrage rules. 

The carrier contends that the cars in question were not 
private cars within the definition above; that is, they were not 
stenciled or boarded with name of owner, yet they admit that 
they were of private ownership. They admit that had this provi- 
sion been complied with, cars would be subject to the provision 
of paragraph 4-(b) of Section B, and no demurrage would be 
collectible. It is our opinion that ownership of the car is suffi- 
cient to designate as “private” and the stencilling is merely 
incidental. 

We would be pleased to receive from you an opinion regard- 
ing this matter. 

Answer: As to the stenciling of a private car with the name 
of the owner or lessee, the Commission in International Corpor- 
ation vs. A. & W. R. R., 93 I. C. C. 189, held: 


Assessment of demurrage charges on private cars under lease 
on tracks of lessee found not unreasonable. Tariff rule provided 
that private cars are exempt from demurrage while on tracks of 
owner or lessee if owner’s or lessee’s name is marked on ear. 
Cars here involved were not so marked, and only evidence that 
cars were under lease to complainant was a letter, which, admit- 
tedly, did not comply with the rule. Complainant had ample 
notice and actual knowledge of existence of the rule and could 
have compiled therewith to making proper notations on cars. 
(See, also, the Private Car Case, 50 I. C. C. 652.) 


Accordingly the stenciling or marking of a car with the 
owner’s or lessee’s name is requisite to the exemption of 
private cars from demurrage when on private tracks, where 
the owner or lessee of the car and the tracks are the same. 

On the other hand, this does not seem to be the case where 
such cars are held on carrier’s tracks. Observe that the defi- 
nition and marking requirements as to a private car are carried 
immediately following rule 4 (a) of the demurrage tariff in 
question, but not in connection with rule 4 (b) directly or by 
reference. We do not locate a case in point on this feature. 
However, it seems to us that “marking” is not necessary on 
private cars when such cars are held on carrier’s tracks, if in 
fact they are private cars. 

Other than the above, a case that seems to be directly in 
point is that of Jones Brothers vs. Director-General, 104 I. C. C. 
412. In this case the Commission found that the demurrage 
charges assessed on empty private tank cars at Watsonville, 
Calif., held on carrier’s tracks were exempt from demurrage, 
under rule 4-(b) of the Munhulland tariff, until orders for place- 
ment had actually been given, the fact that notice of arrival 
had been sent being immaterial and despite the carrier’s conten- 
tion that said cars were constructively placed. 

Therefore, it is our view that, in the instant case, the demur- 
rage charges are not legally applicable. 


Tariff Interpretation—Article Too Long or Bulky to Be Loaded 
Through Side Door or Window in Closed Car 
Indiana.—Question: Will you kindly give me your opinion of 

the proper classification of the shipment of steel channels 

L. C. L. from Pittsburgh to New Orleans? 

Consolidated Freight Classification No. 4, under Special De- 
scription of Articles, steel channels are placed as 6th class in 
Southern Classification. However, these channels being 15 
inches by 35 feet 10 inches long, places them, according to rail- 
road interpretation rule 29, Section 3, as 1st class, minimum 
4,000 pounds. 

My contention is that they have provided a 6th class rate on 
steel channels in Southern Classification, making no exception 
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of length under Special Description of Articles that the 6th ¢ 
rate will govern at actual weight, basing my argument op 
fact that they have at the beginning of Section 3-B as follows: 
“Unless a lower rate is provided.” ; 

And they have provided a 6th class rate L. C. L. on tee] 
channels. 

Kindly advise if I am, or am not, correct in my interpre. 
tation of this rule. 

Answer: The present provisions of Section 3 (a) of Rule 
29 were prescribed by the Commission in its report in Minimum 
Charges on Bulky Articles, 33 I. C. C. 378. 

Your contention is based upon the provisions of Sectioy 
3 (b) of Rule 29, but the dimensions of the article, as given by 
you, bring it within the provisions of Section 3 (a). 

However, aS we construe the classification, the ratings 
therein are subject to the provisions of the rules thereof, except 
where it is otherwise specifically provided to the contrary, o 
where the application of the rule is such that it requires specify 
reference thereto. The mere fact that a lower rating can be hag 
by the use of the classification ratings, without subjecting the 
article to the provisions of the rules of the classification dogs 
not, in our opinion, constitute an exception to the application 
of the provisions of Section 3 (a) of Rule 29 within the meaning 
of the first clause thereof, reading, “unless otherwise provided 
in separate description of articles.” 

The provisions of Rule 29, among others, are, in our opinion, 
operative, without specific reference being made thereto. 

In this connection see Berry Bros. vs. C. & N. W. Ry. Co, 
61 I. C. C. 405, on page 406 of which case the Commission gaid: 


Complainant’s main contention is that a joint commodity rate 
of 24.7 cents was applicable, as the item carrying that rate vig 
Mackinaw City contained no reference to any exception which 
would eliminate its application in connection with the North 
Western. Defendants contend that the combination rate applied 
because of a general excepion in the tariff which stated specifically 
that no joint rates would apply in connection with the North 
Western via Mackinaw City and certain other points. They 
further contend that a tariff must be considered in its entirety 
and that any particular item is subject to all general rules 
restricting routing and application of rates. The item carrying 
the general exception did not require a reference thereto to make 
it applicable throughout the tariff. 


Another view is that, inasmuch as the ratings in the classi- 
fication on channels apply on shipments when for transportation 
in cars in ordinary use, there is no rating on the commodity 
when special equipment is required, other than that which is 
provided for in Rule 29. 

Delivery—Erroneous, Resulting from Carrier’s Error—Carrier 

Liable 

Tennessee.—Question: Shipper, located at Chicago, forwards 
carload of furniture to consignee S at point K. Bill of lading is 
unrouted and no delivery shown. Point K is served by two rail- 
roads, X and Y. Consignee S has private siding on Y railroad, 
but, at times, takes team track delivery. Railroad X hauls 
car to point K and without consulting the consignee as to what 
delivery they desire, gives car to Y railroad and Y railroad 
places car on consignee’s private siding. Consignee did not 
want car on private siding and contends that railroad X should 
not have delivered car to Y railroad for dleivery without their 
permission. Car was ordered switched back to railroad X for 
team track delivery. Is consignee liable for any switching 
charge? 

Answer: We do not locate a case in point. However, unless 
it is the established practice for the consignee in question to 
take private siding delivery on Y Railroad on shipments on 
which carrier X receives the line haul, it seems to us that that 
carrier erred in giving the car to Y Railroad without consulting 
the consignee as to the delivery desired. This, for the reason 
that if, as we assume, X Railroad absorbs the switching charges 
of Y Railroad at point K there are two points at K at which 
X Railroad holds itself out to make delivery, and this being 
true it should ascertain whether delivery was desired on the 
private siding on Y Railroad before making such a delivery. 
Our view naturally follows that the consignee is not liable for 
switching charges accruing under such circumstances. 

Under this view of the matter, Carrier Y had no duty nor 
right to move the car beyond its tracks at point K, under the 
billing instructions, therefore, it erred in so doing. As to the 
carrier being charged with a knowledge of the location of 
industries, see Hastings Commercial Club vs. C. M. & St. P, 
69 I. C. C. 489 (497-498) and Ohio Iron & Metal Co. vs. C. M. 
& St. P. Ry. Co., 28 I. C. C. 703. 

Tariff Interpretation—Conflicting Rates 

Ohio.—Question: In your January 9th issue of the Traffic 
World, page 122, answer to “Kansas” you state two rates in two 
tariffs, the old or first rate established is the proper rate. 

Does this mean the first time a rate was established betwee! 
said points, regardless of how many changes were subsequently 
made in the rate, or does it mean the rate in the older of the 
two effective tariffs? 

If the former is the case then what would you say if you 
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“From 1915 to 1925 


an increase 


of $108,000,000 


in Foreign Trade” 


Figures of U. S. Customs at Norfolk 
show exports from the Port of Norfolk 
have increased 520 per cent in the 
past ten years—imports have 1n- 
creased 252 per cent—total foreign 
trade has increased 477 per cent. 


1915, the year after war was declared 
and Norfolk gained recognition as a 
world port, exports from Norfolk were 


$19,000,000. 


Last year, 1925, after a phenomenal but 
soundly balanced growth, Norfolk’s ex- 
ports were $118,000,000—an increase of 
520 per cent. 


Ten years ago, Norfolk’s imports were 
$3,500,000. Last year they were $12,500,- 
000, an increase of 252 per cent. In 1915 
foreign trade at Norfolk was $22,500,000. 


In 1925 it was $130,500,000—an increase of 
477 per cent. 

An unnatural growth? No. A limit 
reached? No. For the Port of Norfolk 
possesses traffic advantages peculiar to it- 
self, and essential to any world port. Nor- 
folk is the terminus of eight great railway 
systems, all connected by a jointly owned 
belt line. Most attractive freight rate ad- 
vantages are enjoyed by the Port of Nor- 
folk. 

* * * 

Norfolk is served by over forty steam- 
ship lines. Increased trade between British 
points and Norfolk has this month made 
it necessary to establish direct service be- 
tween London and Norfolk via the Inter- 
national Mercantile Marine Company. 

Write for the booklet “Shippers’ Infor- 
mation.” Let the Port Commission pre- 
pare any statistics relative to your own 
problems. 


NORFOLK PORT COMMISSION 


NORFOLK, VIRGINIA 
“The Port of Quick Dispatch and Economical Handling’ 
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could not determine the first time both rates wene established? 
In other words, you could trace one rate back say 20 years 
to its origin but account both your records and the issuing car- 
rier’s records not containing the issue showing the first appear- 
ance of the other rate, you could only go back 18 years, at which 
time the rate was simply a reissue. 


Answer: In Dewey Portland Cement Co. vs. A. T. & S. F., 
56 I. C. C. 444, the Commission said: 


Prior to the movement of the shipments to Ceylon (between 
Feb. 8, 1916, and April 6, 1917), defendants published in Agent 
Leland’s tariff a joint commodity rate of 26 cents on cement, except 
mortar-color cement, including asbestos cement, roofing pitch, 
stucco, and coal-tar paving cement, in straight or mixed carloads, 
minimum weight 38,000 pounds from Dewey to Ceylon. This rate 
was increased to 28 cents on June 25, 1918, under General Order 
No. 28 of the Director-General of Railroads and remained in effect 
until March 10, 1919. The Santa Fe, on March 25, 1916, published 
a commodity rate of 17.5 cents on portland cement, in carloads, 
from Dewey to Ceylon to apply beyond Kansas City over the 
Burlington or Missouri Pacific to Omaha or Council Bluffs and the 
North Western beyond. On April 2, 1916, a similar rate from and 
to the same points was published by the Missouri, Kansas & 
Texas to apply beyond Kansas City over the Burlington to 
Council Bluffs and North Western beyond. In neither instance did 
the tariffs naming the 17.5-cent rate cancel or in any manner 
refer to the 26-cent rate named in the Leland tariff. It is well 
settled that a rate once lawfully established continues to be the 
legal rate until it has been legally cancelled. A subsequent tariff 
naming new rates without cancelling the previous rate cannot 
carry the new rates into lawful effect. New Albany Box & Basket 
Co. vs. I. C. R. R. Co., 16 I. C. C. 315. The 26-cent rate was 
legally applicable to Ceylon, and undercharges are outstanding 
on many of the shipments to that point. 


As we understand the matter, where a rate is established in 
a tariff that rate, as carried forward, with or without change 
in its amount, in a line of tariffs cancelling the tariff in which the 
rate was originally established, is the applicable rate, even 
though a lower rate is subsequently published in another tariff, 
in which tariff, however, no cancellation is made of the rate 
originally published. 

In other words, where different rates are published in two 
lines of tariffs it is necessary in order to determine which is the 
applicable rate to determine when the rates were originally 
established. If on the same date the lower is the applicable 
rate; if on different dates, the rate first published is the applic- 
able rate. 

It is, of course, possible to determine from the Commission’s 
tariff file which rate was first published. 

Weights—Carriers vs. Shipper’s Weights 

Canada.—Question: We have, at present, a claim against a 
railway company for an overcharge in freight due to weight 
obtained by scaling car by railroad scales. Shipment consists 
of carload of sacked potatoes which were weighed over wagon 
scales in individual loads. Total weight of shipment obtained in 
this means resulted in a net weight of 62,025 pounds. Railway 
company weighed the carload and obtained net weight of 68,100 
pounds. We filed claim on basis of weight obtained by weighing 
contents of car over wagon scales, and carriers decline pay- 
ment of same. 

Weight obtained over wagon scales is the weight used by 
shipper in invoicing us for the contents of car. 

Will you kindly advise legality of claim, and give reference 
of ruling in similar cases? 

Answer: While the Commission has said that a carrier 
should not be required to accept weights ascertained by shippers 
on their private scales (Providence Fruit & Produce Exchange 
vs. Director-General, 66 I. C. C. 300, and S. C. Schenck vs. N. & 
W. Ry. Co., 29 I. C. C 125), it has, where a carrier’s weights 
were questioned, given consideration to weights found by a 
consignee on his scales at point of destination. See Keystone 
Wood Co. vs. Pa. R. R. Co., 38 I. C. C. 622; S. C. Woolman & Co. 
vs. Pa. R. R. Co., 44 I. C. C. 530, and Aetna Portland Cement Co. 
vs. D. G. H. & M. Ry. Co., 46 I. C. C. 407. Nevertheless, inas- 
much as disputes as to the weights of past shipments raise 
questions of fact which are quite difficult of determination, evi- 
dence of a very positive character as to the incorrectness of the 
scaling by the carrier is necessary before another weight will 
be substituted therefor. Browne Grain Co. vs. G. C. & S. F. Ry. 
Co., 20 I. C. C. 168. 

Whether in the instant case a refund of charges based upon 
the difference in the weights found by the carrier and that found 
by the consignee can be had will depend on the evidence which 
can be produced as to the accuracy of the weights found at 
destination by the consignee as compared with the weights found 
by the carrier on its track scales. 

Routing and Misrouting—Ratification of Carrier’s Routing by 

Shippers 

illinois.—Question: On September 26, 1922, a shipment was 
tendered to a certain carrier. A bill of lading was made out by 
the railroad agent and he routed it specifically via a junction 
point, over which the through rate did not apply. The bill of 
lading was signed by the shipper’s agent. 

The tariff naming the through rate contained a clause which 
provided that when a carrier misroutes a shipment, but over the 
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rails of carriers party to the tariff, the rates named ip 
tariff will apply. 

In your opinion, are the carriers liable for this misroy 
or is the shipper equally liable for having accepted the bil 
of lading? 

Answer: In unreported opinion No. 2224, American Colum, 
and Lumber Co. vs. C. & O. Ry. Co., the agent of the carrie, 
inserted a route in the bill of lading, via which a higher ray, 
applied than that over another available route. The Commisgig, 
held that the acceptance and signing of the bill of lading by t, 
shipper’s agent was tantamount to the giving of specific Touting 
instructions by the shipper, and, therefore, held that the carrig 
had not misrouted the shipment. 

See also Crown Cork & Seal Co. vs. Southern Pacific Cop. 
pany, 102 I. C. C. 331. The so-called carrier’s convenience roy. 
ing clause, to which you refer, is applicable to shipments routg 
by carriers, not by shippers. See Dort Motor Car Co. yy. 
Director-General, 59 I. C. C. 374. 


Routing and Misrouting—Carrier’s Versus Shipper’s Routing 


Virginia.—Question: We notice in issue of February (i, 
in the questions and answers “Minnesota,” reading as follows: 





Shipper accepting and signing shipping order with routing 
instructions inserted by carrier’s agent is bound by those ip. 
structions. 


We note you claim that shipper is bound by such document 
when so accepting a bill of lading. Hasn’t the Commission 
already ruled that the carrier must give the shipper the benefit 
of the lowest rate obtainable? This has been the writer's in. 
pression all along, but notice that according to your ruling such 
is not the case. 

Answer: Where a shipment is delivered to a carrier u- 
routed it is the duty of the carrier to forward the shipment via 
the cheapest, reasonable, available route of the class designated 
by the shipper—that is, all-rail or rail-and-water. Conference 
Ruling No. 214 (c). 

When, however, the shipper signs a bill of lading in which 
routing has been inserted by the carrier’s agent, it is, under the 
holding of the case in the answer to which you refer, considered 
that the shipper and not the carrier has routed the shipment, 
which routing must be observed by the carrier in forwarding the 
shipment. 

Freight Allowance—lInterpretation of 

Pennsylvania.—Question: I would be pleased to have your 
opinion and interpretation of freight terms on a shipment of 
cast iron oil condensing sections from Springfield, Ohio, to Oil 
City, Pa. 

The carload commodity rate on cast iron oil condensing 
sections from Springfield, Ohio, to Oil City, Pa., is 28% cents 
per cwt. and the less carload rate is 55 cents. 

Shipment in question weighed 22,372 pounds and was billed 
as 36,000 pounds at the carload rate on account of the charges 
being less than at the actual weight at the less carload rate. 

Customer’s discount sheet showing freight terms reads: 

On shipments from Buffalo, N. Y., and Springfield, Ohio, the 
actual carload rate of freight only will be allowed on either car- 


load or less than carload shipments to any point of destination 
where the rate does not exceed 30 cents per cwt. 


Should customer have allowed carload rate of freight on 
actual weight of shipment or the minimum carload rate in 
accordance with their freight terms? 

Answer: It seems apparent that it is the intent, under the 
provisions of the discount sheet, quoted above, to make an allow- 
ance of freight at the carload rate on only the actual weight of 
the goods shipped, the provision stating in effect, that the 
allowance is to be based on the carload rate whether the ship 
ment is a carload shipment or a less than carload shipment. 

We are, therefore, of the opinion that the allowance should 
be based on the actual weight of the shipment, namely, 22,000 
pounds, at the carload rate of 28% cents per 100 pounds, not 
withstanding the fact that in arriving at the lowest freight 
charge on the shipment the carload rate at the minimum weight 
for a carload shipment was used, either by reason of the ship- 
ment having moved as a carload shipment or through the appll- 
cation of the provision of Rule 15 of the Classification that the 
charges on a less-than-carload shipment shall not exceed the 
charges on basis of the carload rate and minimum weight. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended February 6 is 
estimated at 12,134,000 net tons by the Bureau of Mines of the 
Department of Commerce. This was a decrease of 429,000 tons 
from the revised figure for the preceding week. 

Cars of coal forwarded over the Hudson to eastern NeW 
York and to New England the week ended January 30 were 
reported as follows: Bituminous, 3,548 cars; anthracite, 264 cars. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended February 6 totaled 413,756 net tons, of which 
197,876 tons were for New England delivery. 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


February 23—Los Angeles, Calif.—Special Examiner Aitchison: 
* |, & S. No. 2588—Plasterboard from Los Angeles, Calif., and Seattle, 
Wash., to Utah common points. 
February 23—Washington, D. C.—Examiner Faris: 
* Valuation No. 3—In re tentative valuation of the property of New 
Orleans, Texas and Mexico R. R. 
* Valuation No. 361—In re tentative valuation of the property of the 
St. Louis, Brownsville & Mexico Ry. Co. as of June 30, 1919. 
* Valuation No. 37i—In re tentative valuation of the property of 
Louisiana Southern Ry. Co. 
* Valuation No. 458—In re tentative valuation of the property of the 
New Iberia & Northern R. R. Co. et al. 
* Valuation No. 459—In re tentative valuation of the property of the 
Orange & Northwestern R. R. Co. 
* Valuation No. 460—In re tentative valuation of the property of the 
Beaumont, Sour Lake & Western Ry. : 
* Valuation No. 464—In re tentative valuation of the property of San 
Benito & Rio Grande Valley Ry. Co. 
* Valuation No. 486—In re tentative valuation of the property ef the 
Houston & Brazos Valley Ry. Co. 
* Valuation No. 631—In re tentative valuation of the property of 
Brownsville & Matamoros Bridge Co. 
February 23—Pine Bluff, Ark.—Examiner Disque: 
I. EA = No. 2583—Cotton fabrics from Monticello, Ark., to Atlantic 
orts. 
February 23—Washington, D. C.—Examiner Harriman: 
17520—Clinchfield Coal Corp. vs. C. C. & O. Ry. et ai. 
February ay ae ae D. C.—Examiner Way: 
Valuation No. 639—In re tentative valuation of the property of the 
Manufacturers’ Ry. Co. (of St. Louis). 
February 23—Washington, D. C.—Examiner Conway: 
Valuation No. 658—In re tentative valuation of the property of the 
Minneapolis, Red Lake and Manitoba Ry. Co. 
February 23—Olympia, Wash.—Department of Public Works: 
Finance No. 5182—Joint application of Northern Pacific Ry. Co., 
Great Northern Ry. Co., and Oregon-Washington R. R. & Navi- 
gation Co., for authority to operate over the Longview, Portland 
& Northern Ry. between Olequa and Longview Jct., Wash. 


February 23—Washington, D. C.—Examiner Boles: 

Finance No. oint application of Southern Pacific Co. and 
Texas & New Orleans R. R. Co. for authority to acquire control 
oe the Dayton-Goose Creek Ry. Co. by purchase of stock and by 
ease, 

Fepeuey, 23—Argument at Washington, D. C.: 
15886 (and Sub. No. 1)—The Barrett Co. vs. Santa Fe et al. 
16343—E. I. Du Pont De Nemours & Co. vs. H. & B. V. Ry. et al. 
February 24—Washington, D. C.—Examiner Brown: 

Finance No. 5002—Application West Pittston-Exeter R. R. Co. for 

sy to construct a short line of railroad in Luzerne County, 


February 24—Washington, D. C.—Examiner Potter: 

Valuation No. 95—In re tentative valuation of the property of the 
Intermountain Ry. Co. 

"Velealion to. Stein to tentative colentin af tk t 
aluation No. n re ten ve valuation o @ property of the 
Rio Grande and Eagle Pass Ry. Co. staid 

February 24—Argument at Mew a D. C.s 

11203—Standard Paint Co. et al. vs. Director-General, as agent, 
A. & V. Ry. et al. 
13869 i Sub. No. 1)—Certain-teed Products Corp. vs. Sou. Ry. 


et 
er +” ‘epaensan Cement & Supply Co. et al. vs. A. & W. P. R. R. 


e 

14101—Birmingham Traffic Bureau vs. A. G. S. R. R. et al. 

14860—Allen & Jemison Co. et al. vs. A. G. S. R. R. et al. 

February 24—Washington, D. C.—Examiner Harraman: 

17462—Handy Chocolate Company vs. B. & O. R. R. et al. 

17748—Association of Cocoa and Chocolate Manufacturers of the 
United States vs. A. & V. Ry. et al. 

Vatalion te Ende s conetee es wp h 
aluation No. re ten ve valuation o @ property of the 
Pittsburgh, Lisbon and Western R. R. Co. aint 

February 25—New York, N. Y.—Commissioner Cox: 

16923—Port of New York Authority vs. Santa Fe et al. 

14490—In the matter of efficient, economical and joint use of 
terminals of common carriers in the Port of New York district 
and the cost to carriers of operating the terminals in performing 
common-Ccarrier services. 

es en on, .~ bt aaagenen ne A sagepe: 
aluation No. re ten ve valuation o @ property of the 
East Broad Top R. R. and Coal Co. se 

February 26—Argument at Washington, D. C.: 

Finance No. 3284—In the matter of the application of J. L. Lan- 
caster and C. L. Wallace, as Receivers of the Texts & Pacific 
Ry. Co., for a certificate of public convenience and necessity 
authorizing the abandonment and dismantling of the Midland & 
Northwestern Ry. 

February 26—Kansas City, Mo.—Examiner Disque: 

Fourth Section Application No. 1867—Filed by W. H. Hosmer—In re 
rates on commodities between Memphis, Tenn., and points taking 
same rates, on one hand, and points in Missouri, Kansas, Ark- 
ansas, Colorado, and Nebraska, on the other. 

Poenery nen, .~ niet Jee: 
aluation No. —In re ten ve valuation of the property of the 
Texas State R. R. diated 

March 1—Washington, D. C.—Examiner Brown: 

* Finance No. 5292—Application Chesapeake & Ohio Ry. Co. for au- 
thority to acquire control of the Pond Fork & Bald Knob R. R. 
Co. by purchase of capital stock and by lease. 

* Finatce No. 5340—Application Chesapeake & Ohio Ry. for authority 
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to acquire control of the Island Creek R. R. Co. by purchase of 
capital stock. 

March 1—Lynchburg, Va.—Examiner Mackley: 

* 17286—Traffic Bureau—Chamber of Commerce (Lynchburg, Va) 
vs. N. & W. Ry. et al. . 

* 17362—Traffic Bureau—Chamber of Commerce vs. N. & W. Ry. et aj, 

March 1—Denver, Colo.—Examiner Mullen: 

* i. a igeg 2551—Coal from Colorado mines to Oklahoma and Texas , 
points, 

March 1—Washington, D. C.—Examiner Folsom: 

Valuation No. 363—In re tentative valuation of the properties of 

Chicago Great Western R. R. et al. 


March 1—San Francisco, Calif., Special Examiner John E. Aitchison: 
oe oe ~ ce Butter, Egg, Cheese & Poultry Agsn. vs. Sou, 
ac. . et al. 
Fourth Section Application No. 11428. 


March 1—Kansas City, Mo.—Examiner Disque: 

i. & S. No. 2682—-Combination rule on sand, gravel and stone be- 
tween Western Trunk Line points. 

1. & S. No. 2582 (ist a order)—Combination rule on 
sand, gravel and stone between Western Trunk Line points. 

March 1—Washington, D. C.—Assistant Director Burnside: 

Finance No. 1618 (Sub. No. 3)—Application Edward N. Brown for 
authority to hold the position of director of the Chicago, Rock 
Island & Pacific Ry. Co. in addition to positions now held or 
authorized to be held by him. 

Finance No. 3205 (Sub. No. 1)—Application James M. Kurn for au- 
thority to hold the position of director of the Chicago, Rock Is. 
land & Pacific Ry. Co. in addition to positions now held or 
authorized to be held by him. 

Finance No. 2714 (Sub. No. 1)—Application Jesse Hirschman for au- 
thority to hold the position of director of the Chicago, Rock Is. 
land & Pacific Ry. Co. in addition to positions now held or au- 
thorized to be held by him. 

March 2—Kansas City, Mo.—Examiner Disque: 

1. & S. No. 2593—Combination rule on sand between points in 

Kansas, Missouri and Oklahoma, 
March 2—Denver, Colo.—Examiner Mullen: 
* 17481—Mountain States Roofing Co. et al. vs. Santa Fe Ry. et al. 
March 2—Washington, D. C.—Examiner Roberts: 

Valuation No. 660—in re tentative of the property of the Colorado 
and Southeastern R. R. Co. 

March 2—Oklahoma City, Okla.—Corporation Commission of Okla- 
homa: 

Finance No. 4726 (and Sub. No. 1)—Application, Choctaw, Okla- 
homa & Gulf R. R. Co. for a certificate of public convenience and 
necessity. 

larch 2—Washington, D. C.—Examiner Potter: 

Valuation No. 651—In re tentative valuation of the property of the 
Marianna & Blountstown R. R. Co. 

March 3—Beach, N. D.—Examiner Rogers: 

* 17983—In re train service on the line of Northern Pacidc Railway 
Company extending between Beach, N. D., and Ollie, Mont. 

March 3—Denver, Colo.—Examiner Mullen: 

17420—G. A. Bailey, as trustee in bankruptcy of the Superior Mill- 
ing Co., bankrupt, vs. Oregon Short Line R. R. et al. 

March 3—Argument at Washington, D. C.: 
wtyense No. 4755—Acquisition of control of the A. & V. Ry. and 


Vv. S. & P. Ry. by the Y. & M. V. R. R. and guaranty by the 
Illinois Central R. R. 


March 3—Washington, D. C.—Examiner Walsh: 
Valuation No. 661—In re tentative valuation of the property of the 
Garyville Nerthern R. R. Co. 


March 4—Burlington, la.—Examiner Disque: 





1. & S. No. Lumber, Burlington and Fort Madison, Iowa, to 
Illinois. 
March 4—Argument at Washington, D. C.: 
9966—Hudson Mule Co. et al. vs. L. & N. R. R. et al. 


9967—Hudson Mule Co. et al. vs. L. & N. R. R. et al. 

Portions Fourth Section Application No. 1952 of L. & N. R. R. Co. 
10090—Hudson Mule Co. et al. vs. N. C. & St. L. Ry. et al. 
Portions Fourth Section Ap < Nos. 458 of N. C. & St. L. 


Ry. and 1952 of L. & N. R. 

ar ern, ue Co. et al. vs. Director General, as agent, Santa 
Fe Ry. et al. 

1. & S. No. 1563—Live stock to, from and between points in the 
southeast. 

March 5—Florence, Ala.—Examiner Mackley: 

1. & S. No. 2522—Cotton from landings on Tennessee River to New 
Orleans, La. 

wee rae Florence Chamber of Commerce vs. N. O. & N. E. R. R. 
et al. 

March 5—Argument at Washington, D. C.: 

Valuation No. 367—In re tentative valuation of the properties of 
the N. C. & St. L. Ry. et al. 

Valuation No. 328—In re tentative valuations of the pro 
the Delaware and Hudson Co., The Albany and Susquehanna R. 
R. Co., The Rensellaer and Saratoga R. R. Co., Albany and Ver- 
mont R. R. Co., Rutland and Whithali R. R. Co., Saratoga and 
Schenectady R. R. Co., Northern Coal and Iron Co., The Ticond- 
eroga R. R. Co., the Chateaugay and Lake Placid Ry. Co., and 
the Plattsburgh and Dannemora R. R. 

Valuation No. 296—In re tentative valuation of the properties of 
the Cooperstown and Charlotte Valley R. R. Co. and the Coopers- 
town & Susquehanna Valley R. R. 

Valuation No. 331—In re tentative valuation of the property of the 
Wilkes-Barre Connecting R. R. 

Valuation No. 199—In re tentative valuation of the property of the 
Greenwich and Johnsonville Ry. 


March 5—Des Moines, Ia.—Examiner Disque: 
1. & S. No. 2558—Grain and grain products from Missouri River 
points and Des Moines, Ia., to Arkansas, Missouri and Kansas. 
March 6—Pueblo, Colo.—Examiner Mullen: , iti 
17247—Auto Supplies Manufacturing Co. vs. Santa Fe Ry. et al. 
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March 8—Meridian, Miss.—Examiner Mackley: 
17485—Eagle Cotton Oil Co. vs. Southern Ry. Co. et al. 


March 8—Washington, D. C.—Examiner Walter: 

Valuation No. In re tentative valuation of the property of the 
Gulf & Northern Ry. Co. 

March 8—St. Paul, Minn.—Examiner Disque: 

Fourth Section Application No. 12731 et al.—Filed by C. M. & St. P. 
Ry.—In re class rates to and from Wahpeton, Fairmont, Wimble- 
don, N. D., Graceville and Appleton, Minn. 

March 8—Washington, D. C.—Examiner Folsom: 

Valuation No. 668—In re tentative valuation of the property of the 

Wyandotte Terminal R. R. Co. 


March 8—Washington, D. C.—Examiner Johnston: 
Valuation No. 667—In re tentative valuation of the property of the 
Atlantic, Waycross & Northern R. R. Co. 


March 9—Dallas, Texas—Examiner Money: 
*1. & S. No. 2600—Grain and Grain Products from Western points 
to the Southwest and Southeast. 


March 9—Wichita, Kan.—Examiner Mullen: . 
16413—Wichita Chamber of Commerce vs. American Ry. Express 
Co. et al. 


March 9—St. Paul, Minn.—Examiner Disque: 
Finance No. 5134—A pplication Minnesota Western R. R. Co. for au- 
thority to extend its line from Lake Lillian to Dawson, Minn. 
March 10—Wichita, Kan.—Examiner Mullen: : 
17623 and Sub. No. 1—The Sterling Oil & Refining Co. vs. Midland 
Valley R. R. 
March 10—Jackson, Miss.—Examiner Mackley: 
17774— Jackson Paper Co. vs. A. & V. Ry. et al. 
17603—Lawrence Construction Co. vs. L. & N. R. R. 


March 10—Argument at Washington, D. C.: 
12481—E. J. Heinz Co. vs. Director-General, as agent, and Pennsyl- 
vania R. R. Co. 
16697—The Chicago, Rock Island and Pacific Ry. Co. et al. vs. B. 
& O. R. R. et al. 
March 11—Jackson, Miss.—Examiner Mackley: 
17814—Mississippi Farm Bureau Cotton Assn. vs. A. & V. Ry. et al. 
March 11—Argument at Washington, D. C.: 
15543—Turpentine & Rosin Producers’ Assn. vs. A. & V. Ry. et al. 
1. & S. No. 2574—Newsprint paper from eastern Canada to points 
in Tennessee. 
16573—Alumina Shale Brick Co. et al. vs. B. & O. R. R. et al. 
Fourth Section Application 12169 of B. R. & P. Ry. and portions 
of Fourth Section Application Nos. 1787 of Erie R. R., and 1625, 
1774, 1776 and 1775 of C. C. McCain. 
March 11—Dallas, Tex.—Examiner Money: 
* 17280—Lone Star Gas Co. vs. A. & V. Ry., et al. 
March 12—Fort Worth, Tex.—Examiner Money: 
17737—Smith-Wilson & Co. et al. vs. Santa Fe Ry. et al. 
March 12—Argument at Washington, D. C.: 
16123—The Canyon Coal & Coke Co. et al. vs. B. & O. R. R. et al. 
16322—Nebraska State Railway Commission vs. Santa Fe Ry et al. 
16612—The Superior Traffic Assn. vs. Santa Fe Ry. et al. 
March 12—Duluth, Minn.—Examiner Disque: 
1. & S. No. 2584—Petroleum from St. Paul and Duluth, Minn., to 
Port Arthur, Ont., Canada and related points. 


March 12—Topeka, Kan.—Examiner Mullen: 
17385—Albert Silk Coal Co. et al. vs. Santa Fe Ry. et al. 
March 13—New Orleans, La.—Examiner Mackley: 
1. & S. No. 2590—Cotton from New Mexico points to New Orleans, 
La., Group Points. 
March 13—Argument at Washington, D. C.: 
16138—Indiana State Chamber of Commerce vs. Ann Arbor R. R. 


et al. 
be ee son Iron and Steel Company et al. vs. Pennsylvania 
. R. et al. 
March 13—Duluth, Minn.—Examiner Disque: 
1. & S. No. 2594—Combination rule on sand, gravel and stone 
from Minnesota to Minnesota and Wisconsin points. 
March 15—Washington, D. C.—Examiner Turner: 
“ i 7, No. 3802—I¢xcess Income of the Lehigh & Hudson River 
y. Co. 


March 15—Washington, D. C.—Examiner Harraman: 


17837—City of Oswego, N. Y., vs. B. & O. R. R. et al. 
March 15—Kansas City, Mo.—Examiner Mullen: 
17150—Kansas City Brick Co. vs. C. R. I. & P. Ry. Co. 


March 15—Chicago, Ill.—Examiner Disque: 
1. & S. No. 2568—Absorption switching charges at Laona, Wis. 


March 15—New Orleans, La.—Examiner Mackley: 
= ery Sub. No. 1)—Luckenbach S§S.S. Co., 
y et al. 


March 15—Argument at Washington, D. C.: 
16250—Indiana State Chamber of Commerce vs. B. 
16296—Terre Haute Chamber of Commerce vs. 

Terminal R. R. et al. 


March 15—Washington, D. C.—Examiner Rasch: 


Inec., vs. Southern 


& O. R. R. et al. 
B. &. 


Valuation No. 664—In re tentative valuation of the property of the 


Alabama, Florida & Gulf R. R. Co. 
March 15—Austin, Tex.—Examiner Money: 
17436—The Long Bell Lumber Co. vs. A. & S. Ry. Co. et al. 
March 15—Washineton, D. C.—Examiner Kelley: 
Valuation No. 350—In re tentative valuation of the property of the 
Elkton & Guthrie R. R. Co. 
Valuation No. 405—In re tentative valuation of the Glasgow Ry. 


Valuation No. 456—In re tentative valuation of the properties of 


Louisville & Nashville R. R. et al. 
Valuation °. 
Tennessee Western Ry. Co. 
March 16—Kansas City, Mo.—Examiner Mullen: 
17415—Arnold Automobile Co. et al. vs. Santa Fe Ry. et al. 


17351—General Motors Truck Co. of Kansas City et al vs. G. T. W. 


Ry. et al. 
17724—Cline and Bird Truck Co. et al. vs. A. A. R. R. et al. 


March 16—Argument at Washington, D. C.: 

+ 15962—D. L. Alderman et al. vs. A. & V. Ry. et al. 

+ 15998—U. S. Industrial Alcohol Co. vs. C. & N. W. Ry. 
** 16162—Lake County Mfg. Co., 
receivers thereof, vs. [ll]. Cent. R. R. et al. 
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March 16—Chicago, Ill.—Examiner Disque: 
1. & S. No. 2556—Salt, Ludington, Mich., group to Chicago, jy 
and intermediate points. * 
— . 16—Richmond, Va.—State Corporation Commission of yy. 
nia: 
Finance No. 4994—Application Southern Ry. Co. for authority 
abandon its line between White Oak and Danville, Va. 
March 16—Washington, D. C.—Examiner Way: 
Valuation No. 655—In re tentative valuation of the property of th 
Tuskegee Railroad Company. 
March 17—New Orleans, La.—Examiner Mackley: 
* 1, & S. No. 2597—Baggage from and between Southern points, 
March 17—Argument at Washington, D. C.: 
‘ 13758—Ridenour-Baker Mercantile Co. et al. vs. Santa Fe Ry. et aj, 
' 15156—Sinclair Oil & Gas Co. vs. Penn. R. R. et al. 
‘ 15157—Sinclair Crude Oil Purchasing Co. vs. Santa Fe Ry. et al, 
‘16715 (and Sub. No. 1)—The National Silica Co. et al. vs. Wabash 
Ry. et al. 
March 17—Chicago, Ill—Examiner Disque: 
1. & S. No. 2585—Transit of hogs at Creston, Ia. 
March 17—Houston, Tex.—Examiner Money: 
14940—Application of rates on cotton to Gulf ports. 
13991—Weatherford, Crump & Co. vs. A. & S. Ry., et al. 
11965—Galveston Commercial Assn. et al. vs. A. & S. Ry. et al, 
March 18—Argument at Washington, D. C.: 
: =e ae & Co., Sioux Falls, S. D., vs. Union Pacify 
. R. et al. 
' 16864 (and Sub. No. 1)—J. R. Beggs & Co. vs. B. & O. R. R. et aj, 
* 17215 (and Sub. No. 1)—J. R. Beggs & Co. vs. B. & O. R. R. et al, 
March 18—Kansas City, Mo.—Examiner Mullen: 
17432—-Marion M. Carnes, Olathe, Kan., vs. Santa Fe Ry. et al. 


March 19—Columbus, Ga.—Examiner Mackley: 
17564 (and Sub. Nos. 1 and 2)—National Show Case Co. vs. S. A. L, 
Ry. et al. 
March 19—Kansas City, Mo.—Examiner Mullen: 
17412—Kansas City, Kaw Valley & Western Ry. Co., H. C. Jobes 
Receiver, vs. Santa Fe Ry. et al. 

March 19—Chicago, Ill_—Examiner Disque: 

1. & S. No. 2595—Meats and Packing House Products to, from and 
between Southwestern and Western Trunk Line Points. 

* Fourth Section Application No. 469 of F. A. Leland—In re rates 
packing house products, etc., from Texas and Oklahoma points to 
Ark., Kan., La., Mo., Okla., Miss. River Crossings, etc. 

* Fourth Section Application No. 1848, filed by W. H. Hosmer. . 

* Fourth Section Application Nos, 12788, 12795 and 12806, filed by 
F. A. Leland. 

* Fourth Section Application No. 12807, filed by A. C. Fonda. 
(To be heard in connection with I. @ S. No. 2595.) 

March 19—Argument at Washington, D. C.: 

* 16356—Krupp Foundry Co. vs. Southern Ry. et al. 

* 16176—Somerville Iron Works vs. Southern Ry. et al. 

* 16822 (and Sub. Nos. 1 to 5, incl.)—Smitherman & McDonald, Ine, 
vs. La. & N. W. R..R. et al. 

‘ 16714 (and Sub. Nos. 1 to 7, incl.)—S. Bender Iron & Supply Co. 
vs. K. C. S. Ry. et al. 

March 20—Argument at Washington, D. C.: 


* 16466 (and Sub. Nos. 1 to 5, incl.)—International Grain Co. vs. 
Northern Pacific Ry. 


' 16576—Delmar Co. vs. Gt. Nor. Ry. 
March 22—Chicago, Ill—Examiner Disque: 
' 17329—American Distilling Co. vs. A. C. & Y. et al. 
March 22—Tallahassee, Fla.—Examiner Mackley: 
17857—Gadsden County Truck Growers Assn. vs. A. & R. R. R., etal. 
March 22—Argument at Washington, D. C.: 
I. & S. No. 2521—Potatoes from Southeastern and Carolina Terrl- 
tories to Northern and Western points. 
-_— Fourth Section Application No. 703 filed by the A. C. L. 


17128—Taylor Produce Co., et al. vs. A. C. L. R. R., et al. 
March 22—Kansas City, Mo.—Examiner Mullen: 
17789—Missouri Gravel Co. vs. C. B. & Q. R. R. et al. 
March 22—Dallas, Texas.—Examiner Money: 
14940—Application of rates on cotton to Gulf ports. 
13991— Weatherford, Crump & Co. vs. A. & S. Ry. et al. 
11965—Galveston Commercfal Assn. et al. vs. A. & V. Ry. et al. 
March 22—Washington, D. C.—Examiner Brinkley: 
‘ Valuation No. 445—In re tentative valuations of the properties of the 
Grand Trunk Ry. Co. of Canada et al. 
Valuation No. 478—In re tentative valuation of the properties of the 
Grand Trunk Western Ry. Co. et al. 
Valuation No. 512—In re tentative valuation of the properties of the 
Detroit, Grand Haven and Milwaukee Ry. Co. et al. 
Valuation No. 517—In re tentative valuation of the property of the 
Pontiac, Oxford and Northern R. R. Co. 
Valuation No. 535—In re tentative valuation of the 
Toledo, Saginaw and Muskegon Ry. Co. 
' Valuation No. 544—In re tentative valuation of the 
of the 
f 
Detroit and Huron Ry. Co. see: 
Valuation No. 550—In re tentative valuation 
March 23—Kansas City, Mo.—Examiner Mullen: 
17661—Badger Lumber & Coal Co., et al. vs. Santa 


property of the 
ty of the 
International Bridge Co. —" 
' Valuation No. 545—In re tentative valuation property of the 
Grand Trunk Milwaukee Car Ferry Co. 
Valuation No, 546—In re tentative valuation property of the 
f ty of the 
St. Clair Tunnel Co. a 
March 22—Washineton, D. C.—Examiner Macomber: 
‘ Valuation No. 178—In re tentative valuation of the property of the 
Louisville & Jeffersonville Bridge Co. 


Fe Ry., et al. 





CHANGES IN DOCKET 


Hearing in finance No. 4970, application of Murfreesboro 
Nashville Southwestern R. R. Co. for a certificate of public com 
venience and necessity, assigned for February 17, at Washing 
ton, D. C., before Examiner Brown, was postponed to a date t0 
be hereafter fixed. 

I. and S. No. 2592 (first supplemental order), cotton linters 
and cottonseed hull fiber or shavings from the Southwest t 
interstate destinations, was set for hearing February 15 at Fort 
Worth, Tex., before Examiner Disque. 
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American Chain of Warehouses, Ine 


AKRON, OHIO—The Knickerbocker Warehouse & 
Storage Co., 36 Cherry St. 


ALBANY, N. Y.—Albany Terminal & Security 
Warehouse Co., | Dean St. 


ATLANTA, GA.—Merchants & Manufacturers 
Warehouse Co., 169 Haynes St. 


AUGUSTA, GA.—The Hollingsworth Warehouses, 
£56 Walker St. 


BANGOR, ME.—McLaughlin Warehouse Co., 45 
Front St. 


BIRMINGHAM, ALA.—Warrant Warehouse Co., 
3500 Avenue ‘‘A.”’ 


BUFFALO, N. Y.—Buffalo Storage & Carting 
Co., 350 Seneea St. 


CHARLESTON, S. C.—Charieston Warehouse & 
Forwarding Co., 16 Hasell St. 


CHATTANOOGA, TENN.—Chattanooga Ware- 
house & Cold Storage Co., 1208 King St. 
CINCINNATI, OHIO—The Wallace Transfer & 

Forwarding Co., 222 E. Front St. 


CLEVELAND, OH1O0—Tha General Storage Co., 
Orange Avenue Terminal 


COLUMBUS, OHI0O—The 
Co., 29 Vine St., 
DALLAS, TEXAS—The Dallas Transfer & Ter- 
minal Warehouse Co., Sante Fe Bldg. 
DAVENPORT, 10WA—Ewert & Richter Express 

& Storage Co., 320 E. 4th St. 
DAYTON, OH!O0—The Union Storage Co., 
Bainbridge St. 
DENVER, COLO.—Welcker Transfer & Storage 
Co., 1700 15th St. 
DES MOINES, !0WA—Merchants Transfer & 
Storage Co., Sth & Mulberry Sts. 
DETROIT, MICH.—Merchants Warehouse 
5620 Federal Ave. 


EL PASO, TEXAS—EI Paso Fireproof Storage 
Co., 1125 Texas St. 


ELMIRA, N. Y.—A. C. Rice Storage Corpora- 
tlon, 607 Railroad Ave. 

FARGO, N. D.—Union 
Northern Pacific Ave. 

FORT DODGE, 1OWA—Brady Transfer & Stor- 
age Co., i6th & Central Avs 

FORT WAYNE, IND.—Pettit’s Storage Ware- 
house Co., 414 E. Columbia. 
FORT WORTH, TEX.—Fort Worth Warehouse 
& Storage Co., 201 South Calhoun St. 
FRESNO, CALIF.—State Center Warehouse & 
Cold Storage Co., 747 ‘‘R’’ St. » 
GALVESTON, TEXAS—Wiley & Nicholls Co., 
Inc., 509 35th St. 

GRAND RAPIDS, MICH.—Kent Storage Co., 
59 Front Ave. 

GREEN BAY, WIS.—Green Bay Transfer & 
Sorage Co., 212 South Washington St. 


HARRISBURG, PA.—Montgomery & Co., 25 
South 10th St. 


HARTFORD, CONN.—Hartford Despatch & 
Warehouse Co., 249 Asylum St. 

HOUSTON, TEX.—The Texas Warehouse Co., 
Baker & Cedar Sts. 

HUNTINGTON, W. VA.—Maier Sales & Storage 
Co., 1639 Seventh Ave. 


INDIANAPOLIS, IND.—Tripp Warehouse 
620 South Capitol Ave. 


JACKSONVILLE, FLA.—Union Terminal Ware- 
house Co., E. Union & lonia Sts, 


KANSAS CITY, MO.—Adams Transfer & Stor- 
age Co., 228 West 4th St. 


Merchandise Storage 


101 


Co., 


Transfer 


Co., 806 


Co., 


ESTABLISHED 19183 


-MENMBERS-— 


KNOXVILLE, TENN. Sy Fireproof Stor- 
age Co., 612 E. Depot S$ 


LANSING, MICH ean Storage and Trans- 
fer Co., 420 N. Larch St. 


LEXINGTON, ee my Transfer & Storage 
Co., Spring & Vine Sts. 


SHIPPERS 


All Chain Warehouses 
are operated with 


Low Insurance Rates 


R. R. Connections 
Cartage Facilities 


For Storage and Distri- 
bution of Merchandise 
at Equitable Rates. 


Call upon our nearest 

Representative for further 

Information regarding 
facilities in any city. 


LITTLE ROCK, ARK.—Terminal Warehouse Co., 
812 E. 2nd. St. 


LOS ANGELES, CALIF.—Union Terminal Ware- 
house Co., 731 Terminal St. 


LOUISVILLE, KY.—Louisville Publie Warehouse 
Co., Brook & Main Sts. 


LYNCHBURG, VA.—Lynchburg Storage Co., 
1324 Commerce St. 


me 


MEMPHIS, TENN.—Patterson Transfer Co., 24 


North 2nd St. 
MILWAUKEE, WIS.—Hansen Storage Co., 
Jefferson 


120 
a ae eee Warehouse 
Co., 334 North Ist St. 


MOBILE, ALA.—Warrant Warehouse Co., Water 
& Lipscombe Sts. 


NASHVILLE, TENN.—E. M. 
Storage Co., 1609 Broadway. 


NEW ORLEANS, LA.—United Warehouse Co., 
Ltd., 815 South Front St. 


NEW YORK CITY—F. C. Linde CO., 23 Varick 
Street. 


Bond Fireproof 


OKLAHOMA CITY, OKLA.—O. K. Transfer & 
Storage Co., 330 West Ist St. 


OMAHA, NEB.—Bekins Omaha Van & Storage, 
806 South {6th St. 


PEORIA, ILL.—Federal 800 
South Adams St. 


PETERSBURG, ¥A-—-Sasthae Bonded Ware- 
house Corp., 22 South Market St. 


PHILADELPHIA, PA.—Merehants 
Co., 10 Chestnut St. 


PORTLAND, MAINE—Galt Block Warehouse 
Co., 30 Commercial St. 


PORTLAND, ORE.—Holman Transfer Co., 8-12 
Front St. 


RALEIGH, N. C.—Carolina Storage & Dis- 
tributing Co., 108 W. Lane St. 

ROCK ISLAND, ILL.—Rock Island Transfer & 
Storage Co., 101 i7th St. 


SAN FRANCISCO, CALIF,—The Haslett Ware- 
house Co., 60 California St. 


SAVANNAH, GA.—Savannah Bonded Warehouse 
& Transfer Co., Bay St. Extension & Canal. 


SCRANTON, PA.—The Quackenbush Warehouse 
Co., 21 Bridge St. 


SEATTLE, WASH.—Eyres Storage & Distribut- 
ing Co., 301 Ry. Ave. So. 


SIOUX CITY, 10WA—Bekins Van & Storage 
Co., 114 Riverside Aye. 


ST. JOSEPH, MO.—Terminal Warehouses of St. 
Joseph, Inc, Packers Ave. 


ST. LOUIS, MO.—MoPheeters Warehouse 
1104 North Levee. 


Warehouse Co., 


Warehouse 


Co., 


ST. PAUL, MINN.—Security Warehouse Co. 


SYRACUSE, N. ca Storage Warehouse 
Co., 100 Townsend S' 


TERRE HAUTE, TT Terminal 
Corp., 102 Wabash Ave. 


ree Transfer Co., 319 


TOLEDO, OHIO—Depenthal Truck & Storage 
Co., 108 Summit St. 


TULSA, OKLA.—Tulsa Storage & Transfer Co., 
8 No. Cheyenne St. 


VANCOUVER, B. C.—Vaneouver Warehouses, 
Ltd., 550 Beatty St. 

WASHINGTON, D. C.—Merchants 
Storage Co., 920 E St. N. W. 

WHEELING, W. VA.—Union Warehouse & 
Storage Co., Main, South & (6th. 

WICHITA, KANS.—Brokers Office & Warehouse 
Co., 143 No. Rock Island Ave. 


WICHITA FALLS, TEX.—Tarry-Martin Trans- 
fer, Storage & Forwarding Co., 1507 Lamar 
Street. 

WILMINGTON, N. C.—W. B. 

ine., Water & Ann Sts. 


— MASS.—Bowler Storage & Sales 


Transfer & 


Thorpe & Co., 


STORAGE - MERCHANDISE - DISTRIBUTION 


1926 Directory, 


with Full Information Regarding Facilities 


of Each Member, Available Upon Request 


O. V. HUKILL, Eastern Representative 


260 West Broadway 
; Phone Walker 7195 


New York City 


P. F. CASSIDY, Western Representative 


203 S. Dearborn St., Room 905 


Phone Harrison 3300 


Chicago, IIl. 
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A Dependable Railway 


SPEED—During the past year the Great Northern Railway has expended over 
twenty million dollars in the maintenance and improvement of its roadbed 
and other millions were spent in adding new locomotives, the largest of their 
class ever built, and new freight cars so that it could give more rapid service 


than ever between St. Paul-Minneapolis and the cities of the Pacific North- 
west. 


SAFETY—A good part of this money was spent for new, heavy, 130-pound steel rails, 
which were laid wherever extra strength was needed—for the construction of 
heavy steel and concrete bridges on the main line—for the latest type of 
automatic block signals—and for every class of equipment and safety appli- 
ance that would help make this the safest line in the Northwest. 


SERVICE—Daily through Fast Freight Trains hauled by the most modern locomotives 
—through Merchandise Cars without transfer from Chicago, St. Louis, St. 
Paul, Minneapolis, Minnesota Transfer, Duluth and Superior to all impor- 
tant points in the Northwest—connection with steamship lines to all points on 
the Pacific Coast and the Orient—and a trained personnel of traffic experts 
provide exceptional service for any and every line of business. 


Call on or telephone any Great Northern representative. 
He will be glad to furnish you with information regard- 
ing any phase of freight shipments—or write 


ST. PAUL, MINN. 
G. H. Smitton, Freight Traffic Manager 
A. J. DICKINSON 


Passenger Traffic Manager 
HELENA, MONT. SEATTLE, WASH. 
J. F. Pewters, Assistant General M. J. Costello 


Freight and Passenger Agent Western Traffic Manager 


Great Northern Railway 


Route of the New Oriental Limited 


Finest Train to the Pacific Northwest--No Extra Fare 
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Booklet explaining L M S unusual 
FREE vce Plan mailed free on request 
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Warehouse Storage 


at unusual saving 


Here’s real news! Storage rates in Britain from 
one-half to one-seventh of current American rates 


You can save money right Recentlya prominent American 
now on shipments to Britain Exporter sold merchandise to 
by using the new LMSstor- a British customer for future 
age service. The LMSowns delivery. He shipped directly 
and operates 350 storage to the LMS warehouse in 
warehouses at itsterminalsin buyer’s home town in England 
practically every important where it was held at a mere 
industrial centre throughout fraction of cost which same 
Britain. Storage capacity storage would be anywhere in 
exceeds 100,000,000 feet! the United States. Delivery of 
Direct rail connections be- the merchandise was given to 
tween warehouses. buyer by special L M S motor 
The LM S is the only British —_ Se eae See 
Railroad serving with its own it 

lines all major British ports. All In addition to the example quoted? 
merchandise is delivered right authentic bulletins will be published 
through to store door with its own from time to time demonstrating how 
teams and trucks. 1,300 motor L M S Service assists American 
trucks and 0,000 teams con- business. Watch for the next ex- 
tinuously employed. ample—it will pay you! 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 


THOMAS A. MOFFET 
Freight Trafic Manager in America 
Ong Broapway, New York City 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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“Traffic Managers” 


Would you care to have available to you 
at all times the most*complete and up to 
date file of freight tariffs in the United 
States? 


We have access to the tariff files of the 
Interstate Commerce Commission, and 
Subscribers to our services have the privi- 
lege of calling on us for rate quotations 
therefrom. 


Our subscribers also have a general con- 
sultation privilege on all transportation 
matters, regardless of their character. 


An opportunity to place before you the 
advantages and benefits of our contract and 
services is solicited. 


Interstate Traffic Company 
Transportation Building 
J. M. SMITH, Manager Washington, D. C. 


Consultation Service on | I. C.C. and State | Rate Statements and | Demurrage, Switching 
1.C.C. Procedure and Rate Cases Traffic Statistics d 


an 
Law of Carriers Handled Compiled Transit Matters Freight Bills Audited 
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